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LONG-HAUL TRAFFIC 

We are printing elsewhere an address delivered by 
J. V. Norman, of Louisville, at the annual dinner of the 
Memphis Traffic Club, on the subject, “Shall Long-Haul 
Traffic Continue to Move?’ We commend it to the 
attention of our readers, not because we agree with all 
Mr. Norman says, but because it deals intelligently and 
forcefully with what many contend is the tendency of the 
Interstate Commerce Commission to disregard the rights 
of the long haul shipper and railroad engaged in long 
haul traffic, and with the consequent lessening of the 
effect of competition on the prices paid by the consumer. 
For instance, we are informed that the minimum rates 
fixed by the Commission in the recent salt case decision 
have resulted or will result in an increase to the con- 
sumer of about a dollar a ton in the price of salt. Some 
authorities think the Commission is going farther than 
the law contemplates with respect to the long haul. 


This country, it may be pointed out, has reached its 
present eminence largely because the railroads have 
blazed the trail into new places and made rates that have 
encouraged and fostered the long haul. This policy has 
been beneficial both to the public and to the railroads 
themselves. It alters the situation not a bit to admit 
that the railroads have followed the policy out of sel- 
fish considerations. Selfishness is at the root of all pri- 
vate enterprise. The railroads have labored for their 
own gain. But the question is whether their policy is 
a benefit to the public as well as to themselves. If it is, 
it should be encouraged; if it is not, it should be checked. 

If a policy of restricting the long haul by the im- 
position of high minimum rates, which the carriers do 
not need and do not seek, had been in effect for the last 
fifty years, remote sections of the country would not have 
developed as they have. The development of vast areas 
in the south and -west has been brought about by the 


railroad policy of making rates low enough to market the 
products of those regions. It seems to us that a policy 
that has been so beneficial to the shippers and the public 
generally, as well as to the railroads, ought not to be 
lightly overturned. 

In the effort to build up a consistent or scientific 
rate structure, it is easy, of course, for a commission, 
charged with the function of rate regulation, to make 
commercial considerations second to consistency and 
science. Other things being somewhere near equal, con- 
sistency and scientific perfection are desirable, of course. 
They are desirable, anyway, to the extent that they are 
not allowed to interfere with other considerations more 
important, but the Commission, we think, ought to keep 
clearly before it conditions as they are and not, perhaps, 
as they ought to be if we could start at the beginning 
and build our country and our railroads along scientific 
lines planned in advance. Even if we could do that, 
however, there would still be much to be said in favor of 
a rate policy that would permit the product of one sec- 
tion of the country to be marketed in another section, in 
so far as that could be done and still enable the railroads 
to earn something on the traffic. As we have pointed 
out, that is the railroad policy that has built up the 
country and we can conceive of no other policy under 
any imaginable conditions that would have permitted 
its being built up to the point achieved today. 

While we follow with sympathetic interest the course 
of Mr. Norman’s logical presentation of the subject. we 
do not agree with him as to the remedy, which, he says, 
is not to be found in a change in the administration of 
the law but in a change in the law itself. We do not be- 
lieve, as he says, that, under the present law instructing 
the Commission to secure to the carriers, as a whole or 
by groups, a certain minimum return on their valuation, 
the Commission must limit competition among carriers 
so that one carrier or set of carriers may not reduce 
rates to obtain traffic at the expense of other carriers, 
and that it must exercise its minimum rate-making power 
to take traffic from the strong and give it to the weak. 
That is the argument of those who would do away with 
section 15 a, the rate-making section of the act. The 
Commission can do that and, perhaps, does do it to a 
greater extent than it should. But here, again, we come 
to the question of administration. There is nothing in 
the law that compels the Commission to adhere to a 
scientific system of rate-making. It is only enjoined to 
make rates so that the railroads, by groups, may earn a 
certain rate of return on their valuation. If its present 
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Hy VERY SHIPPER AND 
e/Manufacturer should 
appreciate the wealth 
of the Illinois - St. Louis 
territory. Few sections 
offer such diversification of interests as 
this part of the Middle West served 
by the Illinois Traction System. 

St. Louis, to which this railway has 
the only independent entrance, is the 
outstanding market place for the great 
South West. Central Illinois, with its 
coal deposits, agricultural and manu- 
facturing resources, offers a contented 
community of buyers. 
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map indicates, thoroughly covers this 
territory. It is equipped to handle 
freight in car lots, as well as package 
shipments to and from practically any 
point in the United States. 


Standard equipment, through rates 
with 800 railways, physical connection 
with steam lines and track connections 
to the principal industries make this 
possible. To this, add personal attention 
from the Traffic Department to all 
freight business offered this railway 
and you have a service that appeals 
to the shipper consigning to or from 
this Middle West territory. 
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course, to which Mr. Norman objects, were the only way 
‘a which it could thus make rates, then Mr. Norman 
would be correct. But the Commission is its own judge 
as to how it shall proceed to work out the result pre- 
scribed by Congress. It could forget all about science 
and consistency, for instance, and clap a certain per- 
centage of increase on traffic moving under class rates 
or on a certain traffic moving under commodity rates. 

But, whether Mr. Norman is right or wrong in his 
conclusions, he has called attention forcefully to a rate 
situation that demands attention from the railroads, the 
shippers, and the Commission itself. 


WATERWAY TRANSPORTATION 

We do not know whether or not the members of the 
National Rivers and Harbors Congress, which held its 
convention in Washington last week, regarded the ad- 
dress of Secretary Weeks, of the War Department, at 
their annual banquet, as a discordant note, but it seems 
to us that it was so, in part, at least. In outlining the 
purposes of the Inland Waterways Corporation, created 
by Congress to operate barge lines on the Mississippi and 
Warrior rivers, he said it seemed to be the established 
fact that waterway transportation would not “come 
back” of its own volition and that on the success of the 
government barge line experiment rested the question of 
the policy to be pursued by Congress as to whether any 
more money should be spent to make streams navigable. 
The government experiment is not yet a success, and he 
admitted it. If the experiment proves to be a success, 
he said, and the line proves to be a money-maker, then 
private capital would invest and the government would 
have demonstrated that the money spent had not been 
wasted; the government could then sell the line, place it 
in the hands of private operators, and, with the money 
thus obtained, create conditions precedent to success on 
other streams. 


In other words, Secretary Weeks regards the gov- 
ernment barge line as still an experiment—one favored 
by him, to be sure, but still an experiment ; and he would 
spend none of the government’s money in the same kind 
of thing on other streams until this experiment is carried 
to its conclusion and success or failure demonstrated. 

But the Rivers and Harbors Congress adopted reso- 
lutions urging Congress to adopt without delay all such 
projects for the further improvement of rivers as might 
be recommended by the army engineers and approved by 
Congress from time to time as necessary to serve the 
increasing commerce of the nation, and that appropria- 
tions for river and harbor improvements be based on 
and not reduced below the minimum estimate submitted 
to Congress by the chief of engineers. Its resolutions 
urged on Congress, at the present session, the passage of 
the pending river and harbor bill “which provides for the 
adoption of many new and meritorious projects of inter- 
est to the entire country and which contains the follow- 
ing declaration; ‘It is hereby declared to be the policy 
of Congress that all river and harbor projects hereto- 
fore, herein, and hereafter adopted shall be completed 
within five years from the passage of this act or subse- 
quent acts adopting such projects if physically practi- 
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cable; provided, that in any case of such impracticability 
the chief of engineers shall clearly set forth the reasons 
therefor in his annual report.’” The resolutions also call 
for provision of means to assure the carrying out of this 
announced policy, so that funds may be available to 
prosecute work on approved projects at the maximum 
economical rate. 

In other words, the Rivers and Harbors Congress is 
for a policy of general and immediate river improvement 
for purposes of navigation, regardless of the government 
experiment on the Mississippi and Warrior rivers for 
the results of which Secretary Weeks would wait—or 
perhaps it would justify its position by saying that this 
experiment had already proved a successs. If that be 
its answer it would again be in conflict with Secretary 
Weeks, who said: “I can well understand the insistent 
demand for the establishment of lines on other rivers, 
but the proponents of such enterprises should wait pa- 
tiently until the success or failure of the Mississippi line 
has been demonstrated. If for. no other reason they 
should do so in order to get the benefit of the exper- 
iences resulting from the building up of the Mississippi 
service and being able to avoid the mistakes which have ° 
been made.” 


He also pointed out that “when the unusual condi- 
tions precedent to success on the Mississippi section are 
given suitable consideration, it has demonstrated its 
probable capacity as a self-supporting concern. The only 
time since the fleet has been completed and in operation 
that this section has not earned money is when the river 
falls to such an extent that in some places its channel 
depth is not over six feet”—not a very hearty endorse- 
ment of the success of the experiment from a commercial 
point of view, since, of course, before private capital 
could be interested, it would have to be convinced that it 
could earn proper returns for the year round, notwith- 
standing low water conditions, which are the fault of 
no one, to be sure, but, nevertheless, have to be taken 
into account in a commercial venture. 


Elsewhere we are publishing a report of the Inland 
Waterways Corporation which shows that, for the nine 
months ending with September, 1924, the net profit from 
the operation of the government barge line on the Mis- 
Sissippi was, in round numbers, $34,800, and that a pre- 
liminary estimate indicated a loss for October and No- 
vember due to the low stage of the water. We do not 
know what the loss for the two months may be, but it 
would not have to be large to cut the profit for the year 
to nothing, and application of strict business rules to the 
book-keeping methods employed might make a still 
further cut. We do not say that this latter is true, for 
we do not know, but we imagine that, though a charge 
for depreciation is shown, there is none for taxes and 
for other possible expenses that private ownership would 
have to take into account. 

Our conclusion from all this is that, whatever one 
may think about the wisdom of the present government 
experiment in barge operation on waterways, it cannot 
yet be said to be a success, and that, until the result of 
the experiment is known, plans for spending more money 
in the same way on other streams, at a huge cost to the 
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taxpayers, are almost as ill considered as if the experi- 
ment had proved a failure. The experiment can only be 
justified, in our opinion, on the theory that it is educa- 
tional and that, if it prove successful, private capital will 
enter the business of inland waterway transportation and 
thus increase our freight-carrying facilities. Permanent 
participation by the government in the waterway trans- 
portation business is unjustifiable from any point of 
view, whether the business is profitable or not. The 
enthusiasts who would, out of mere theory, improve all 
the rivers that it is possible to make navigable, regardless 
of whether there would be boats to navigate them or not, 
should come down out of the clouds and look the facts 
in the face. 


INCREASED POSTAGE RATES 


An increase in rates of postage, to bring in additional rev- 
enue, sufficient to cover the $39,805,000 operating deficit of the 
last fiscal year (See Traffic World, December 6, p. 1242), and 
the increase in wages of post office department employees pro- 
vided in the bill vetoed by President Coolidge last June, has 
-been suggested by Postmaster General New. It is understood 
the President has no objection to the bill he vetoed, other 
than that it did not provide money wherewith to pay the in- 
creased salaries. The bill suggested by the Postmaster General, 
at the request of Senator Sterling, chairman of the committee 
on post offices and post roads, it is estimated,. would bring in 
revenue amounting to $66,380,750. The salary increase, added 
to the operating deficit, brings a total of $68,000,000. Post- 
master General New’s bill would make an increase, in rates, 
on the basis of the last fiscal year’s volume of business, of 
something more than 12 per cent but less than 12.5 per cent. 
His letter of transmittal is as follows: 


In compliance with your request for the suggestions of the Post 
Office Department as to the sources from which may be derived 
revenues approximately aggregating the additional cost the depart- 
ment would be compelled to meet in the event of the passage of the 
bill increasing the pay of post office employees, I transmit herewith 
the following in the form of a bill, which will, in the judgment of the 
department, meet the desired end. It will be observed that the sug- 
gestions affect every class of mail on which the department now 
sustains a loss, as revealed by the result of the cost ascertainment 
just completed by direction of Congress, except foreign mails, and it 
is the purpose to distribute these with due regard to equity. ; 

By practice of every economy possible consistent with good service 
and by reason of the gradual increase in the volume of business, the 
department has been slowly approaching the point where its receipts 
would balance its expenditures. According to departmental estimates, 
the postal pay bill will add approximately $68,000,000 to the annual 
expenditures and it is at once obvious that the money to meet this 
must come from somewhere. The question is whether it shall be 
assessed against the general taxpayer or whether it shall be obtained 
by providing increased rates for mail now carried at a loss. It is my 
belief that the latter is the correct method. 

Inasmuch as these suggestions are based upon the conclusions 
arrived at by the cost ascertainment, I desire to say that I have im- 
Plicit faith in their accuracy. It has been made by some of the most 
efficient and experienced experts in the postal service and has later 
been most carefully analyzed by two of the best known firms of expert 
accountants in the country, and both the accountants and the depart- 
ment are prepared to explain and defend it if attacked. 

The loss incurred by fourth-class mail, or parcel post, is much 
less than had been popularly believed. Most extravagant statements 
have been repeatedly made concerning the deficit incurred through 
carrying parcel post, but the figures demonstrate these exaggerations. 
In submitting the rates proposed herewith, the department proceeds 
upon the theory that while the handling of this class of mail is a very 
useful and in fact indispensable feature of the postal service, it is 
nevertheless commerce and should be regarded as such when it comes 
to making rates for carrying it. Fourth-class mail is made up of 
commodities and not of intelligence. It should pay its full way and 
leave a slight margin of safety sufficient to provide for unforseen 
changes. The loss sustained on this class of mail closely approximates 
$7,900,000. In order to wipe this out and provide the margin referred 
to, the department suggests increases amounting to about $12,000,000. 
However, after the cost of the salary bill is added to the expense of 
the department, the proportional share chargeable to fourth class will 
Practically balance this margin. 

Third-class mail consists largely of circulars and of direct mail 
advertising. It has to some extent the treatment of first-class mail. 
Concerning it, it is the view that, like parcel post, it also should pay 
its way and leave a slight margin. The loss on this class is $16,000,000. 
by means of the new schedule of rates herein proposed. 

First-class mail as a whole yields a profit in excess of $80,000,000, 
but the postal card feature of it is carried at a loss of about .45 of a 
eent on each card. It is proposed to cover this by increasing the price 
of postal cards to 1% cents. There will be those who will regard this 
as much more difficult of accomplishment than the department believes 
will prove the case. Postal cards are principally used by those who 
buy them in considerable numbers and employ them in sending out 
notices of various kinds and the individual sales are not nearly so 
numerous as is popularly believed. By this means we estimate added 
revenue of $12,500,000. 

Second-class mail consists entirely of publications, newspapers and 
periodicals, and the loss on it is placed at $74,712,000. Notwithstanding 
this, the recommendation for increases on second class calls for 
$10,876,000. One million of this is expected to be derived from news- 
papers mailed 7 individuals and not by the publishers. 

In holding the increase on this class within the limits named the 
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department has been governed by, numerous considerations. [t ha 
been the traditional policy of the Government to give publications the 
benefit of low rates, recognizing them as distributors of genera] = 
formation. It always has and still does recognize the desire of the 
public for daily news and current information and reading matter. 
The increases proposed will apply to the advertising pages of both 
newspapers and magazines, with a slight increase on the reading por- 
tion of magazines. ; 


About $4,000,000 is estimated from registered letters, and 









al 
$3,500,000 from money orders, on which under present rates thx + an Gd 
very substantial losses. These features are more or less in the nature : 
of banking transactions and may be fairly so regarded, but the rates gourl 
fixed cannot be so large as to make them greater than those chargeg the C 
by the banks and express companies for a similar service, and it js th 
believed that the sums are as large as can be justified. on 


On insurance and collect-on-delivery services increases of $3,058. warnij 
000 and $1,103,000, respectively, are estimated for. ‘ the 
The total increases provided by the rates in this bill are esiimateg ‘ 


to yield $66,390,750.87 and will approximately cover the $68,000,009 miss} 
estimated as the cost of the bill S. 1898 providing the increased thoriz 
schedules for the pay of employees. set ar 
The department will be glad through the Postmaster General, ang ing, © 
still better through the experts of the department, to give to your is, 
committee any further information desired. such 
: Stree 
Mr. New’s summary of proposed changes in postage rates nothi 
and fees is as follows: an in 
First class matter; postal and post cards: These rates are in- case 
creased to 1% cents each, being an increase of % cent. the } 
Second class matter: No change in rate on reading portion of by ] 
newspapers. No change in rate on reading portion of periodicals sour’ 
classified as scientific, agricultural, religious, fraternal, etc., when eS 
published and mailed by organizations not conducted for profit of any as C 
private stockholder or individual. The present rate on reading portion Tha 
of newspapers is 1% cents per pound; this is not changed. The tran 
present rate on the reading portion of scientific, agricultural, etc., 
publications not conducted for profit is 1% cents per pound; this is expt 
not changed. figh 
The rate on the reading portion of all other publications is in- trus 
creased from 1% to 2 cents per pound. . 
The present rates on the advertising portions of publications now was 


subject to zone rates are increased 2 cents per pound in the first, to 
second and third zones and 1 cent per pound in the fourth, fifth and 


sixth zones, over present rates. No increase is proposed in the seventh the 
and eighth zones. It is also proposed that the increased rates on the ext 
advertising portions of publications now subject to the zone rates will cos 
apply alike to advertising portions of all publications, except publica- e 
tions where the advertising matter is 5 per cent or less of the total bo! 
printed space. . 
Under the department’s recommendation any publisher or regis- ni 
terea news agent may elect to mail a portion or all of the issues of Co 
any publications entered as second class matter under the rates in 
recommended for fourth class or parcel post matter, such rates to be 1 
applicable to each piece for each addressee. This will enable publish- vo 
ers and registered news agents to ship large bundles of second class he 
matter to a single addressee at the parcel post rates. st 
The rates on transit second class matter are changed from 1 cent 
for four ounces to 1% cents for each two ounces, up to and not bi 
exceeding eight ounces and parcel post rates to apply to weights ré 
abeve eight ounces. 0! 
Third class matter: Third class matter is changed so as to limit c 
the weight to eight ounces. All matter now in third class weighing 
more than eight ounces will go at parcel post rates. Third class C 
rates of postage on matter not exceeding eight ounces are increased is 
from 1 cent for each two ounces to 1% cents for each two ounces, 
with the exception of books, catalogues, seeds, bulbs, scions, etc., 
which will go at present rates of 1 cent for each two ounces. 
Fourth class matter: The recommendation provides that fourth 


class matter shall be limited to weights in excess of eight ounces, 
embracing all matter now in the third class weighing in excess oi 
eight ounces. The proposed schedule of increases in the Zone rates 
averages approximately 2 cents per package for all zones with in- 
creases averaging more than 2 cents per package in the nearby zones, 
with a lesser increase in the sixth zone, and no increases in the 
seventh and eighth zones, with a proviso that rates on books, cata- 
logues, etc., weighing in excess of 8 ounces shall be 1 cent per piece 
less than the rates applicable to merchandise. 

Insurance and C. O. D.: The minimum fee on insurance is in- 
creased from 8 to 5 cents with lesser adjustments in the higher 
fees. In lieu of the present fees of 10 and 25 cents for C. O. D. serv- 
ices, the proposed legislation provides for fees of 12, 15 and 25 cents. 

Money orders: In lieu of the present fees on money orders ranging 
from 3 to 30 cents, a schedule of fees has been devised ranging from 
5 to 22 cents. 

Registered mail: The present fee of 10 cents on registered mail 
is increased to 15 cents, with a proviso that when the sender shall 
request a return receipt, a fee of 3 cents shall be paid therefor. 

Special delivery: The present fee of 10 cents for the special de- 
livery of mail matter applies to all mail matter regardless of weight. 
The Departnent’s recommendation proposes a fee of 15 cents for the 
special delivery of mail matter weighing in excess of 2 pounds, but 
not in excess of 10 pounds, and 20 pounds for the special delivery of 
packages weighing in excess of 10 pounds. 


HOBOKEN SHORE LINE 


President Coolidge, it was said at the White House De- 
cember 16 by a spokesman for the President, had no plans 
with respect to disposition of the Hoboken Shore Line prop- 
erty. Representatives of the Port of New York Authority, the 
city of Hoboken, Secretary of War Weeks and Senator Wads- 
worth of New York, had conferred the day before with the 
President on the subject of what should be done with the prop- 
erty. 

The President, it was said, believed that, as a general prop- 
osition, private property not necessary for the national defense 
should be returned to private hands. The government obtained 
the property when German piers were taken over in the period 
of the war. The Port of New York Authority would like to 
obtain the property in connection with the development of the 
greater New York harbor. The matter will be considered fur- 
ther by the interested parties. 
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Geese and Golden Eggs.—Although, on the surface, the Mis- 
souri Pacifie-Gulf Coast Lines merger proposition went through 
the Commission with a comfortable margin, the criticism passed 
on the fees of the bankers and brokers is taken as a serious 
warning to the money men and not merely as a gesture by 
the Commission inviting approval from the crowd. The Com- 
mission does not fish for applause. The statute does not au- 
thorize it to fix the compensation of financiers. Nor does it 
set any standard other than the public interest, broadly speak- 
jing, on which the regulating body is to found its decisions in 
such cases. It is pointed out, as something to which Wall 
Street should devote some prayerful thought, that there is 
nothing in the statute that forbids a commissioner yielding to 
an impression that the toll proposed to be taken in a particular 
case is So big that it will not be in the public interest to increase 
the investment, on which the public will have to pay a return, 
by the amount of the financing fees. Supposing that the Mis- 
souri Pacific deal required command of $50,000,000, the fees, 
as calculated by the Commission, amounted to two per cent. 
That puts that transaction in the class of small real estate 
transactions in Washington, than which there is nothing more 
expensive. In the old days, when a consolidation meant a 
fight with the government over the question whether the anti- 
trust laws were being violated, it has been suggested, there 
was some excuse for charging fees based on the risk supposed 
to be involved. Liquor is high now on account of the risks 
the bootleggers have to run. Mergers, in the old days, were 
expensive for a reason of like kind. Now, however, risk of 
cost on account of governmental interference, after the event, 
if any, is not obvious. A commission to cover the expense of 
borrowing money and fees for attorneys needed to do the tech- 
nical routine work and presenting the needed evidence to the 
Commission, to show that the merger would be in the public 
interest, is thought to be about all the legitimate expense in- 
volved. It is admitted that buying control of a property is 
harder than going out into the market and picking up the 
stock as offered. Therefore, something more than the ordinary 
brokerage fee is believed to be necessary in which control is 
required. However, $6 a share for buying stock of a par value 
of $100, to the innocents in Washington, has seemed a heavy 
charge. That charge, apparently, caused more sourness in the 
Commission than anything else and caused the preachment that 
is taken as a warning that anyone in the future coming with 
a proposal like that may not fare so well as did the managers 
of the Missouri Pacific-Gulf Coast Line merger. There was 
some question also about the ethics of some other phases of 
the matter, but they have not been stressed so much as the 
$6 fee. Merging of all the roads suggested to be in need of 
merging, at the rate of cost shown in the merger that caused 
the Commission to do a bit of preaching, it has been suggested, 
would add two or three billions to the investment on which the 
public would have to pay a return. Such an addition to the 
capital account might raise the question whether consolidations 
would be of any real benefit to anyone other than the bankers 
and brokers—as Commissioner Eastman suggested. The public 
Was supposed to obtain some benefit from the legislation. 





New’s Postage Proposals.—Postmaster-General New’s pro- 
posal to increase postage rates to cover the cost of increased 
pay proposed for Post Office Department employes is expected 
to draw the fire of.some publishers who have been enthusiastic 
supporters of the salary increase bill. In fact, there is a sus- 
picion that they will be more vigorous in fighting the proposal 
than publishers who have not been advocating the post office 
employe salary bill. The New proposition is that the Post Office 
Department shall be made to pay its way—to stand on its own 
feet, so to speak. The average man, it is believed, has little 
opinion, founded on real information, as to whether post office 
employes are or are not entitled to an increase in pay. In the 
early days of railroad rate regulation, it used to be argued 
that, because a rate was so much at such a time the fact 
that the index of prices of commodities had gone up was almost 
a conclusive reason for hoisting the rate. Then came the sug- 
gestion that, perhaps, the rate was above what it should have 
been at the time in the past with which comparison was being 
made. The burden of proving that the proposed rate would 
be reasonable was put on the railroad. In other days post 
office employes made concerted political drives for increases, 
in pay, regardless of economic conditions. In those days the 
job of letter carrier, in small cities, was so desirable, from 
the pay point of view, that it was sought by professional men 
or men supposed to be able to earn more at something else. 
Twenty-five years ago, when free delivery was being estab- 
lished in a town of 5,000 persons, the civil service examinations 
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for the place of letter-carrier-clerk brought out sharp competi- 
tion among the younger men in politics. It was a political item 
worth a newspaper correspondent’s wiring to let it be known 
that John Smith, William Jones, and Richard Brown had been 
appointed, largely helped by the influence of Senator Soandso, 
and, of course, a good standing in the examinations. In those 
days it would not have been hard to convince an ordinary man 
that the pay of the carrier-clerk was away above what even 
skilled mechanics could obtain, for doing clerical work involv- 
ing also some walking. It may be that conditions have changed, 
but, if they have, the New suggestion is that those who use 
the mails pay fees large enough to cover the cost of performing 
the service, plus a little to cover the departmental overhead— 
an argument always deemed good in a railroad rate matter. 
The question as to what share of the cost is to be borne by 
each class of mail matter receiving service, it is suggested, is 
the real issue—not as to whether the department should pay its 
way. oe 





Interior Department Optimism.—The Department of the In- 
terior, which has charge of public lands, cannot be accused of 
trying to hide the light of the Alaska coal fields under a bushel, 
In a recent announcement concerning work done by its various 
bureaus in the far-famed Matanuska coal field in the last year, 
its head line was, “The Matanuska Coal Field—government rail- 
road opens valuable field in Alaska.” After saying that, al- 
though the coal-bearing formation is of the same age through- 
out, it says, the coal ranges from lignite to anthracite. In 
the west end of the field, the announcement says, the soft coal 
of good grade, “is being mined to an extent justified by the 
market demand. Here several mines are now producing about 
7,000 tons of coal per month.” A daily production of 7,000 
would be a good mine in several fields in the states. As to the 
anthracite, the announcement says, the coal is of superior qual- 
ity, but the beds are highly complex in structure and no at- 
tempt has yet been made to mine the hard coal. The part of 
the announcement that probably will cause a scratching of the 
heads of those who remember that the Mananuska fields, a 
few years ago, were reported as the source whence coal for the 
United States navy was to be taken and the United States 
were thereby to be given the best navy in the world, is that 
is that the Matanuska branch of the government railroad “taps 
this coal field and draws from it much of the fuel used on 
that railroad.” The query is as to why it does not get all the 
coal it needs from mines on its rails. Railroads in the states 
that have mines on their rails usually find it cheaper to buy 
their fuel from them than from mines on the rails of other rail- 
roads. The oracular character of the departmental announce- 
ment that the government railroads “draw from it much of the 
fuel used on that railroad” has raised the question whether 
the high flown advertisement of coal deposits on government 
lands in Alaska was not open to the charge of having been of 
a character similar to the advertisement of some of the “oil” 
companies in the states. 





Conservatism Adult Man’s Natural Bent.—Any one who has 
critically analyzed the proposals of publicists and politicians 
who dub themselves radicals is struck by the fact that fully 
99 per cent of the proposals are reactionary in the highest 
degree, as for instance, government ownership and operation, 
subjecting the decisions of the Supreme Court to review by 
the legislative power, and the return to the city republic idea of 
government by town meeting, commonly called the primary 
system. Auditors at the resumed hearing in the Pullman fare 
case before Commissioner Campbell and Examiner Keeler had 
reason to recall the fact that much of the so-called radicalism 
is reaction on the part of weak intellects or of intellects not 
weak, feeding on short rations of information. The fact was 
brought out that, when steel Pullmans were first brought out, 
the steel sheathing was made to imitate matched wood sheath- 
ing. After a few years the steel cars were brought out without 
any effort on the part of the builders to hide the fact of the sides 
being steel plates rivetted together. The rivet heads were 
plainly shown. The suggestion is now made that, if and when 
there is a return to wooden sheathing, the natural bowing to 
conservatism—that is, the attitude of mind that opposes change 
in the absence of obvious reasons for change—will require that 
the wood be treated so as to convey the impression of steel 
plates rivetted with good, stout steel. In the days when 
men fought over the question of what is whisky those who used 
the many chambered still method for getting the alcohol, instead 
of the old pot still method, were reluctant to admit that they 
did not make their product in the old-fashioned way, although 
they produced something that had only a trace of fusel oil, by 
itself, being a faster poison than pure alcohol. Their product, 
not having the more active poison in it, for several years, 
if labelled, had to be called an imitation of whisky, although 
it was nearer the kind of stuff called for in the medical works 
than the so-called “straight” whisky. But the kind of drink was 
not so well as the old kind. The Pullman all-steel car, appar- 
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ently, is also on the list of new things not so well liked as some 
of the older types. 





islands Enter Terrapin Class—The moving finger of time 
does something more than write. For instance, it has made the 
islands off the coast of Florida so valuable that President Cool- 
idge has withdrawn them from appropriation under any law 
enacted with a view to causing the waste places of the country 
to be built up and made to bloom like the rose of Sharon. 
Their desirability has been recognized, wherefore they must be 
conserved. The order, in terms, recognizes valid rights already 
obtained. That reservation may mean much or little. If and 
when a government bureau official comes to the conclusion that 
what an ordinary citizen has acquired is not “valid,” the latter 
might as well throw up his hands in token of surrender. The 
bureau official, as a rule, can convince some other bureau official 
that the public interest requires the spending of money much 
more than the citizen can command, to uphold the “rights” of 
the people, which usually means no more than that some one 
has ruffied the feelings of the bureau official, and, unconsciously, 
the official has made the people’s interest and his own feelings 
mean the same thing. The main object of the withdrawal is to 
prevent the acquisition of the islands for land speculative pur- 
poses. That is to say, the government wishes to cash in on 
values created by the advertisement given the islands by the 
horrid speculators. Last year the government, at auction, sold 
forty acres of public land, known as the Harding townsite, near 
Miami Beach, for nearly $400,000. The government did not ad- 
vertise the property. The land became valuable because, among 
other things, Henry M. Flager, years ago, began calling atten- 
tion to Florida as being just about all that Ponce de Leon 
thought it was before the Spaniard lost his illusion about the 
fountain of youth. Other land speculators have obtained some 
benefit from what Flagler did for Florida. The boom in that 
state, in lands Florida once would have been glad to have given 
away for nominal sums, is a reminder that the laws of Maryland 
still forbid a master to feed his slaves or hired hands on terra- 
pin or crabs more than three times a week; also, that up in 
Maine, until a few years ago, to eat lobsters too often was a 
sign that the eater had little or no money. Crab bisque, in 
Louisiana, twenty years ago, was a similar sign.—A. E. H. 


HIGHWAY CROSSING ACCIDENTS 


The Trafic World Washington Bureau 


A national conference on street and highway safety called 
by Secretary Hoover, of the Department of Commerce, adopted 
recommendations this week looking to the reduction of traffic 
accidents. Representatives of the railroads and motor car 
industry and others participated in the conference. The con- 
ference adopted a resolution to give continuity to the work it 
had undertaken, provision being made for a second national 
conference in about one year. 

The conference unanimously adopted a declaration that 
state regulatory agencies be clothed with authority to declare 
certain crossings dangerous and to require all motorists to stop 
upon approaching them. This was accepted by railroad repre- 
sentatives in lieu of their proposal endorsing the principle of 
“stop” laws for all crossings which have been enacted in some 
of the states. 

C. L. Bardo, of the New Haven railroad, offered a proposal 
that the conference go on record endorsing full stop laws. Frank 
Page, highway commissioner of North Carolina, opposing this 
proposal, declared that the law “does not prevent accidents.” 
He said that the reduction of accidents in North Carolina were 
due to the elimination of 308 grade crossings since 1921. He 
said he was in favor of submitting a proposition to the railways 
that “when the highways carry more people across a given 
highway crossing than the railroads, the railroads stop their 
trains.” The proposed indorsement was also objected to by 
H. W. Baker, of the New York State Automobile Association, 
who declared that the stop law would seriously impede high- 
way traffic in that state. F. T. Singleton, of the Indiana public 
service commission, offered as an alternative to Mr. Bardo’s 
proposal, a suggestion that there should be placed in the hands 
of state authorities the power to designate dangerous grade 
crossings at which motorists must stop. This position was 
endorsed by C. E. Hill, of the New York Central Lines, who de- 
clared that “we are here to protect those unable to help them- 
selves,” and who cited figures of 400 persons killed and 1,100 
injured by running into the side of moving trains. H. G. Mc- 
Kennon, of the Norfolk & Western, discussed at length the value 
of the stop law, declaring among other things that if North 
Carolina enforced its stop law, previous statements about its 
efficacy would be disproved. 


On the subject of grade crossings the conference reached 
the following conclusions: 


Elimination of grade crossings, either by relocation of highways 
or rail lines or by grade separation, constitutes the only perfect 
solution of the grade crossing problem. It should be carried on 
under a proper program, first eliminating the most dangerous _cross- 
ings on thoroughfares carrying heavy traffic. This is made difficult 
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by the enormous costs involved, and, if attempted on a wholesa} 
scale, would impose an excessive financial burden resting in the last 
analysis upon the public. It is, therefore, necessary that the program 
having due regard to the relative costs and advantages of grade. 
crossing elimination and other methods of protection, be given the 
most thorough joint consideration by proper authorities. In laying 
out new highways the question of so locating them as to avoij 
railway grade crossings to the greatest possible extent should 5 
carefully considered. , 

Relocation of highways offers many possibilities not yet fully 
developed which should be worked out by the state authorities, jp 
co-operation with the railways. Authority to order grade separa- 
tions or proper protection at grade crossings should be vested jn 
the state commission having jurisdiction over the railways, which 
should also determine and enforce a proper division of the costs 
between the railroads and the public. The state highway department 
should have the authority to plan the improvements and _ to initiate 
the proceedings for all highways under its jurisdiction. Time is an 


—o element and a prompt decision should be provided for jn 
the law. 


Properly designated state commissions should be empowered to 
designate dangerous grade crossings at which motorists must stop, 
The elimination and protection of grade crossings are of such im. 
portance and involve to such an extent the public safety as to re- 
quire that priority be given to them, in the allocation of capital 
funds by the railroads, and of public moneys for highway building 


a expenditures for other safety measures designed to protect the 
public. 


Railroad crossings remaining at grade should be safeguarded in 
every reasonable way. Standard warning signs and pavement mark- 
ings should be used to mark the approach to all public railroad cross- 
ings. Where the volume of traffic requires it additional protection 
should be afforded by the use of flagmen, gates, or approved electric 
or mechanical devices. 


Sharp curves, abrupt changes of grade, roughness in the pave- 
ment, or other conditions at or near the tracks which tend to divert 
the attention of the motorist should be avoided. 


The spotting of cars near unprotected crossings by 
should not be permitted. 


SOUTHEASTERN RATE HEARING 


Claims that the carriers suffered losses ranging from 4.9 
per cent to 7.5 per cent in the test month of April were pre- 
sented in the southeastern class rate inquiry here on its re- 
sumption at Atlanta, Monday, by W. B. McKinstry, comptroller 
for the Central of Georgia railway and chairman of the carriers’ 
committee. Mr. McKinstry reported for 101 railroads before 
the meeting at the Biltmore hotel, which was expected to con- 
tinue for another day. 

More than 100 representatives of shippers and carriers 
assembled for the hearing conductéd before Commissioner 
Eastman, sitting with commissioners Perry, of Georgia, Burr, 
of Florida, Patterson, of Alabama, and E. P. Weisiger, rate 
expert of the Virginia commission. 

Mr. McKinstry was followed on the stand by J. E. Tilford, 
chairman of the fourth section committee, who showed how the 
railroads had arrived at the test figures. J. A. Streyer, of the 
short-lines, was scheduled to follow Mr. Tilford, on Tuesday, 
and the hearing was expected to adjourn around noon. 

The hearing in progress is practically the final step before 
arguments. 

Among the attorneys and other representatives for the 
carriers were Charles Barham, chairman of the Southern Freight 
Association; Brooks G. Brown, traffic manager for the Southern 
Railway, Washington; Harry Thurtel, W. L. Nichol, E. T. Wil- 
cox, Nelson Proctor and C. J. Rixey, attorneys. Among those 
appearing for the shippers were C. E. Cotterhill, Edgar Watkins, 
attorneys; Mell Henderson, of Nashville, president of the 
Southern Traffic League; W. H. Chandler, of New York; and 
Edgar Moulton, of the New Orleans Traffic Bureau. 


railroads 


SOUTHERN CLASS RATES 

Commissioner Eastman announced December 19 that oral 
argument in the southern class rate investigation would be 
heard before the Commission for the three days from January 
14 to 16, inclusive. The time for the filing of supplemental 
briefs has been extended to January 12. Permission has also 
been given for the filing, on or before January 5, of supyle- 
mental briefs dealing with the results of the traffic test. Com- 
missioner Eastman said requests for postponement of oral argu- 


ment could not be granted because of other engagements of 
the Commission. 


GEORGIA FERTILIZER RATES 

At the request of carriers interested, the Commission, in 
No. 16484, has instituted a thirteenth section inquiry into rates 
on fertilizers and fertilizer materials prescribed by the Georgia 
commission in its order of September 26, 1924, on the ground 
that the rates prescribed give an undue advantage to state 
traffic and unjustly discriminate against interstate commerce. 
In their petition they gave many examples of what they termed 
unduly prejudicial situations. They said the enforcement of 
rates prescribed would reduce their revenues and defeat the 
intent of the transportation act. 


CONSOLIDATED CLASSIFICATION DOCKET 
In the Traffic Bulletin for December 20 is printed Docket 
No. 21, of the Consolidated Classification Committee, for hear- 


ings at New York, January 13; Chicago, January 20; and 
Atlanta, January 28. 
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ORIGINAL FINDING AFFIRMED 


In a report on reconsideration in No. 13026, Wichita Motors 
Company vs. Alabama & Vicksburg et al., mimeographed, the 
Commission has affirmed its former finding, the latter in 88 
I. C. C. 152, that rates on self-propelling freight vehicles, in car- 
loads, from Wichita Falls, Tex., and Oklahoma City, Okla., to 
Galveston and New Orleans, for export, were not unreasonable, 
put were unduly prejudicial. 


The Commission modified its original order of March 7, 
1924, so as to make it become operative on or before February 
95. The order requires the removal of the undue prejudice. 
Further hearing and argument were held at the request of the 
defendants. At the time further hearing and argument were 
granted the effective date of the order was postponed until 
further order. 


The railroads on further argument pointed out that rates 
from Chicago to New OrJeans were controlled by the direct 
lines which did not pass through Oklahoma and Texas; that the 
rates to Galveston were made to equal those to New Orleans; 
that the rates from Chicago to the gulf ports were controlled 
largely by the rates from Chicago to New York; and that similar 
conditions did not affect traffic from Wichita Falls and Oklahoma 
City to Galveston and New Orleans. 


The Commission said these facts were fully considered in 
its former report. It said it had recognized the competition to 
which the carriers had referred, but also directed attention to 
the fact that it had said that the complainant had cause to 
complain about the length to which the railroads had gone in 
meeting competition. The Commission said it adhered to the 
views there expressed. 


Chairman Hall dissented in the original and Commissioners 
Eastman and Potter concurred in his views. Commissioner 
Lewis dissented without telling why. 


INDUSTRIAL ROAD REPARATION 


An award of reparation has been made in No. 8406, Jones & 
Laughlin Steel Company vs. Pittsburgh & Lake Erie, Director- 
General, et al.; No. 8767, Seneco Iron & Steel Company vs. South 
Buffalo et al.; No. 8767, Sub. No. 1, Lackawanna Bridge Co. vs. 
Same; Sub. No. 2, Buffalo Brake Beam Company vs. Same; No. 
9058, American Bridge Co. vs. Union Railway Company et al.; 
No. 9058, Sub. No. 1, Same vs. Same; Sub. No. 2, Same vs. Same; 
and No. 9271, Hyman-Michaels Co. vs. Pennsylvania et al., mimeo- 
graphed. The report also covered No. 9110, Knauff & Ester- 
brook Co. et al. vs. Newburgh & South Shore et al. That com- 
plaint was dismissed for want of prosecution, no appearance 
having been made at the hearings for that complainant. 


The case is a reminder of that period between April 1, 1914, 
and April 14, 1915, in which trunk lines in Official Classifica- 
tion Territory refused to absorb the charges of industrial. rail- 
ways because they construed the Commission’s tap line decision 
as forbidding them to make such absorption. The industrial 
railroads involved in this case are the Monongahela Connect- 
ing, the South Buffalo, and the Union Railroad Company. The 
complainants paid the charges of those industrial railroads in 
addition to the district rates of their trunk line connections. 


Chairman Hall wrote the report in this case. He pointed out 
that in the former report, 91 I. C. C. 300, the Commission found, 
among other things, that the defendants had failed to justify the 
increased rates resulting from the refusal of the trunk lines to 
absorb the charges of the industrial railroads in the period 
mentioned; and that the agregate charges applicable in that 
period were unjust and unreasonable to the extent of non-asborp- 
tion pointed out in the report. He said the industrial railroads 
were found to have been common carriers lawfully entitled to 
receive from their trunk line connections divisions of joint 
rates or absorption of switching charges under appropriate tariff 
provisions, such divisions or absorptions to be reasonable. An 
award of reparation to all complainants and interveners was 
made in that first report except Joseph Joseph & Brothers 
Company. The case was set for further hearing to enable that 
intervener to submit proof as to the charges paid by it. The 
other cases embraced in this report had been on the Commis- 
sion’s suspense docket and were set for hearing with the case 
in which Joseph Joseph & Brothers Company was given its 
opportunity to prove shipments, 

The Buffalo Brake Beam Company, complainant in No. 8767, 
Sub. No. 2, Chairman Hall said, did not present proof at the 
hearing. He said that unless further hearing was requested by 
it within 10 days after service of this report its complaint would 
be dismissed for want of prosecution. 
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Commissioner Eastman dissented but did not write a report 
setting forth his views. 


INCREASES NOT JUSTIFIED 


Higher rates on cotton piece goods, any quantity, and on 
junk and scrap iron, from Texas, Oklahoma and Louisiana points, 
to St. Louis and other points in defined territories; and on oyster 
shells, from Memphis, to Kansas and Missouri points, proposed in 
schedules suspended in I. and S. No, 2165, Commodity Rates from 
Southwestern Points, have been found not justified, opinion No. 
9984, 93 I. C. C. 394-9. 

Commissioner McManamy said the carriers asserted the sus- 
pended rates were published solely to comply with fourth sec- 
tion order No. 8600 by removing fourth section departures at 
points in Kansas, Missouri, Iowa, Arkansas, and Oklahoma east 
of the Kansas City Southern, in the rates from Texas and Okla- 
homa. The proposed rates were filed to become effective June 
24 and 25, in supposed compliance with the fourth section order 
mentioned. It was issued in connection with the order in 
Memphis-Southwestern Investigation, 77 I. C. C. 473. In that case 
the Commission prescribed reasonable maximum rates on various 
commodities moving between Mississippi river crossings and 
points in Arkansas, western Louisiana and southern Missouri. 
The fourth section order issued in connection with that case 
required the carriers, not later than June 25, to remove fourth 
section departures in rates from Mississippi river crossings, 
Memphis and south, to the Missouri river crossings, and related 
points, and from points in Louisiana and Texas, to St. Louis, 
and other points in defined territories. The rates on cotton 
piece goods, scrap iron and junk, to defined territories, were 
then and are now, lower than those applicable from the ter- 
ritory embraced in the Memphis-Southwestern Investigation, 
hence the proposal to remove fourth section departures by 
increases. 

Increases running nearly 100 per cent were proposed in 
cotton piece goods. The Commission said compliance with the 
fourth section order did not require such increases as were pro- 
posed. The report said that while it was not disclosed to what 
extent higher rates applied at intermediate points, apparently 
the revenues would not be greatly reduced if the rates from inter- 
mediate points where made the same as from the Texas pro- 
ducing points. 

As to scrap iron, the report said the fourth section situation 
could have been cured by establishing a rate of 35 cents from 
all Texas common-point groups instead of the 38 cent rate 
proposed. 

The increase on oyster shells would have been accomplished 
by removing whole or crushed shells from the fertilizer list. 
The Commission said the proposal was not justified by the mere 
statement that intermediate points had had a higher basis, par- 
ticularly when the Commission had forbidden the elimination 
of shells from the fertilizer list as it had done in 80 I. C. C. 604. 


OIL FINDING REVERSED 


In a report written by Commissioner Eastman, the Com- 
mission, in No. 10804, Barnett Oil & Gas Company vs. Director- 
General, Louisville & Nashville, et al. opinion No. 9899, 93 
I. C. GC. 85-90, on further hearing, has reversed the finding in 
the original report, 59 I. C. C. 689, that the rate on crude oil, 
from Irvine and Beattyville, Ky., to Blue Island, Ill., was not 
unreasonable or unduly prejudicial. It now finds that the rates 
applied were unreasonable to the extent they exceeded 20 cents 
prior to June 25, 1918, 25 cents from June 25, 1918, to July 24, 
1918, and 24.5 cents thereafter until August 26, 1920, and for 
the future. It found that the complainant made shipments be- 
tween August 2, 1917, and some time in 1919, and paid and 
bore the charges thereon at rates found unreasonable. Com- 
missioner Eastman said no finding was made in respect of 
rates between August 26, 1920, and the present time, as the 
Commission did not understand, from the record that any ship- 
ments had moved in that period. 


No testimony was submitted at the further hearing, said 
Mr. Eastman, other than that the rate from eastern Kentucky, 
applicable from twelve shipping points, was now 35 cents, com- 
posed of a proportional commodity rate of 12.5. cents to the 
Ohio river and 22.5 cents beyond, while the rate from the mid- 
continent field to Chicago, Blue Island being within the Chicago 
rate group, was 29.5 cents. That is, the rate which the new 
finding says would have been reasonable after August 26, 1920, 
and will be reasonable for the future. He said it appeared that 
what complainant wanted, when it petitioned for a further hear- 
ing, was reconsideration of the evidence and reargument, rather 
than further hearing. He said the facts were comparatively 
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simple. The rate assailed, said Mr. Eastman, compared favor- 
ably with rates from the same points of origin to other destina- 
tions in central territory. He said the railroads relied pri- 
marily upon that fact to justify the adjustment. On the other 
hand, he pointed out, the complainant relied largely, to prove 
its case, that the assailed rate was actually and relatively 
higher than the rate from the mid-continent field; also that the 
rate from the mid-continent was prescribed by the Commission 
in Mid-continent Oil Rates, 36 I. C. C. 109, and sustained in a 
number of cases to the extent of having been extended to the 
Burkburnett and Ranger fields in Texas. 

On reargument, the Commission said, the complainant 
pointed out that unfavorable conditions pertaining to the trans- 
portation of crude petroleum from eastern Kentucky to Chicago 
were duplicated in the mid-continent field, and, further, that 
the rate on crude from the mid-continent to Chicago is only 83 
per cent of the rate on refined, whereas the factor in the Ken- 
tucky-Chicago rate, applicable from the Ohio river to Chicago, 
is the same as the rate on refined oil. 

“We have consistently held,” said the Commission, “that 
reasonable rates on crude oil should be relatively lower than 
reasonable rates on refined oil, and there is here no showing 
that the rate on refined oils north of the Ohio is less than 
reasonable.” 

On further consideration, the Commission said, it was of 
opinion that a parity of rates from Kentucky and the mid-con- 
tinent field to Chicago would give enough allowance in the 
Kentucky-Chicago rate, for the mountainous character of the 
originating territory in eastern Kentucky, for the lesser volume 
of traffic, and for the lighter weight of the oil. 

Chairman Hall dissented and wrote his views. Commis- 
sioners Cox and McManamy also dissented, but did not say 
why. Mr. Hall said that on a rate of 29.5 cents the carriers 
will receive $21.24 less for hauling a tank car from Kentucky 
to Chicago, containing 9,000 gallons, than from the mid-conti- 
ent field to Chicago. He said the majority laid hold of thé 
spread between crude and refined petroleum which now charac- 
terized rates from the mid-continent field and imported it into 
the eastern territory, as ground for the condemnation of the 
rate. He said if that was sound, it must follow that the rates 
from the other points of origin must be condemned as unrea- 
sonable and render the entire rate structure north of the Ohio 
vulnerable under like attack. He pointed out that the relation- 
ship of rates on crude and refined oils was not before the Com- 
mission in this case and that even if it were the record was 
not sufficient on that point. 


GRAIN TO MISSISSIPPI 


A finding intended to put Mississippi grain dealers on a 
footing of equality with those at Memphis has been made by 
the Commission in No. 14028, Mississippi Railroad Commission 
et al. vs. Alabama & Vicksburg et al., opinion No. 9991, 93 
I. C. C. 435-46, written by Commissioner Aitchison. No order 
was entered in the case. The Commission’s Bureau of Traffic, 
the report says, is negotiating with shippers and carriers, for 
a revision of rules in force at primary grain markets, such as 
Memphis, with a-view to the establishment, at the various 
markets, of uniform rules which shall conform more nearly 
to the rules in force at interior points. For that reason, Mr. 
Aitchison said, no order would be entered at this time with 
respect to the transit situation. He said that if a revision of 
the rules at Memphis and at the complaining Mississippi 
points such as would remove the undue prejudice were not 
accomplished within a reasonable time “the matter will have 
our attention.” He added that as soon as the transit situation 
had been adjusted the complaint would be dismissed. 


Although the case, on its face, looks like a matter of com- 
paratively small geographical area, the detailed discussion con- 
cerning the relative commercial advantages of grain and feed 
jobbers, at primary markets on the one hand, and at interior 
points where rates do not break but business is done on a 
transit basis on the other, taken with the announcement that 
the Bureau of Traffic has been negotiating on the subject, gives 
the impression that it will have nation-wide application. Only 
the fact that the dealers at Memphis, the only primark market 
directly involved, in the eyes of the Commission, have more 
favorable commercial conditions in comparison with dealers 
at transit points in Mississippi. That is condemned by the 
report as resulting undue prejudice. 

Specifically the Commission found that rates on grain and 
grain products, from interior points in Texas, Oklahoma, Kan- 
sas, Nebraska, Colorado, lowa, Minnesota, Indiana, Illinois and 
Missouri, and reshipping rates from reshipping points in those 
states, to destinations in Mississippi were not unreasonable. 

A second specific finding was that the maintenance of re- 
shipping rates to and from Memphis, without contemporaneous 
maintenance of reshipping rates to and from Mississippi points, 
was not unduly prejudicial. 

A third, and, what is believed to be a finding of great sig- 
nificance, is that complainants are subjected to undue preju- 
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dice in so far as the rules, regulations and practices undey 
which grain or its products may be stopped at Memphis for 
milling, storing or other transit services, and later reforwardeq 
at less than the sums of the local rates to and from Memphis, 
are more favorable than the rules, regulations and practices 
under which transit service is accorded at Mississippi points, 

Complainants, in addition to the railroad commissioners 
of Mississippi, were the attorney general of that state ang 
various commercial bodies and business houses located in Mis. 
sissippi. The complaint alleged, the Commission said, that the 
local, proportional, and reshipping rates from. points in the 
states before mentioned, to all points in Mississippi were wun- 
reasonable, unjustly discriminatory and unduly prejudicial, ang 
that the application of more favorable rules, regulations and 
practices at Memphis, St. Louis and Cairo, than at the Missis. 
sippi points, subjected the latter to unjust discrimination and 
undue prejudice. Interested organizations at Cairo, Memphis, 
New Orleans, St. Louis, Vicksburg, and Jackson, and the Louisi- 
ana public service commissioners intervened. 

Commissioner Aitchison said that while the complaint at. 
tacked both local and reshipping rates into Mississippi, the 
local rates from Memphis were paper rates upon which no 
traffic moved. He said comparatively little testimony was pre- 
sented concerning them and that none to support the allega- 
tion of a violation of section 2 was presented. Evidence, he 
said, was specifically restricted, as to the rules, regulations and 
practices, to those in effect at Memphis. 

Commissioner Aitchison went into the rate situation in 
great detail, including a review of the pertinent parts of Helena 
Traffic Bureau vs. Missouri Pacific, 89 I. C. C. 405, Rates to, 
from and between Points South of Ohio River, 64 I. C. C. 306, 
Grain and Grain Products and Feeds, 78 I. C. C. 209, and men- 
tioned the cases in which the Commission had refused, con- 
sistently, to extend the rate-breaking system to communities 
which alleged that they were unduly prejudiced because of 
rate breaks at other points with which they competed. He 
said the complainants admitted the impracticability of having 
the rates break at every point in Mississippi. To correct the 
situation about which they were complaining, he said they sug- 
gested that Memphis, as well as the Mississippi points, be 
placed on a transit basis, and that the Mississippi points be 
allowed to back haul shipments at stated arbitraries based on 
distance. 

As to that the Commission said it appeared that Memphis 
dealers could not back haul grain to points north thereof, even 
under the reshipping rates. It said that so long as the move- 
ment was in direct line away from the point of origin dealers 
in Mississippi could forward traffic on a rate equality with 
Memphis. Memphis, it was pointed out, was situated at the 
terminus of eastern and western lines and that it was an estab- 
lished grain market growing out of the facts of its situation. 
From those facts, the circumstances and conditions, it said, 
under which reshipping rates were maintained at Memphis, 
appeared somewhat dissimilar from those existing at jobbing 
points in Mississippi, such as Jackson, Meridian, Hattiesburg, 
Greenville and Greenwood. In summing up just ahead of the 
specific finding hereinbefore mentioned, the report says: 

Where dealers at Mississippi jobbing points operating under 
transit arrangements can obtain grain for handling and reship- 
ment to points in the direct line of transit, the rate paid by them 
is no greater than that paid by Memphis competitors. But the 
regulations under which grain is transited are more restricted 
than those which apply in case of points where the rates break, 
as at Memphis, and Memphis dealers enjoy some advantages over 
dealers at Mississippi points. For example, a more liberal mixing 


of ingredients in livestock feed is allowed at Memphis than at 
the Mississippi jobbing points. 

Certain jobbing points in Mississippi produced witnesses who 
testified that the present transit arrangements are unsatisfactory. 
Some of the points in question are not operating under transit be- 
cause they have not requested it. If upon reasonable request, 
transit in direct line of shipment is refused by the defendants, 
the matter may be brought to our attention. Aside from the 
expense of transit records, the chief difficulty lies in the refusal 
of the [Illinois Central and certain other defendants to grant 
transit to Mississippi jobbing points in connection with back 
hauls, as has been done by the Mobile & Ohio and St. Louis-San 
Francisco. Since the hearing back-haul transit limited to 100 
miles has been authorized by the Illinois Central. No proof was 
submitted that defendants have granted the privilege to others, 
while denying it to Mississippi points, in such a way as to 
constitute undue prejudice. Nor does it appear that Memphis 
dealers can back haul grain to points north thereof, even under 
their reshipping rates. The pull of the grain is definitely away 
from the territory of production, despite the rate situation. 


EASTERN LIME RATES 


A basis for constructing rates on lime, from points in 
eastern trunk line territory to destinations in 60 and 67 per 
cent territories, and from Mitchell, Ind., has been ordered made 
effective not later than March 20, by means of a report and 
order in I. and S. No. 2096, Lime from Eastern Trunk Line 
Points to Pittsburgh, Youngstown and Related Points, mimeo- 
graphed, written by Commissioner Campbell. The proposed 
increased rates were found not justified and ordered to be can- 
celled, without prejudice to the naming of rates in accordance 
with the basis pointed out. It was found necessary to modify 
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the findings in Lehigh Lime Co. vs. Akron, Canton & Youngs- 
town, 85 I. C. C. 341, called throughout the report, the Mitchell 
case, because it had to do with rates on lime from Mitchell, 
Ind. 

The condemned schedules proposed an increase in rates 
from lime kilns in Pennsylvania, West Virginia, Maryland, 
Virginia, New Jersey, New York and Vermont to destinations 
in Pennsylvania, Ohio and West Virginia in so-called 60 and 
67 per cent territories, the groups in which large steel mills 
and other big users of lime are situated. They were pub- 
lished following the decision in the Mitchell case in which 
the Commission found rates from Mitchell to destinations in 
central territory, in Michigan, Ohio, Pennsylvania and West 
Virginia unduly prejudicial to the complainant and unduly 
preferential of competitors at Buckeystown, Frederick, Grove, 
and Lime Kiln, Md.; Bakerton and Engle, W. V.; Stephens 
City and Strasburg, Va., and York, Pa. Lime shippers at the 
eastern points, Mr. Campbell said, were not represented at the 
hearing in the Mitchell case. The Commission in that case 
prescribed a distance scale to be used in the removal of the 
undue prejudice with an injunction to make rates from the 
eastern points which should bear the same relationship to the 
rates from Mitchell, on the one hand, and of specified rates 
from the eastern points, on the other. The specified eastern 
rates were all on a group basis, origin points being treated as 
in one group and the destinations in the two percentage 
groups. The rate to the percentage groups was made 19 cents, 
while to points in other percentage groups the basic rate was 
made 28 cents and scaled down by the appropriate percentages. 

Commissioner Campbell said that in complying with the 
order the carriers observed the criteria set forth. In addition, 
they published rates from other eastern points of origin to 
the destination territory. It allowed rates to groups west of 
the 67 per cent group and from Mitchell to go into effect. The 
rates to 60 and 67 per cent groups it suspended. The basis 
prescribed in the Mitchell case yielded somewhat higher rates 
than had been in effect, on some kinds of lime, because, prior 
to that time the carriers had made a distinction between agri- 
cultural, building and fluxing lime. Under the Mitchell scale 
and the proposed rates all lime was treated alike. The sus- 
pended rates were higher than the Mitchell rates, to Pitts- 
burgh, 19 cents being blanketed from all points of origin, in 
place of rates ranging from 12 to 17.5 cents. To Youngstown, 
in 67 per cent territory, the present rates are from 1.5 to 4 
cents higher than to Pittsburgh. 

, The carriers relied upon the Commission’s report and order 
in the Mitchell case, regardless Mr. Campbell said, of the fact 
that to the two percentage groups containing the big users 
the average hauls were relatively short in comparison with 
hauls to other points in central territory. Under the condi- 
tions shown, Mr. Campbell said the decision could not be re- 
garded as immutable, especially in view of the more compre- 
hensive record as to eastern rates. In brief, he said the car- 
riers conceded 19 cent rate to Pittsburgh might be too high 
and suggested a rate of 16.5 cents from the Baltimore and 
W illiamsport groups to Pittsburgh proper with 17 cents to 
other points in that group and 19 cents to 67 per cent territory. 

; Ohio interveners, having rates as high or higher than the 
Mitchell scale, said they had difficulty in marketing in 60 and 
67 per cent groups and said the lower rates from eastern points 
put them at a disadvantage. They said the proposed rates 
would remove the undue prejudice against them and their lime, 
which the report indicated was a high grade finishing lime 
a — be used in competition with the lower grades from 

e east. 

; Commissioner Campbell said that the proposed rates would 
violate both clauses of the fourth section because no increases 
were proposed from certain Virginia producing points through 
which lime from the eastern producing points could and prob- 
ably did move. 

_ The Commission said there was no uniformity or con- 
sistency in the rates in trunk line territory or from that terri- 
tory to the percentage groups. In disposing of the case the 
eg after finding that the increases had not been jus- 

3 id: 


We further find that the interstate rates on lime, in car 
except lime which has no generally recognized commercial —. 
for chemical or building purposes, from points found to be un- 
duly preferred in the Mitchell case, namely, Buckeystown, Freder- 
ick, Grove, and Lime Kiln, Md., Bakerton and Engle, Va., Stephens 
City and Strasburg, Va., and York, Pa., are, and for the future 
will be, unduly preferential of lime producers at those points 
and unduly prejudicial to intervener, Lehigh Lime Company, to 
the extent that the rates from those points to destinations in 
central territory in Pennsylvania, Ohio, and West Virginia in 
i percentage groups known as 60 and 67 per cent territories 
ail to bear the following relationship to the contemporaneous 
rates from Mitchell, Ind., to the same destinations: 

R From Buckeystown, Frederick, Grove, Lime Kiln, Bakerton, 
Engle, Stephens City, Strasburg, and York, as follows: 16.5 cents 
to Pittsburgh and points in the Pittsburgh district; 18 cents to 
Youngstown, Sharon, Steubenville, Wheeling, and Erie; and rates 
to other points in said destinations territory that will be in har- 
mony with the rates to the points above specifically named. 

From Mitchell, on the basis prescribed as reasonable in 
Lehigh Lime Co., vs. A., C. & Y. Ry. Co., supra.” 
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Our findings in the Mitchell case are hereby modified ac- 
cordingly We further find that rates constructed on the above 
basis will be just and reasonable. 

In reaching the above conclusion with respect to the eastern 
producing points involved in the Mitchell case, we have taken 
into consideration the related eastern producing points in the 
Baltimore and Williamsport rate groups embraced in the sus- 
pended schedules. In making the necessary revision from the 
latter points, the rates on lime as above described should not 
exceed the following: Youngstown, 


Sharon, Steubenville, 


From To Pittsburgh Wheeling and Erie 
Cents Cents 
Group 1 Points as hereinbefore 
ire 13.5 15.5 
Group 2 Points as hereinbefore 
Se, ee 15 17 
Group 3 Points as hereinbefore 
Oe, ere ree 16.5 


18 

With respect to traffic from points east of Group 3, includ- 
ing Baltimore, Md., and points differentially related thereto, no 
reason is apparent on this record why the present destination 
grouping should not be continued, subject to maximum rates 
from Baltimore of 18 cents to 60 per cent territory and 19 cents 
to 67 per cent territory. 

We make no finding as to the reasonableness of the present 
rates on so-called agricultural or fluxing lime which has no 
generally recognized commercial value for chemical or building 
urposes. 

" FThe suspended schedules will be ordered cancelled, without 
prejudice to the establishment of revised rates not inconsistent 
with our conclusions herein. Such revised schedules should be 
free from the violations of the act alluded to in this report. 

As above pointed out, the rates from Ohio producing points 
to this destination territory are in many instances on a higher 
basis than that which would obtain under the Mitchell scale, but 
it is imossible on this record to grant any affirmative relief to 
the Ohio interveners with respect to such rates. However, the 
establishment of rates from the eastern points in accordance with 
our conclusions herein will go far toward removing the alleged 
undue prejudice against these Ohio producers. 

Since the hearing in this proceeding, formal complaints, dock- 
eted as No. 16170, Eastern Lime Manufacturers’ Traffic Bureau et 
al. vs. Akron & Barberton Belt Railroad Company et al. have 
been filed, which present a general attack on the rates on lime 
from points in Ohio to destinations in central territory and from 
points in trunk line territory to destinations in the various per- 
centage groups, including 60 and 67 per cent territories. It 
should be understood that our conclusions herein are without 
prejudice to different conclusions which may be reached in those 
cases. 

An order will be entered requiring the cancellation of the 
suspended schedules and also requiring the establishment of an 
adjustment of rates to the destination territory under consider- 
ation in accordance with our findings in the Mitchell case as 
modified herein. 


COST OF OUTSIDE WORK 


In a further report on No. 12066, construction and repair 
of railway equipment, mimeographed, the Commission has found 
that the cost of repairs to locomotives and engines of the Erie, 
in outside shops, in the four years beginning with 1920 was 
greatly in excess of the cost of similar work in the respondent’s 
own shops. A further finding is that a large part of such ex- 
cess costs was an unreasonable expenditure and not in the 
interest of efficient and economical management as required 
by section 15-a. 





RATES ON COTTON 

Following the precedent set by it in the Houston Cotton 
Exchange case, decided January 23, 1924, the Commission, in 
No. 13736, New Orleans Joint Traffic Bureau vs. Arcade, Attica, 
mimeographed, has directed the carriers to establish, within 
ninety days, rail-and-water and rail-water-and-rail rates on cot- 
ton from Oklahoma points to destinations in New England ter- 
ritory on the basis of four cents below the all-rail. The finding 
is that present rates are unreasonable. Rates to other points 
in the northeastern part of the country are found not unrea- 
sonable. 


MANSFIELD GETS REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15556, E. C. Lee Farms Company vs. 
Louisville & Nashville et al., mimeographed, as to the rate and 
the charges thereunder, on a carload of strawberries, shipped 
April 20, 1922, from Castleberry, Ala., to Mansfield, O. The 
complaint alleged a combination rate of $1.365, imposed on that 
car, was unjust, unreasonable, unjustly discriminatory and in 
violation of the long and short haul provision of the fourth sec- 
tion of the interstate commerce act. The complainant asked 
for the prescription of a rate for the future, not exceeding $1.29 
the contemporaneously maintained rate, to Sandusky, O. 

That rate of $1.29 was established April 22, 1923, so that the 
final prayer was merely for reparation, amounting to only $12.75. 
The amount of money involved, however, was not the issue in 
so far as the Louisville & Nashville was concerned. The Balti- 
more & Ohio, in its answer to the complaint, the Commission 
said, admitted the unreasonableness of the rate to the extent it 
exceeded the rate subsequently established. The Louisville & 
Nashville, however, took the opposite view and contended that 
the rate was not unreasonable per se. It argued that the earn- 
ings, 31.8 mills per ton-mile for the expedited service required 
on strawberries, for an average haul of 885 miles, was not un- 
reasonable. 
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it made the point that combination on the Ohio river is 
the normal and proper basis for rates between southern and 
central territories. It cited various instances in which it 
claimed the Commission had so found. It further asserted that 
where there were joint rates from the south into central terri- 
tory differing from the combination they generally were the re- 
sult of the varying changes in the factors north and south of 
the river, in the various general adjustments since the begin- 
ning of the world war era, without corresponding changes in 
the joint rates. The Louisville & Nashville, the Commission 
said, asserted that the rate to Sandusky, originally, was made 
on the Ohio river combination basis and was then the same as 
to Mansfield and slightly less than to Cleveland and Detroit. 
The $1.29 rate, it said, was the Buffalo basis, which was main- 
tained as maximum at Detroit, Cleveland and Sandusky. 


However, the Louisville & Nashville admitted, the Commis- 
sion’s report said, that the rates on fruits and vegetables to the 
central territory, generally, were in need of adjustment, and 
said the Sandusky basis was used in making the rate to Mans- 


field, to correct a fourth section departure, pending a general 
revision. 


The Commission said there was no justification for charg- 
ing a higher rate to Mansfield than the contemporaneous rate 
to Detroit, Cleveland, Detroit and Sandusky. 


DIVISIONS NOT UNREASONABLE 


The Commission, in a report written by Commissioner 
Lewis, on No. 13987, Christie & Eastern vs. Kansas City South- 
ern et al., mimeographed, has found divisions and allowances 
accorded to the complaining road by its trunk line connections, 
out of the joint interstate rates on lumber and forest products, 
have not been shown to have been or to be unjust, unreason- 


able, inequitable or otherwise unlawful. It has dismissed the 
complaint. 


The complainant, the report says, is controlled by the stock- 
holders of the Peavy-Wilson Lumber Company. It operates 
78.82 miles of main line and has about two miles of sidetracks, 


two locomotives, two freight cars, a caboose and two motor 
gasoline cars. 


Attack was made, the report said, upon divisions for hauls 
in excess of 40 miles. The complainant contended that for dis- 
tances in excess of 40 miles it should receive divisions upon 
the basis of a logical extension of the scale, prescribed by the 


Commission, for tap lines, for distances ranging from four to 
40 miles. 


Extension of the mileage of the complainant was accom- 
plished by trackage arrangements with the Red River & Gulf. 
Mr. Lewis said that exhibits showed that in the first three 
months of the extended service the expenses exceeded the rev- 
enues $7,254 whereas in the six months preceding extension 
there was a profit of $24,200. He said the only advantages, as 
shown by the record, by reason of the extended service, were 
lower rates for the lumber company, and a better car supply. 
He pointed out that they inured to the lumber company and not 
to the Christie & Eastern. In disposing of the case, in which 


Commissioners Aitchison and Campbell dissented, the Commis- 
sion said: 


_ This carrier is before us seeking increased divisions with its trunk 
line connections at Long Leaf and Lecompte to compensate it for 
the additional costs which it has incurred in moving its traffic to 
those points instead of to Sandel, La. In determining and prescrib- 
ing divisions we are enjoined to give due consideration, among other 
matters, to the efficiency with which the carriers concerned are op- 
erated and the importance to the public of the transportation services 
of such carriers. The element of public interest must therefore be 
considered. The record does not establish any benefit to the public 
from the extension of the service though it does show that this 
extension will be of benefit to the proprietary lumber company both in 
affording connection with other carriers and in better car supply. 
It is clearly established that the hauling of the traffic to Long Leaf 
or Lecompte, instead of to the less distant connection at Sandel, is 
an unnecessary and uneconomic service and not in the public in- 
terest.- The traffic may now move from Peason to all important 
consuming points, with few exceptions, via Sandel at rates as low 
as and over distances as short as by way of the routes through Long 
Leaf and Lecompte. 

The Christie & Eastern has voluntarily assumed a burden of 
expense which apparently cannot be overcome by an increase in the 
amount of its traffic. he service therefore falls under the ban of 
inefficiency. No sound reason appears why the revenues of the 


trunk lines should be depleted to offset this added and unnecessary 
expense. 


FABRICATED TANK STEEL RATES 


The Commission, in No. 15533, Parkersburg Rig & Reel 
Company vs. Missouri Pacific et al., has found rates on fabri- 
cated steel tank material, carloads, from Haynesville, La., to 
El Dorado and Smackover, Ark., and from Couchwood, La. to 
Smackover, unreasonable, on shipments between May 3 and 
December 4, 1922, to the extent they exceeded 23 cents on three 
shipments that moved over the short route from Haynesville 
to Smackover, 26.5 cents from Couchwood to Smackover, 35.5 
cents prior to July 1, 1922 and 32 cents, thereafter, from Haynes- 
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ville to El Dorado, and 35 cents on the shipment that moved 
180.4 miles from Haynesville to Smackover. 


BICYCLE RATE APPLICABLE 

The Commission has dismissed No. 15102, United Cycle ¢ 
Supply Co. vs. Baltimore & Ohio et al., mimeographed, finding 
that the rate charged on bicycles, crated, in carloads, from 
Middletown, O., to Los Angeles, Calif., shipped in June and 
November, 1921, was applicable. The Commission said it was 
a case of tariff interpretation. The Commission found the 
bicycle was neither a freight nor a passenger vehicle, and that, 
therefore, the rate charged on bicycles was applicable. 


WOVEN PAPER FABRIC BAG RATES 


Reparation has been awarded in No. 15497, Cleveland-Akron 
Bag Co. vs. Wheeling & Lake Erie et al., mimeographed, on 
two carloads of woven paper fabric bags, shipped in February, 
1922, from Cleveland to San Francisco and Los Angeles. A 
fourth class rate of $3.665 was imposed. The Commission said that 
that rate was unreasonable to the extent it exceeded a com- 
modity rate of $1.92. That rate was the one applicable to 
clayed cotton bagging. The carriers contended the class rate 
was reasonable on isolated shipments such as these. The Com- 
mission said the complainant was entitled to reasonable rates 
regardless of the volume of movement. 


REFINED OIL RATE 


A finding of unreasonableness and an award of reparation, 
by way of waiver of undercharges, have been made in No. 15075, 
Texas Company vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed. The complaint was filed after suit for the collection 
of undercharges was begun. The railroads claimed the case 
was barred but the Commission held that the statute ran against 
only one car because it was not included in the judicial pro- 
ceedings. 

The traffic involved was gasoline and kerosene, from Tulsa, 
Okla. to Clayton, N. M. via Pueblo, Colo. The shipments were 
made via Pueblo on the assumption that the rate was the same 
via that junction as via others. That was not the fact. The 
Commission found the rate applicable via Pueblo unreasonable 
to the extent it exceeded 51.5 cents prior to, and 69.5 cents after 
August 26, 1920. 


CLAIMS CAME TOO LATE 


The Commission has dismissed No. 15866, George P. Sex- 
auer & Son vs. Director-General, Chicago & North Western et 
al., and a sub-number thereunder, mimeographed, on a finding 
that the complaints asking for reparation on two carloads of 
coal, shipped in March, 1918, were barred by the statute of 
limitations because not formally filed with the Commission 
within the time allowed by section 206 (c). The claims were 
informally presented to the Commission, the Chicago & North 
Western and the Railroad Administration, the Commission said, 
but the formal submission was not: made until a long time after 
the period allowed by the law. 


MUNITION LINT REPARATION 


Award of reparation has been made in No. 14976, Edgar 
L. Pearson & Co. vs. St. Louis, Brownsville & Mexico et al., 
mimeographed, on a finding that rates on munition lint, in 
carloads, from Brownsville, Belleville and LaGrange, Tex., ap- 
plied on shipments made between October 14, 1921, and January 
4, 1922, to Des Moines and Dubuque, Ia., were unreasonable. 
The Commission found the rates unreasonable to the extent 
they exceeded 76.5 cents from Brownsville to Des Moines, 66.5 
cents from Belleville to Des Moines, and 64 cents from La- 
Grange to Dubuque, all subject to a minimum of 30,000 pounds. 
The Commission said the defendants offered no evidence and 
expressed willingness to pay the reparation sought. 


BICYCLE CASE DISMISSED 


An order of dismissal has been entered in No. 14852, F. J. 
Jones et al. vs. Pennsylvania et al., mimeographed, on a finding 
that rates charged on various carloads of crated bicycles, from 
Westfield, Mass., and Little Falls, N. Y., to San Francisco, and 
from Middletown, O., to Oakland, Calif., were not unreasonable 
or otherwise unlawful. The Commission held the case was 
one of tariff interpretation only. The complainants contended 


the bicycles were entitled to commodity rates on passenger 
vehicles. 


CREAM REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15J70, Fairmont Creamery Co. vs. Amer- 
ican Railway Express, mimeographed, as to rates and charges 
on cream in 10-gallon cans, shipped by’ express, from Albion 
and Dallas Center, Ia., to Omaha, in August and September, 
1921. The Commission found the rates of $1.30 and $1.77 un- 
reasonable to the extent they exceeded rates of 59 cents from 
Dallas Center and 65 cents from Albion, the subsequently estab- 
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lished interline commodity rates. The rates charged were those 
in effect prior to the establishment of interline rates on Janu- 
ary i 1922. 


EMPTY WOODEN BOX RATE 


The Commission has dismissed No. 15510, Forrester-Nace 
Box Co. vs. Director-General, St. Louis-San Francisco, mimeo- 
graphed. It found the rate on empty wooden boxes, from Kan- 
sas City to Carl Junction, Mo., in the federal control period, not 
unreasonable. It said no damage had been shown to have re- 
sulted from the alleged departure from the long-and-short-haul 
provision of the fourth section. The period covered by the 
complaint was from February, 1919, to February, 1920. The 
complaint alleged the rate was unreasonable to the extent it 
exceeded the rate from Kansas City, Mo., to Carthage, Mo., 
Carl Junction being intermediate. The rate to Carthage was 
18 cents and to Carl Junction, 19. No evidence, the Commis- 
sion said, was submitted to show the unreasonableness of the 
rate other than that it was in disregard of the fourth section. 
Rule 77, the Commission said, did not apply because the rates 


in question were point to point rates and were not made sub- 
ject to the rule. 


DEMURRAGE ILLEGALLY ASSESSED 


“The computation and billing of charges against the ship- 
ment must be regarded as a demand for payment,” said the 
Commission in disposing of a critical point in No. 15408, Milne 
Lumber Company vs. Cleveland, Cincinnati, Chicago & St. Louis 
et al., mimeographed, in which it held that a demurrage charge 
collected for the detention of one car of yellow pine lumber at 
Cleveland, O., from July 1, 1922, to August 7, 1922, was illegal. 
Demurrage amounting to $133 was assessed and collected to 
cover the period of time in which the complainant and the agent 
of the railroad argued about a bill which the agent had sub- 
mitted when he called upon the complainant to pay charges on 
a car for which no disposition order had been given. 

The complainant challenged the accuracy of the bill point- 
ing out what it claimed, and was afterward admitted, to have 
been an overcharge. The Commission said the question pres- 
ented was whether or not the detention was due to a demand 
by the agent for payment of charges in excess of the tariff au- 
thority for prior detention at Cincinnati, and therefore no de- 
murrage could be collected. The demurrage rule specifically 
says no demurrage shall be collected “when this railroad’s agent 
demands the payment of transportation charges in excess of 
tariff authority.” The bill for detention at Cincinnati, presented 
by the agent, was for $33. Later error to the extent of $5 for 
one day more than the car was detained, was admitted and re- 
fund made. As reason for its finding the Commission said: 


The record shows that the charges against the shipment on ar- 
rival at Cleveland actually included an overcharge of $5, representing 
the erroneous assessment of excess demurrage for the detention at 
Cincinnati, and that complainant upon being advised of the amount of 
the charges, called this fact to the attention of the agent at Cleve- 
land, and requested correction to the proper basis. While defendant 
was not in possession of information as to what disposition to make 
of the car during the period of the detention, nevertheless the fur- 
nishing of such instructions by complainant would not have settled 
the dispute as to the correctness of the outstanding charges; and 
had such instructions been given and delivery made, complainant would 
thereupon have been liable for the charges assessed. The fact that 
complainant failed to give instructions for disposition of the car 
during the pendency of the controversy did not prevent the applica- 
tion of the above-quoted demurrage rule. The computation and bill- 
ing of charges against the shipment must be regarded as a demand 
for payment. There is nothing in the rule quoted which suggests 
that the agent must make a demand in addition to the usual bill or 
form of advice as to the amount claimed to be due. 

The applicable demurrage tariff provided that demurrage would 
not be assessed for detention of cars where the carrier’s agent de- 
manded payment of transportation charges in excess of tariff au- 
thority. The charges billed against the car at Cleveland admittedly 
included an overcharge of $5, which must be regarded as a demand 
for c’arges in excess of tariff authority, and these charges were 
promptly questioned by complainant. Upon the facts it must be held 
that demurrage was not assessable against the car during the time 
of its detention at Cleveland. See Birmingham Commission Co. vs. 
Director General, 74 I. C. C. 693, and Conf. Ruling 32. 


CONSTRUCTIVE MILEAGE ALLOWANCE 


Abolition of twenty constructive miles as an allowance 
for the Mississippi River crossings, Vicksburg to New Orleans, 
and the substitution therefor of arbitraries the same as the 
Memphis bridge tolls have been ordered in No. 12478, Allow- 
ances of Mileage for Mississippi River Crossings, opinion No. 
9997, 93 I. C. C., 462-78. The report, written by Commissioner 
Aitchison, also covers No. 12000, Natchez Chamber of Commerce 
vs. Natchez & Southern et al. The order requires the carriers 
to substitute ferry tolls in place of the twenty miles allowance 
not later than March 18, to and from west-bank points. 

The tolls, or arbitraries, are 6.5 on first class, 5 on second, 
4 on third, 3 on fourth, fifth and A and 2.5 on the remaining 
four lettered classes. They are to supersede an allowance first 
made as a result of an investigation by the Louisiana commis- 
sion, as to intrastate traffic, and later, also after an investiga- 
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tion, by the federal body, as to interstate traffic. The Louisi- 
ana commission is again inquiring into the subject and its de- 
cision is being held up by a desire to have the federal body act 
first. 

The case brought out conflicting views among the railroads 
and among the Commissioners. New Orleans and Natchez in- 
terests contended the allowance should be abolished and that 
there should be no additional charge for the ferry service. They 
insisted, said Mr. Aitchison, that the higher cost of operation 
by car ferry as compared with a similar distance over a road- 
bed presented no reason for a separate charge which did not 
exist with equal force at other points on the lines of the respon- 
ents, where, because of fills, cuts, bridges or trestles, the cost 
of construction, maintenance and operation was unusually high. 

Commissioner McManamy, in a dissent, agreed with that 
contention and said that following the principle laid down in 
this case to its logical conclusion would result in the rates be- 
ing divided into sections to accord with each variation in cost 
of construction or operation. He pointed out instances in which 
no allowance was added on account of unusual costs, particu- 
larly the causeway connecting Galveston with the mainland 
and the car ferries between San Francisco and bay points. 

Chairman Hall, concurring, said that constructive mileage 
had the infirmities of fiction when used to replace fact. He 
said distance was a fact but that the outlay for construction, 
operation and maintenance varied per mile, but for operation 
was fairly constant for a particular mile, irrespective of how 
many miles went into the total haul. If the haul was short, he 
said, and the scale closely graded, the twenty constructive miles 
might increase the rate by a large percentage. If the haul was 
short and the scale widened out in its successive steps, the 
twenty miles might not add anything to the rate. 


“The fallacy lies in trying to state money in terms of miles,” 
said he, adding that it might mean much in one case or little 
or nothing in another. He said, that, although he concurred in 
the report, he should prefer use of the real distance, from 
origin to destination, together with a smaller arbitrary, which, 
on the average, would faithfully reflect the extra service ren- 
dered in crossing a great river instead of on land. 


Commissioner Campbell, the report said, did not participate 
in the disposition of the case. 


The ferry toll conclusion was reached upon consideration 
of a record tending to show cost of rendering the service. Com- 
missioner Aitchison commented upon the widely varying alle- 
gations of fact tending to show cost on the part of one carrier 


five times as great as that of another. In discussing the sub- 
ject, as a whole, he said: 


Clearly, additional service is given in these river crossings, which, 
as far as this record discloses, has no parallel or equivalent in serv- 
ices performed elsewhere upon respondents’ lines without the inclusion 
of additional elements in the charges for such services. The barge 
service is of an unusual character, is difficult, hazardous, and ex- 
pensive and in the instant proceeding some separate charge seems 
justified. This was our finding in the Memphis-Southwestern In- 
vestigation, 55 I. C. C. 515, 540, where we said: 

“To depart in this instance from previous usage and to permit 
no specific allowance for a Mississippi bridge or river crossing where 
the instrumentalities therefor involved special investment or special 
service would be out of line with our action upon numerous rate 
schedules heretofore approved, and out of keeping with similar rate 
adjustments instituted by the carriers.” 


To that conclusion we adhere, upon the present record. In so 
doing we do not approve unreservedly the principle of making ad- 
ditional charges for unusual services of the sort here under con- 
sideration. We are not here called upon to determine that question. 
The testimony refers to some such unusual operating conditions where 
no additional charge is made, and the argument contains allusions 
as to the general practice of the carriers as to the imposition of 
added charges for overcoming great natural obstacles, but the record 
does not permit us to go into this as bearing upon the reasonableness 
of the rates before us. Our conclusion in the instant case cannot 
conclude a future decision made upon a record which may show in de- 
tail, and more comprehensively, the general practice of these and 
other carriers as to making additional charges because of expensive 
bridges, trestles, tunnels, ferry operations, fills, and cuts, or other 
like devices against obstacles or barriers to transportation. 

As the nature of the ferry service justifies some additional charge, 
we should inquire into the cost of that service. 


After stating the finding, namely, unreasonableness and un- 
due prejudice, as flowing from the use of the allowance at 
Delta Point, Vidalia, Naples, Anchorage, Avondale, Algiers and 
Gouldsboro, in determining the distance class and commodity 
rates to and from Vicksburg, Natchez, Angola, North Baton 
Rouge, Harahan and New Orleans, Commissioner Aitchison said: 


The above ferry tolls will be applied according to ratings in the 
western classification or exceptions thereto, when traffic moves from 
and to west-bank points under class distance rates. Under com- 
modity distance rates and where no specific rating is provided by 
the western classification, or exdeptions thereto, the ferry toll 
should be approximately the same as the toll on the class to which 
the rate on the commodity more nearly corresponds. For example, if 
the scale of rates on a given commodity is approximately the same 
as the class C rates er og the - agg scale, the ferry toll should 
not exceed the ferry toll for that class. 

In the Memphis-Southwestern Investigation, 55 I. C. C, 515, 553, 
in considering the class rates from Natchez to points in Arkansas, we 
said 


“The additional charges for the river crossing shall be determined 
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by adding to the actual distances not more than 20 constructive miles, 
which rates so made we find to be reasonable maximum rates.” 

The method of adding arbitraries to the distance rates from and 
to the west-bank points will have the effect of somewhat reducing 
these Natchez rates, and the scale of arbitraries prescribed in some- 
what higher than it would be if the distance rates were applied on 
the basis of the mileage for the total distance, including the ap- 
proaches and river crossing in each case, instead of merely to or 
from the west-bank point. 


COMMISSION ORDERS 


The Commission has denied rehearing in No. 13406, Cor- 
poration Commission of Oklahoma vs. Arkansas R. R. et al., as 
requested by the Board of Trade of Kansas City, Mo., and the 
Southwest Millers’ Association. 


The Commission has denied the petitions of the Pennsyl- 
vania Railroad Company and other defendant carriers in No. 
13662, Duquesne Slag Products Company et al. vs. P. R. R. et al., 
and No. 14204, J. M. Buckland, trading as National Slag Com- 
pany, vs. Atlantic City R. R. et al., asking for modification of 
the order entered therein. 


Upon consideration of the 'Missouri Pacific Railroad’s peti- 
tion for rehearing on its application for modification of Fourth 
Section Order No. 7542, In re rates on grain and grain products 
from and to Mississippi River points, the Commission has de- 
nied rehearing in so far as it relates to rates from and to Mem- 
phis, Tenn., -but has reopened the proceeding for further hear- 
ing with respect to the rates on grain and grain products to and 
from Mississippi River crossings south to Memphis, Tenn. 

The Commission proceeding in No. 9702, Memphis-South- 
western Investigation, has been reopened for further hearing 
in so far as it relates to the carload minimum weight to apply 
on interstate shipments of cottonseed meal and cottonseed hulls. 

The Commission has denied the petition of the Jonesboro 
Freight Bureau in No. 9702, Memphis-Southwestern Investiga- 
tion-Commodities, asking postponement of the effective date of 
the supplemental order therein requiring the establishment of a 
carload minimum weight of 45,000 pounds on salt, etc. 

The Commission has dismissed the following proceedings 
upon learning that the complaints have been satisfied: No. 
15982, C. W. Zaring & Co. vs. Clyde S. S. Co. et al., and No. 
16268, Wenatchee District Co-operative Association vs. Great 
Northern Ry. et al. 


Upon the request of the respective complainants, the Com- 
mission has dismissed the complaints in the following: No. 
14980, Greenwood Chamber of Commerce et al. vs. A. & V. Ry. 
et al.; No. 15060, Dwight Hamlin, Inc., vs. P. R. R. et al.; No. 
16117, the Indianapolis Board of Trade vs. B. & O. R. R. et al.; 
No. 16186, Peaslee-Gaulbert Company of Georgia vs. L. & N. 
R. R. et al.; No. 16265, J. F. Heinzle, receiver of Key Coal Co., 
vs. Southern Ry.; No. 16269,. United Central Oil Corporation 
vs. L. & A. Ry. et al.; and No. 16293, E. I. Du Pont De Nemours 
vs. B. & O. R. R. et al. 


The Commission has modified its report in I. and S. No. 1885, 
brick and clay products from, to and between points in Southern 
territory, by adding the Gulf & Ship Island Railroad Company 
and certain other short lines to the list of roads named in 
Appendix B thereto. 


The Commission has denied the request of the complainant 
in No. 18791, Murphysboro Paving Brick Company vs. Santa Fe 


et al., to restore the case to the active docket for formal de- 
cision. 


The defendants’ petition for reargument in No. 14962, Manu- 
facturers’ Association of Chicago Heights vs. P. R. R. et al. 
has been denied by the Commission. 


Upon the request of the defendants, the Commission has 
reopened No. 14996, Borden’s Farm Products Company, Inc., 
vs. N. Y. N. H. & H. R. R. et al., for further oral argument. 

The Commission has denied the complainants’ petition for 
rehearing or reconsideration in No. 15218, Cairo Cotton Oil Mill, 
Inc., et al. vs. Illinois Central R. R. et al. 

Upon the petition of the defendant, Great Lakes Transit 
Corporation, the Commission has modified its order in No. 15798, 
Murray-Egan-McLeod Company vs. P. R. R. et al, so that it will 
become effective on March 15, 1925, instead of on December 15. 

The Director-General of Railroads has been dismissed as a 
party defendant to the complaint in No. 16337 (Sub-No. 1), 
Empire Refineries, Inc., et al. vs. Ft. W. & D. C. Ry. and Di- 
rector-General. 

The Peoria Cordage Company has been permitted to inter- 
vene in No. 16369, Portland Traffic and Transportation Assn. 
et al. vs. O.-W. R. R. & Nav. Co. et al. 

The A. E. Staley Manufacturing Company has been per- 
mitted to intervene in No. 16432, Cairo Syrup Company vs. 
Indiana Harbor Belt R. R. et al. 

The proceedings in Docket No. 9200, railway mail pay, 
have been reopened for re-examination and further hearing 
with respect to the facts and circumstances surrounding the 
transportation of the mails and the services connected there- 
with upon certain lines of railroad known as the Grand Trunk 


— England Lines, Canadian National Railway Company, 
essee. 
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The Commission has denied rehearing in No. 14881, Cop. 
tinental Sugar Company vs. N. Y. C. R. R. et al. 

The Illinois Coal Traffic Bureau has been permitted to 
intervene in No. 16340 (Sub-No. 1), Race Creek Coal Company 
et al. vs. L. H. & St. L. Ry. et al. 

The complaint in No. 16506, the Larabee Flour Mills Cor. 
poration vs. Santa Fe Ry. et al., has been amended by making 
the Forbes Milling Company, the Shawnee Milling Company, 
R. L. Thomas, receiver, and Kaw Milling Company additional 
parties complainant. 

The Commission has modified its order in No. 12886, Fleming 
Brothers et al. vs. Garyville Northern R. R. et al., so that it 
will become effective on January 15, 1925, instead of on De. 
cember 20, as originally ordered. 

The United States Cast Iron Pipe and Foundry Company, 
American Cast Iron Pipe Company, Stockham Pipe & Fittings 
Company, the Central Foundry Company, National Cast Iron 
Pipe Company, McWane Cast Iron Pipe Company, American 
Castings Company, Birmingham Machine & Fdy. Company 
Bessemer Fdy. & Machine Company, Southern Pipe & Fay. 
Company, H. Wetter Mfg. Company, Alabama Pipe Company, 
Alabama Pipe & Fdy. Company, Standard Foundry Company, 
Union Foundry Company, Ornamental Foundry Company, In- 
dependent Soil Pipe Company, Interstate Foundry Company, 
Rabe Pipe & Fdy. Company, Coosa Pipe & Foundry Company, 
Gadsden Pipe Company, Agricola Pipe Company, Rudisill Soil 
Pipe Company, Emory Foundry Company, Gulf States Pipe 
Company, Anniston Soil Pipe Company, Anniston Foundry Com- 
pany, Imperial Pipe Company, Superior Pipe Company and Kilby 
Pipe Company have been authorized by the Commission to 
intervene in the proceedings in No. 16356, Krupp Foundry Com- 
pany vs. Southern Railway et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2286, the Commission has suspended from Dec. 
15 and later dates, until April 14, schedules as published in 
tariffs of various carriers in southern territory and Agent F. L. 
Speiden. The suspended schedules propose to limit the appli- 
cation of the domestic rates, now applicable from shipside, in 
the absence of import rates, from the ports of New Orleans, La., 
Mobile, Ala., and Pensacola, Fla., on import traffic destined to 
Southern territory, to points on and west of a line extending 
from New Orleans, La., to Meridian, Miss., to Chattanooga, 
Tenn. (through Birmingham, Ala.), to Cincinnati, Ohio, so that 
east of that line the domestic rates plus handling charges would 
apply in the absence of specific import rates. The resulting in- 
creases would vary with the particular commodity involved, but 
would generally be 3% cents per 100 pounds. 

In I. and S. No. 2288, the Commission has suspended from 
December 20, until April 19, schedules as published in supple- 
ment No. 1 to American Railway Express Company I. C. C. No. 
2185. The suspended schedules propose to assess a charge of 
twenty-five cents per shipment on express shipments from 
Canada to the United States, which are cleared through customs 
at the border port of import, tocover the work of opening, recoop- 
ering and rewrapping packages for customs examination. The 
proposed rule would apply on all shipments except where the 
American Railway Express Company acts as the broker and at- 
tends to custom clearance details, and on shipments of milk and 
cream. 

In I. and S. No. 2285, the Commission has suspended from 
December 15 until April 14 schedules as published in Jones’ 
I. C. C. No. 1581. The suspended schedules propose to add to 
the list of points at which the National Car Demurrage Rules 
are not applicable, cars placed at all coke ovens on the Mis- 
souri Pacific Railroad for loading or cars under load with coke, 
at such ovens, awaiting billing instructions. 

In I. and S. No. 2287, the Commission has suspended from 
December 16 until April 15 the operation of certain schedules 
as published in supplement No. 3 to Leland’s tariff I. C. C. No. 
1693. The suspended schedules propose to increase the rates 
on window glass, glass bottles and other glassware articles, from 
Arkansas, Oklahoma and Texas to destinations in the south 
and southwest. The following is illustrative: 


Glass bottles, Window glass, 
c..Z. Gc. 
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CHANGES IN DOCKET 

Hearing in No. 11703, in the matter of intrastate rates within 
the state of Illinois, assigned for December 17, at Chicago, IIl., 
before Examiner Knowlton, was postponed to a date to be here- 
after fixed. 

Hearing in I. and S. No. 2280 (and first supplemental order), 
tin cans, C. F. A. points to Michigan, Minnesota and Wisconsin, 
assigned for December 20, at Chicago, before Examiner Knowl- 
ton, was postponed to a date to be hereafter fixed. 
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TEXAS PORT EQUALIZATION 


In a report on No. 15159, Galveston Commercial Association 
et al. vs. Abilene & Southern et al., Examiner F. W. McM. 
Woodrow said the Commission should find rates on cottonseed 
cake and meal and vegetable cakes and meals from Texas points 
of origin to Houston, for export, were unduly preferential of 
Houston, Port Houston and other Gulf ports and unduly preju- 
dicial to Galveston and shippers and exporters located at the 
older port, to the extent that the rates to Galveston from 
points 100 miles or more distant from Houston exceeded or 
may exceed the rates to Houston. He recommended that the 
case be consolidated with No. 14150, Corporation Commission 
of Oklahoma vs. Abilene & Southern et al., and related cases 
which are now pending determination. 

Pointedly speaking, Woodrow recommends that Houston 
and Galveston, on the traffic mentioned, shall be put on a rate 
equality on all traffic originating at points 100 or more miles 
distant ‘from Houston, regardless of the fact that the haul to 
Galveston is 48.6 miles greater than to Houston on much of 
the traffic. He said it would be in the public interest to equalize 
rates to the Texas ports from points 100 or more miles from 
Houston. At present rates to Galveston are from a half to 3.5 
cents per 100 pounds higher than those to Houston, being based 
upon a mileage scale, the outgrowth of the Shreveport case. 

Complainants, commercial organizations and dealers in and 
exporters of cottonseed and other vegetable cakes and meals, 
alleged the rates were unreasonable and unduly prejudicial, 
against the interest of Galveston and unduly preferential of 
Houston, Port Houston and the other Gulf ports to the 
extent they exceeded the rates to Houston. At the hearing 
Woodrow said the allegation of unreasonableness was with- 
drawn, leaving only the allegation of undue prejudice. The 
complainants said the fact that rail rates to Houston were less 
than to Galveston was depriving Galveston of traffic which she 
had had prior to Houston becoming a port. 


They asserted that only by equalizing the ports could the 
Commission carry out the mandate of Congress to foster both 
kinds of transportation. They pointed to the fact that the car- 
riers equalized New Orleans and Texas ports, although the dis- 
parities in distance were much greater than the differences in 
distance from the 200 cottonseed mills in Texas, all but three 
or four of which, they said, were nearer Houston than Gal- 
veston. Houston countered that argument by saying that Gal- 
veston desired to retain the advantages of proximity as to those 
three or four mills, but to deprive Houston of the advantage 
of her proximity to the 196 mills. 

; Port Arthur intervened, although some equalization had 
given her what was conceded to be a better relative adjustment. 

Some carriers thought it would be proper to group the 
ports, but they said that the way to do that would be to apply 
the Galveston rate basis. Port Arthur suggested the equaliza- 
tion at 100 miles and more which the examiner recommended. 
In that it was supported by the Kansas City Southern. The 
Southern Pacific did not approve the 100-mile equalization pro- 
posal, but said the Commission should say at what distance 
the rates should become the same. 


_ At present the single-line rates become the same at 280 
miles and the joint-line rates at 320. The 3.5 cent difference 
is held as maximum to Galveston regardless of distance. The 
San Antonio & Aransas Pass, Gulf Coast Lines and the Katy 


opposed equalization. They serve Houston. Summing up the 
case, Examiner Woodrow said: tug 


This case contains only the question of undue rejudi 
‘ ce. The 
pee a of reasonableness of these export rates on cake and meal is 
ee on the Commission in Docket No. 14150, Corporation Commission 
oh klahoma vs. Abilene & Southern Ry. Co. et al., and related cases. 
, e Commission will fix _therein a reasonable basis for rates on 
pe pang 3 cake and meal which may provide for the strict application 
stale vasa basia, and it is suBeested that the instant case Be cons 
, and it is suggeste > 
solitededt thereat f= =4 that the instant case be con 
The many cases cited by the Houston interests will not be dis- 
cussed. They deal with the principle that under a mileage basis of 
making rates the fact that one locality has a lower rate than 
another, due to distance, does not result in undue prejudice, and 
that under mileage scales the Commission does not attempt to equal- 
ize geographical locations. Neither will we discuss the other line 
of decisions holding that under certain circumstances a group basis 
of making rates is not only reasonable, but does not result in undue 
prejudice. It may result in prejudice to the point at the nearer 
limit of the group, but that prejudice is not undue. There may be 
a legal doubt as to our right to retain the present mileage basis and 
at the same time find undue prejudice against Galveston and pref- 
erence in favor of Houston with respect to export rates on cake and 
meal, but if we see fit to prescribe a basis of rates in No. 14150, 
supra, which groups the Texas ports as to points of destination with 
respect to rates on cake and meal for export, there will be then no 
legal doubt as to our right upon the consolidated record to require 
the aplication pof the same rates to Houston and Galveston and the 
other Texas ports. 


Tentative Reports of the Commission 
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The record shows that it is in the public interest to equalize the 
export rates on cake and meal to the Texas ports from points dis- 
tant 100 or more miles from Houston. The pats then will be able 
to utilize all ports and that port rendering the best service will ob- 
tain_the traffic. ; 

Upon consideration of all the facts of record, and especially those 
relating to the public interest, the Commission should find that the 
export rates on cake and meal to Galveston from Texas points dis- 
tant more than 100 miles from Houston are, and for the future will 
be, unduly prejudicial to Galveston and unduly preferential of Hous- 
ton to the extent that they exceed, or may exceed the contempo- 
ranéous rates to Houston; and should further find that the assailed 
rates to Galveston from points distant 100 miles and less from Hous- 
ton are not unduly prejudicial. 


FINDINGS SHOULD BE AFFIRMED 


Attorney Examiner O. E. Sweet, in a report on No. 13345, 
In the Matter of Divisions of Joint Rates, Fares, and Charges on 
Traffic Interchanged Between the Missouri & North Arkansas 
and Its Connections, on further hearing, has recommended affirm- 
ation of the original findings as to such divisions. He said the 
Commision should hold that, as all carriers whose lines con- 
nected directly with the Missouri & North Arkansas had been 
jointed as respondents, that other carriers which united in pub- 
lishing the interstate joint rates applying to and which partici- 
pated in transporting certain of the traffic interchanged, were 
not necessary parties in a proceeding to determine the divisions 
of such joint rates between the Missouri & North Arkansas and 
each of its immediate connections. 

Sweet said the finding in the original report, 68 I. C. C. 47, 
that the Missouri & North Arkansas was a public necessity in 
its entirety, should be reaffirmed, and that, upon consideration 
of the reports of respondent carriers showing fully their experi- 
ence in handling the interchanged traffic and in dividing the rev- 
enues in accordance with the divisions previously prescribed, 
the Commission should find that such divisions were just, 
reasonable and equitable. In effect, the attorney-examiner re- 
commended, the Commission hold that it had made no errors 
of law and that divisions prescribed by it in the original case 
were just, reasonable and equitable. 

The case was reconsidered in the light of the court decisions 
in New England Divisions Case, 261 U. S. 184, Kansas City, Mex- 
ico & Orient Divisions Case, United States, et al., vs. Abilene & 
Southern, 265 U. S. 274, and other cases involving the validity 
of various sections of the transportation act, 1920, such as 
Dayton-Goose Creek Ry. Co. vs. U. S., 263 U. S. 455, and Wis- 
consin Railway Commission vs. Chicago, Burlington & Quincy, 
257, U. S. 563. 

Obviously, said Mr. Sweet, the principles set forth in the 
foregoing cases had to govern in the consideration and determin- 
ation of the questions presented in this proceeding. 

The carriers which joined in the petition for rehearing, 
Sweet said, contended that the Commission was without juris- 
diction to make the order entered, prescribed divisions, to be 
paid by the Missouri & North Arkansas’s immediate connections, 
for the reason that not all the carriers which participated in 
publishing the joint rates to which the order fixing divisions 
applied were joined as respondents in the proceeding. They 
argued, he said, that, although only immediate connections were 
made parties, all carriers which handled any part of the inter- 
change traffic, moving on the joint rates, were necessary parties, 
and that the failure to include them, as respondents was such 
a defect of parties as to deprive the Commission of jurisdiction. 

Sweet said the carriers’ contention that other parties, in 
addition to those having direct connections with the Missouri 
& North Arkansas, were necessary parties in this proceeding, 
had been rejected by the Supreme Court in the Orient Divisions 
case. He said there was nothing in the record indicating the 
need, at this time, of giving consideration to any divisions ex- 
cept those of the carriers which were respondents in the pro- 
ceeding. 

In oral argument, the examiner said, the point most em- 
phatically presented was that while the carriers might volun- 
tarily agree among themselves upon divisions which would 
leave to one of them revenues insufficient to pay operating ex- 
penses, taxes, rentals, and a fair return upon its investment in 
property devoted to the service, the Commission, nevertheless, 
was without power to compel any one of them to accept divisions 
that would prevent it earning such fair return. Sweet said the 
Commission was not called upon to pass upon that question. 
It had not been satisfactorily shown, said he, that it had any 
applications to the facts in this case, because the unprofitable- 
ness of the business upon the basis of division heretofore pre- 
scribed by the Commission had not been demonstrated. If the 
carriers were correct in this contention, he said, it would result 
that the Commission could never control divisions unless the 
portion remaining to each carrier was clearly adequate to avoid 
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confiscation, and its power to prescribe just, reasonable and 
equitable divisions of rates so low as to border on confiscation 
would be doubtful. The statute, he said, should not be con- 
strued so as to produce that result. In some instances, he said, 
no doubt, the proper way to avoid possible confiscation would 
be for carriers to increase joint rates; but the Commission’s 
powers in respect to divisions, he said, should not be held in 
suspense, nor the relief to which any carrier that was not re- 
ceiving just divisions might be entitled denied, pending efforts 
of carriers who were parties to the joint rate, to agree upon 
and affectuate an increase therein. 

Another proposition which Sweet said was argued at length 
was that the Commission was powerless in prescribing divisions 
to take from one carrier, which happened to be strong, and 
give to another which happened to be weak, the revenues of 
the strong carrier. That contention, he said, involved the as- 
sumption that the parts of joint rates which a carrier had there- 
tofore received were its property, of which it could not be de- 
prived without invading its constitutional rights. Carried to a 
logical conclusion, Sweet said, that theory might be urged in 
opposition to an exercise of the power to prescribe divisions 
in any case. Its fallacy, he said, had been clearly shown in the 
decision of the Supreme Court in Akron, Canton and Youngs- 
town vs. the United States, 261 U. S. 184, in which Section 16 (6) 
was construed In conclusion, Examiner Sweet said the Com- 
mission should find that by the original report and order herein, 
it prescribed just, reasonable and equitable divisions of the 
joint rates applying to traffic interchanged between the Missouri 
& North Arkansas and the eight other respondent carriers herein, 
excluding that traffic as to which the Missouri & North Arkansas 
served solely as an intermediate carrier. In addition, he said, 
it should find that no considerations had been advanced upon 
the further hearings which afforded sufficient reasons for modi- 
fying the findings stated in the original report and that those 
findings, shoould accordingly be affirmed. 


GULF COAST LINES CASE 


Although criticising the bankers and brokers handling the 
matter because they exacted fees amounting to almost, if not 
more, than $1,000,000 for their services, the Commission, in 
finance docket No. 4049, Control of Gulf Coast Lines by Missouri 
Pacific, mimeographed (See Traffic World, Dec. 13), authorized 
acquisition of the New Orleans, Texas & Mexico City by the 
Missouri Pacific by the purchase of stock. At the same time it 
authorized the issue of not exceeding $18,000,000 of the 15-year, 
7 per cent sinking fund collateral trust notes, $4,500,000 thereof 
to be exchanged, par for par, for outstanding 15-month secured 
notes, issued by the Missouri Pacific in payment for 37,500 
shares of capital stock of the New Orleans, Texas & Mexico, 
and all or any part of the remaining $13,500,000 of the 15-year 
sinking fund notes to be used in the acquisition of additional 
shares of the Gulf Coast Lines Company. 

In connection with the application of the Missouri Pacific 
for permission to acquire the Gulf Coast Lines the Commission 
again considered finance docket No. 3478, Control of Inter- 
national-Great Northern by the Gulf Coast Lines. When it han- 
dled that case it disposed of it conditionally, subject to the dis- 
position it might make of the application of the Missouri 
Pacific for permission to acquire the Gulf Coast Lines. On 
further consideration in that case it removed the condition and 
authorized the Gulf Coast Lines to acquire the International- 
Great Northern in accordance with the terms of the contract 
— in the application and in its report on that applica- 

on. 

Commissioner Eastman dissented. In addition to his usual 
ground, namely, that the law did not authorize consolidations 
except and until the Commission had adopted a consolidation 
plan, he made observations on the fees exacted by the financial 
interests. He said the consolidation allowed by this author- 
ization would never be broken up except with the consent of the 
Missouri Pacific unless it became insolvent. In addition he said 
the merger was objectionable because it would substitute debts 
for capital stock and that in face of the fact that the railroads 
of the country have too many evidences of indebtedness out- 
standing in comparison with stock representing equities in the 
properties. 

As to the fees, he called attention to the fact that in 1919 
he wrote to the Senate committee on interstate commerce in 
which he told that committee, in reference to the plan for the 
encouragement of consolidation that, for a number of years at 
least, the chief beneficiaries of the plan would be the bankers 
and lawyers in charge of the negotiations. He said that that pre- 
diction was confirmed by the record, in this case. He said that 
if all the stock was acquired, Kuhn, Loeb & Co. would receive 
$225,000 for their advice in the matter. He said W. A. Harriman 
& Co. and Blair & Co., for their services, would receive at 
least $6 per share for their work of buying stock from stock- 
holders at $114 per share and selling it to the Missouri Pacific at 
$120. He said the day of the final argument in the case the 
market price was $109 per share. The profit of the brokers, 
if they make no more than $6 per share, he figured, would be 
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$900,000. He also referred deprecatingly to the special cash 

dividend of 16.5 per cent as giving the bankers $136.50 per share 

for stock for which they had insisted upon only $135. 
Commissioner McManamy concurred in what Mr. Eastman 


said. Commissioner Campbell, in another dissent, said the 
majority condemned, in unmeasured terms, the method by which 
the stock was to be acquired, yet approved the application. He 
said Congress had not authorized the Commission to say 
what compensation should be paid to bankers for transactions 
such as this, but he said it was the Commision’s duty to see 
that a given transaction was in the public interest and that that 
meant the applicant’s security holders as well as of shippers who 
would be benefited by the transaction. He said he could not 
give his sanction to a transaction “which was to be consummated 
by wasting hundreds of thousands of dollars belonging to secur. 
ity holders, which, if it was to be recovered at all, would have 
to be recovered at the expense of the shipping public.” 


The report restated the arguments made for and against the 
merger, including the contentions of the Texas cities that ob- 
jected and the arguments of Texas officials. In summing up and 
disposing of the case the Commission says: 


There are centrain aspects of the method by which it is pro- 
posed that the applicant acquire the stock in question which are 
so unfortunate as to cause hesitancy in giving approval to the 
acquisition of the stock involved on the terms proposed. Our ap- 
proval of the application is in spite of those aspects. To deny ap- 
proval because of objectionable features which seemingly can not be 
eliminated, would prevent the applicant from acquiring the stock in 
question at a price which, in spite of the expenses incident to its 
purchase, makes the acquisition of advantage to, the applicant. It is 
evident that in one way or another the bankers who, on the one 
hand, on behalf of the stockholders, render services to bring about a 
sale to the applicant in the interest of the stockholders, and on 
the other hand, render services to the applicant in order to induce 
the owners of such stock to make the sale, are to receive compensa- 
tion or profit on the transaction in an amount apparently in excess of 
$1,000,000. It has been represented to us that the stockholders desire 
to sell and the applicant desires to purchase. The warrant under 
such circumstances for the interposition of the activity of bankers 
at the vast expense mentioned to the parties served is not clear. 
The applicant having determined that it is wise for it to purchase 
the stock in question and that it is willing to pay therefor $120 
per share, it has the right, if and when authorized by us, to purchase 
the stock as reasonably as it can as long as it acts in good faith and 
resorts to no improper means. A willingness on the part of the 
applicant to pay to the stockholders $114 per share, which was sub- 
stantially above the market, shields the peng from any charge of 
seeking to acquire the stock for less than its fair value. Under 
these circumstances to applicants is entitled to adopt such procedure 
in making the purchase as would not enhance its market price and 
make it difficult or impossible to procure the stock. In its own in- 
terest it was entitled to limit its payment to stockholders at $114 
per share. In order to bring about sales at that price it was proper 
for the applicant to stay out of the market and employ the 
service of others to acquire the stock, and to pay proper compensa- 
tion for such services. It would appear that to pay $6 per share for 
such services, plus $225,000 in connection with the transaction to its 
own bankers, was exceesive compensation for such services. Nor, 
regarding the bankers as acting for the applicant, was there any 
reason for the applicant to agree that it would not purchase except 
through the bankers. This provision suggests acquiescence by the 
applicant in an endeavor by the bankers who receive $6 per share to 
force payment to them by the stockholders in order that the stock- 
holders might have the benefit of a sale at $114 per share, rather than 
at the market price. It is to be noted that the two of the banking 
firms which receive the compensation of $6 per share acted not for 
the applicant, but for the stockholders or in their own behalf as 
dealers. It has been urged upon us that the bankers were entitled to 
such sum because of the value to the stockholders of their services 
rendered over a period of years, culminating in their successful 
sale of the stock. The fact that the bankers believe themselves to 
be entitled to this compensation from the stockholders is their ap- 
parent reason for giving the transaction such form as practically to 
compel the stockholders to pay that compensation. As already 
noted, the explanation of the payment of the sum of $225,000 to the 
other firm of bankers is that it was justified in order to induce the 
representatives of the stockholders to make the sale. Whatever may 
be said of the right of the bankers to demand these large sums, 
it would appear that the applicant, in order to acquire the stock, 
was required to pay them. Under these circumstances, and because 
in any event the purchase by the applicant at a price not exceeding 
$120 per share appears to be warranted, we approve it. We have no 
jurisdiction to determine the compensation which the bankers should 
receive, but deem it our duty to call attention to the aspects which 
we have mentioned. 


Upon the facts presented we find that the acquisition by the 
applicant of control of the New Orleans Company by purchase of 
the capital stock of that company at not exceeding $120 per share, 
payable in 15-year notes as aforesaid, will be in the public interest. 

We further find that the issue of not exceeding $18,000,000 of the 
proposed 15-year sinking-fund notes by the applicant as aforesaid 
(a) is for a lawful object within its corporate purposes, and com- 
patible with the public interest, which is necessary and appropriate 
for and consistent with the proper performance by it of service to 
the public as a common carrier, and which will not impair its 
ability to perform that service, and (b) is reasonably necessary and 
appropriate for such purpose. An appropriate order will be entered. 

In Control of International-Great Northern R. R., Finance Docket 
No. 3478, a supplemental order will be, entered unconditionally 
authorizing the New Orleans Company t6 acquire control of the 
International Company in accordance with the terms of the contract 
described in the application and in our report in that proceeding. 


SALT DATE POSTPONED 
The effective date in No. 14106, Sterling Salt Co. vs. Ann 
Arbor, and the other cases constituting the big salt case, has 
been further postponed from January 23 to March 23. Carriers 


are establishing the new minimum, but are finding difficulty 
in checking in rates. 
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December 20, 1924 


RIVERS AND HARBORS CONGRESS 


An adequate appropriation for river and harbor work was 
urged by John H. Small, president of the National Rivers and 
Harbors Congress, in his annual address at the opening of the 
twentieth convention of the organization held December 10 and 
11. He also urged members to work for passage of the pending 
river and harbor bill. 

A resolution commending President Coolidge for taking a 
stand in favor of development of inland waterways was adopted. 
A committee was appointed to submit the resolution to the 
President. 

In an address on the effect of the seamen’s act on Great 
Lakes transportation, Edwin H. Duff, Washington representative 
of the Inland Water Lines’ Association, which represents lines 
engaged in service on the Great Lakes, declared the La Follette 
geamen’s act was “an insuperable obstacle” to shipping on the 
Great Lakes that could not be overcome by individual effort. 
Continuing, he said in part: 


To some it must seem stange that with the splendid channels 

and facilities for water transportation on the Great Lakes, ships 
should have to be tied up, and that the requests of chambers of 
commerce that new services between particular localities be estab- 
lished should have to be denied. But that is exactly what is happen- 
ing. It is that situation we wish to remedy, but up to the present 
time our efforts have met with failure, and the net result has been 
to occasion charges of ulterior motives and to have criticism heaped 
upon us. 
, When the La Follette Seamen’s act was under discussion in 
1915 there were many protests lodged by the Lakes shipping interests 
to some of the provisions of that act being made applicable to ship- 
ping on the Great Lakes, because it was manifest to them, and 
should have been to Congress, that the condition surrounding navi- 
gation on the Great Lakes were vastly different in many respects 
from those confronting ocean shipping. 

Notwithstanding these protests, Congress in its wisdom saw fit 
to make those provisions complained of equally applicable to the 
Lakes, with the understanding, of course, that if the law proved 
unworkable and presented obstacles that could not be overcome, we 
would appeal to Congress for a modification of the law. The act 
was passed, its provisions made applicable to the Lakes shipping, 
and the owners of vessels on those waters have done their best to 
operate under the conditions confronting them. 


The American ships on the Great Lakes are experiencing in- 
tense competition by Canadian vessels, which fortunately, do not 
have to comply with the La Follette act. Many American vessels 
are being transferred to Canadian registry and unfortunately as 
the number of American flag ships decreases on the Great Lakes, 
those flying the Canadian flag seem to increase in number. There 
have been instances recently where whole lines have been with- 
drawn from operation on the Great Lakes. Their owners have grown 
tired of losing money and the public is being deprived of water 
transportation, 


Resolutions Adopted 


The National Rivers and Harbors Congress approved the 
following statement of purposes and adopted the resolutions 
included therein: 


Transportation constitutes the foundation of the nation’s past 
progress and present prosperity and it is self-evident that its future 
growth depends in large measure upon the adequacy, efficiency and 
economy of transportation. 

During recent years our transportation system has not kept 
pace with our rapidly growing commerce. The inadequacy of fa- 
cilities have impaired the nation’s wealth-producing capacity to the 
extent of millions of dollars annually and even now is retarding its 
natural growth and progress. The problem of providing facilities for 
transportation, adequate at all times to serve the needs of commerce, 
is deserving, therefore, of the earnest consideration of our entire 
i involving, as it does, the welfare of the nation as a 
whole, 


_ So serious is the problem that its proper solution cannot be real- 
ized by dependence upon any one particular agency, but obviously 
lies in the development and utilization of every method of transpor- 
tation which is feasible, practicable and economical. 

We, therefore, advocate the fullest possible development and use 
of the three great agencies of transportation—railways, highways 
and waterways—co-ordinated on the basis of co-operation and elim- 
inating, in so far as possible all elements of hurtful competition. 

To this and we favor: 

First: Equitable railroad rates that will permit the railroads to 
render efficient service and earn a fair and just return; 

_ Second: Liberal aid, by federal appropriation, in the construc- 
tion of highways which will provide facilities for short hauls and 
terminal and feeder service for both railways and waterways: 

Third: Such appropriations by the federal government as may be 
necessary to complete and place in operation as soon as possible all 
waterway projects which have been or may be recommended to 
Cohgress by the government engineers as worthy of improvement; 

Fourth: The establishment of through joint inland traffic rates, 
from origin to destination, by rail-and-water routes, wherever avail- 
able, with divisions of rates based upon the principle of a fair re- 
turn to each agency for the service rendered by it; such rates and 
divisions to be subject to regulation by proper public authority, 

_ The National Rivers and Harbors Congress, since its organiza- 
tion twenty-three years ago, has adhered to its slogan, “A Policy, 
Not a Project.’ Its fidelity to that principle has inspired the con- 
fidence and support of all sections of the country and has been 
instrumental in developing an enlightened public sentiment in favor 
of the improvement of all worthy waterway projects. 

_ While this public sentiment has been reflected in liberal appropria- 
tions for the improvement of rivers and harbors, and while we 
fully appreciate the courage and the nonpartisan statemanship of 
our representatives in Congress, in supporting the development of 
the transportation trinity—road, rail and river—the work of the 
National Rivers and Harbors Congress is not yet finished and it 
is necessary to continue the disemmination of facts concerning the 
needs for river and harbor improvements, the necessity and economy 
of adequate appropriations therefore and the universal distribution 
of the benefits derived therefrom. 

We submit that the present procedure for the adoption of pro- 
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jects for the improvement of waterways in the United States, which 
requires the examination by and approval of the army engineers and 
the further examination by and approval of the Congress of the 
United States before any appropriation is authorized to be made, 
safeguards federal funds from expenditure upon unworthy projects 
more fully than the procedure authorizing the expenditure of any 
other funds appropriated by Congress. 

We approve and endorse all proper measures that tend to re- 
duce governmental expenditures wherever practicable and thereby de- 
crease the heavy burden of taxation, but we insist upon wise dis- 
crimination between constructive and non-constructive activities. 
We submit the expenditures for waterways are, in fact, investments 
in permanent public improvements. In the words of President Cool- 
idge in his recent message to Congress, ‘‘Such works are productive 
wealth and in the long run tend to a reduction of the tax burden.” 

We direct attention to the fact that, with over $750,000,000 al- 
ready invested in river and harbor improvements, less than one- 
third of that amount must still be provided to complete all projects 
hitherto adopted by Congress, and that this is a small sum com- 
— with federal, state or private investments in transportation fa- 
cilities. 

Now therefore, be it resolved: That we endorse and commend. 
to the prompt and favorable consideration of the Congress of the 
United States, and of the public; 

First: The adoption without delay of all such projects for the 
further improvement of rivers and harbors, as may be recommended 
by the United States army engineers and approved by Congress from 
time to time as necessary to serve the rapidly increasing commerce 
of the nation; 

Second: That appropriations for river and harbor improvements 
be based upon and be not reduced below the minimum estimates 
submitted to Congress by the chief of engineers; 

Third: The passage by Congress at its present session of the 
pending river and harbor bill which provides for the adoption of 
many new and meritorious projects of interest to the entire country 
and which contains the following declaration; “It is hereby declared 
to be the policy of Congress that all river and harbor projects here- 
tofore, herein and hereafter adopted shall be completed within five 
years from the passage of this act or subsequent acts adopting 
such projects if physically practicable; provided, that in any case 
of such impracticability the chief of engineers shall clearly set forth 
the reasons therefor in his annual report.” 

Fourth: The provision of means to assure the carrying out of this 
annouriced policy, so that funds may be available to prosecute work 
on approved projects at the maximum economical rate. 

Resolved that the National Rivers and Harbors Congress desires 
to express its appreciation to the press of the country for the in- 
valuable aid it has rendered through news and editorial columns 
in bringing to the attention of the people of the United States the 
importance of river and harbor improvements as an essential factor 
in the solution of the nation’s transportation problem. 

Whereas: A new field of transportation has been laid before the 
National Rivers and Harbors Congress, now therefore, be it re- 
solved: That this congress expresses to the representatives of the 
army and the navy its appreciation of their addresses showing the 
wonderful progress recently made in aerial navigation and affirms 
its interest in and support of the development of this new field of 
transportation. 

Be it resolved: That the committee appointed to wait upon the 
President of the United States and the Director of the Budget be 
instructed to present to each of them a copy of the statement of 
purposes and general resolutions by the congress and that they urge 
pn A their earnest consideration of the declaration therein 
contained. 


Inland Waterways Service 


Secretary Weeks, of the War Department, in an address at 
the annual banquet, outlined the purposes of the Inland Water- 
ways Corporation, which was created by Congress to operate 
the barge lines on the Mississippi and Warrior rivers. Con- 
tinuing, he said, in part: 


It can be said that when the unusual conditions precedent to 
success on the Mississippi section are given suitable consideration, 
it has demonstrated its probable capacity as a self-supporting con- 
cern. The only time since the fleet has been completed and in op- 
eration that this section has not earned money, is when the river 
falls to such an extent that in some places its channel depth is 
not over six feet. The tow boats operating on this section were 
designed for a channel which was credibly assumed to be eight 
feet from St. Louis to Cairo and nine feet from Cairo to New Orleans. 
If such a condition actually did exist, with the boats in operation 
on the Mississippi, it is fair to assume from the results that it could 
be made very attractive to private capital. So long as the channel 
conditions exist as they are, one or two solutions must be made. 
Hither a new type of boat of sufficient power and of little enough 
depth to navigate the all year round channel must be built and put in 
service, or the channel itself must be kept up to the standard re- 
quired by law. 

On the Warrior river the towboats have always been satisfactory. 
The self-propelled barges, designed for operation as bulk carriers 
only, were a dismal failure, and they have been converted into cargo 
carriers which have proven a good paying investment, 

The Warrior river is a completely canalized river, but in no 
other way is it comparable with the Mississippi river. It has never 
had any suitable barges, except rented ones; it has never had any 
highly developed terminals, and it has always been handicapped by 
having a rail haul at the upper end, from Birmingport to Birming- 
ham, of twenty-six miles, which has absorbed such an inordinate 
portion of the rail-water revenue between New Orleans and Birm- 
ingham as to make it almost impossible to create a paying water- 
way transportation facility. 

In addition to this it has been limited in its application of joint 
rail-water rates to four states from which the produce originating 
or commodities destined for were not of such a character as to fur- 
nish a sufficiently improved revenue to make it profitable. Its activi- 
ties have largely béen confined in the past to the hauling of sulphur, 
ore, salt, and other bulk commodities upstream, and coal and steel 
downstream. The officers of the corporation are confident that in 
time they can work out a solution for the Warrior that will be as 
satisfactory as that for the Mississippi. _ 

There is just one thought which I wish to leave in the minds 
of my audience, and that is this: 

Since it seems to be an established fact that waterway trans- 
portation will not come back of its own volition, and since the gov- 
ernment has embarked upon this project, of demonstration that water- 
way transportation, in conjunction with rail and highway is feasible 
and economical, and in the public interest; then upon the success 
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of this demonstration rests the policy to be en by the Con- 
gress as to whether or not any more money shall be spent making 
streams navigable. If this demonstration proves a success, if the 
conditions precedent to success are created, if the line proves a money 
maker, private capital will invest in that particular service and 
we will have demonstrated on that particular river that our money 
spent in developing it as a transportation facility has not been wasted. 
We could then sell the line and place it in the hands of private op- 
erators and, with the money thus obtanied, create conditions prece- 
dent to success on other streams. 

It would not require many demonstrations to establish most of 
the conditions precedent to success upon all other navigable rivers. 
At least there would have been formed a basis upon which private 
capital could embark upon other rivers in the rehabilitation of 
common water-rail carriers without the necessity of suffering the 
long periods of financial losses which would othérwise have been 
sustained by them, if, indeed, they would have attempted to create 
such conditions in the establishment of a successful line. 

I can well understand the insistent demand for the establishment 
of lines on other rivers, but the proponents of such enterprises should 
wait patiently until the success or failure of the Mississippi Line has 
been demonstrated. If for no other reason they should do so in 
order to get the benefit of the experiences resulting from the build- 


ing up of the Mississippi Service and being able to avoid the mis- 
takes which have been made. 


BARGE LINE OPERATIONS 


A net profit of $34,837.44 from the operation of the govern- 
ment barge line on the Mississippi River for the nine months 
ended with September, 1924, was reported to the Senate last 
week by Senator Reed, of Missouri, who submitted a letter and 
table of figures from the Inland Waterways Corporation cover- 
ing the subject of earnings of the line. 

The letter said the figures were not complete for October 
and November but that a preliminary estimate indicated that 
there would be a loss for those two months, due to the low 
stage of the river. It said that in the expenses were included 
depreciation charges amounting to $253,324.41, and that, elimin- 
ating the depreciation, there would be a net in-pocket gain of 
$288,161.85. 

“Figures compiled by our auditing department reflects that 
the rates obtained by the barge line save the public approx- 
imately $1.35 per ton,” the letter said. “This would indicate a 
saving of about $942,000 for the nine months’ period.” 

The figures submitted to the Senate follows: 


Inland Waterways Corporation—Operations of Mississippi River sec- 
tion by months, January-September, 1924 


January: 
AUN NNN 5 axa’ ex ini os Sy wales @ on os 4 Qed bh avavms oaiivg Hedi elena ewialone $261,119.61 
NE NIN alts sav las b waticl es sini acd @ Riel na dletale tdieidl Manicotti $256,597.06 
Rt on ee en ene ee ee 4,522.55 
PGE GORPCCIRGION CROTBOR 66 0650 ccccscvesiveriaseedeeensciees $36°397.88 
a I aaa: arena wii ain ince esd Waele ose icalars/olcwiu db oclatomad $30,920.13 
TT II 5 ios. sr: bbe dean Weedlbdinolndeneminncudvdagcar 82,1 
February: 
Ee ee LE CET Ee One ROE EM A $251,422.29 
ee See Het ee ee ee $238,190.83 
aaah or a/a aidits wcclacerars KOvaiwie wrecncohiecas bee oe 13,231.46 
Pte GPP OCIAAIOR -CHOTHOS 666.6 obi cc ccc cecieccdesccceccocese $56 438.02 
a NN ose, acc pceiays in euakicaracen ui niwiark Oana ae see vem $39,669.48 
I NS: | Sila aud iscalaia, snide ua acne eee Acne we emnes 80,229 
March: 
Ns III «6. 5: 0/5 avid rere adhd 6: oimrdnd, Ole evoodiya wi Wiiod enka mele $258,824.67 
II Gao elore cos Gr citlg a wivca'n.6-oiacaiee wracecnleune malta nn $256,533.32 
RI aso aris aan sia" iw Sid qilleh ay Ab Redo oho Gane ecko 2,291.35 
SE GRTOTE CHOON. oo 5. voc ov 0kccikeccnscccsvceeveveves sh7hioct 
Te NE eer SG Sul ninsu diialy od emcicioss Wa-weide Gaon $29,502.05 
SS IID. g Sino Sneasv ely Uiialae baelvieua stan gay pawedecwe 74,117 
| 
April: 
RT RO Re et ESE OE TS, $315,322.44 
ee ee ds pire Wialeohuioralele eicte ene $305,751.50 
NNN | ee nt halen eines Oh. claeiuicie Maelebele daw enel 9,570.94 
SE GOOG, CHATBIGS hoe isos occv sic cvcwciccicovcecoes $38'230.89 
a 9 or 1g g's loo lw Wied Saga wa we ES eR $37,801.83 
IIT CII onic lene dns Keveewkooaueweins eid edeuesnin 81,528 


May: 
Gross revenues 


aire Wx ghdrat sa miaone m0 lords maarneieiw eave a wie ea alam 288,722.74 
Total expenses 3 


COvmAeCEh Kea tees Knee neaeaceounbarneeoueee $339,780.24 
a han a Si he ea 9: nil oie ed sein whale a ets scaewa oe $51,057.50 
PMGNICE, GOPTOCIMUION. CHATHOR 6 6.00.0:0 sec cicctvcccsencesonees $29,010.58 
a so Soh aol ce ac rik Gish ao Wal avis gsm eens $22,046.92 
TE oan anak tie a 6. connie Serena reei nad adivale eee 69, 
June: _ 
EE AEE Ore ME Oe a LENE PERILS 332,972.40 
vo. 2 RSE ee ea a eae: 297,271.91 
a ss dag wh dhs 0 b's 0 ace aceon: @ tare Adhd Siuibiee Sees tare $35,700.49 
ME GO, COIITIOR,. o.oo ov ncce sc ccccccccvccccscecececs $29,009.16 
DE III Sstoe) od db sracas operas 6 ewe alw seas wus Foe cea $64,709.65 
I I 5 nc'c no godesstuveluceceseewe nbc eelsceueee 82,565 
July: 
IID 2 a o's Goes Obes Uwe cuca Oba Naaeneleesousee $285,155.13 
PID «ofa s baile Wns sae cwelbndesuv bce edesstice wee $284,507.15 
IEE aad ie oc Ude gland tcadavies Vine cobewouede bee vets $647.98 
II te ise CES Sieeuntunsuuesrcaqudslongewwiues $29,009.16 
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I Uy INOUE Sod. 0:5 oo Giry er al Gia iwi Gite anal ei o oiavale wa Mcaraidicte Sistas $29,657.14 
FROVOMMG COUIRRE a5 65 bo 65s eeis oles aici swiee dows eeielnteSeessiee 70,387 
August. ie er 
GYOBS TEVENUES 2... .cccccccscccccccsccsevececcesecccecccces $284,806.54 
PE IE eidis caweeweawndueneee®@ piace ocean ars bguearelatetevace So os $283,065.93 
NE IID, alain crag a 4 siela aca cca. poiel ew Geral a ere ania eae ecaaeela $1,740.61 

Add depreciation Chargwes ......s.ccsccscccqecs gitemnnsene $29,009.16 
NI Og MIN 55 & rao cv ak ale dm NG Gro eee at Slane amare erat $30,749.77 
FROVOTUS TORRESS 6 oo ccc cece cciccrereee reese vebseesecce 76,609 
September. sini — 
I I od cd 1c oer acevo lol areecendie un org’ a. eretareue acre Siielave aaron 278,378.23 
EE CII a. «0 nnse cis nc Hibicin ue olepS cewicae one ne eines Gute $260,188.67 
ee ee eer rere Cer eT $18,189.56 
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Summary of Operations, January-September, 1924 
Gross revenues 
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STATE COMMISSIONS ORGANIZE 


The Southeastern Association of Railway Commissioners 
was organized at Atlanta, Ga., Dec. 1., at a meeting of state 
commissioners that included representatives of all but two 
such bodies in the section, its purpose being to cooperate in all 
matters of interest to the states concerned. 

J. A. Maxwell, of the North Carolina commission, was named 
president and M. C. Moore, of the Mississippi commission, was 
elected secretary. These officers, it was stated, will serve until 
the next meeting of the National Association of Railway Commis- 
sioners, at which time a regular meeting of the southeastern 
association will be held and organization details completed. 

The immediate purpose of the organization of such an 
organization, it was explained, is to attempt to fix a standard 
scale of rates for shipments of fertilizer in the south, and the 
association will cooperate with the Interstate Commerce Com- 
mission wherever possible. It will make a special effort, it 
was stated, to reach a compromise with the carriers in the 
south on fertilizer and cement rates before hearings on these 
two commodities are conducted by the Interstate Commerce 
Commission, thus eliminating much of the detail work incidental 
to such a hearing. 

A meeting of the association will be held within the next 
thirty days at the call of President Maxwell, it was announced. 
This meeting will investigate fertilizer and cement rates, after 
each state commission has had a chance to work out its posi- 
tion in the matter and denote a representative to attend the 
general conference. 

Just when the conference will be held was not definitely 
decided, but the organization meeting instructed the president 
to address communications to the various state bodies at once, 
explaining the aims of the association and asking that they im- 
mediately take a position and notify him when they will be 
ready to send a delegate to a general meeting for the discussion. 

Should the carriers not be ready to compromise, the set of 
rates adopted at the meeting to be called, will be pressed as 
a standard before the Interstate Commerce Commission by a 
committee from the southeastern association, it was announced. 

Representatives of the states at the meeing included Com- 
missioners Maxwell, of North Carolina; Perry, of Georgia; 
Arnold, of South Carolina; Hannah, of Tennessee; Moore, of 
Mississippi; Burr, of Florida, and Patterson, of Alabama. The 
Virginia representative was Rate Expert Weisiger. There were 
no representatives from Louisiana and Kentucky. 


REGIONAL COMMISSIONS 

The Southern Traffic League met in joint session with the 
Southeast and Southwest Shippers’ Regional Advisory Boards 
December 12 and 13, at New Orleans. One of the subjects re- 
ported on at the league meeting was the suggestion to estab- 
lish regional interstate commerce commissions. The report of 
M. M. Caskie, executive secretary, to the league said the Com- 
mission was so burdened with administrative matters as to 
make it impossible for shippers to get relief in individual in- 
stances, except after long litigation. The plan proposed in the 
report provides for regional bodies with each state represented. 
Cases involving purely inter-territorial rates between points in 
any one regional would be heard by the regional commission 
and, before being made public, would be submitted to the Com- 
mission at Washington for approval. 


GUARANTY CERTIFICATE 
The Commission has certified to the Secretary of the Treas- 
ury that $438,028 is due the Delaware & Hudson in final settle- 
ment of the guaranty under section 209 of the transportation 
act. The total found due was $3,140,528, the difference having 
been paid in advance. 
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SHALL LONG-HAUL TRAFFIC CONTINUE 
TO MOVE? 


address of J. V. Norman, delivered at_the Annual Dinner of the 
. Memphis Traffic Club 

The improved transportation service, which the country has 
enjoyed in the last few years, and the increased prosperity 
of the railroads are facts which we all appreciate and approve. 
Moreover, many of us feel that this improvement has enabled us 
io escape the threat of Government ownership. of railroads and 
for this we are duly thankful. 

In our appreciation of these benefits, we have been more 
or less prone to shut our eyes to certain fundamental changes 
which have accompanied these recent developments, at least 
one of which contains a threat to the continued commercial 
prosperity of the country. I refer to the ever-increasing burden 
which is being placed upon long-haul traffic and the consequent 
tendency to localize commerce and limit competition. 

Of course, the first cauSe of the increased burden on long- 
haul traffic was the percentage increases in rates. Under these 
percentage increases the disadvantage of the long-haul traffic 
has been increased, roughly speaking, about 50 per cent, that 
is to say, where a long-haul shipper was at a disadvantage of 
10 cents per 100 pounds, as compared with his short-haul com- 
petitor, he has now become, under the percentage increases, at 
a disadvantage of approximately 15 cents per 100 pounds. On 
certain commodities, such as coal, the percentage increases 
were not thus applied, but the increases in the rates were so 
made as to maintain the existing differentials. Many students 
of economics are strongly of the opinion that it would have been 
best had the method applied in increasing rates on coal been 
applied in increasing rates on other heavy low-grade commodi- 
ties, which constitute the raw materials of the country, such as 
lumber and pig iron. The hardship on the long-haul shipper 
would certainly have been sufficiently increased had the in- 
creased burden placed upon him ended with the percentage 
increases, but this is far from being the case, as there are many 
other forces now at work which are inevitably increasing his 
burden and disadvantage. 

The first of these is the tendency of the Interstate Com- 
merce Commission in the administration of the Transportation 
Act and in the exercise of its minimum rate-making power to es- 
tablish what is called “a generally harmonious and consistent 
rate structure.” (Hebard Cypress Co. vs. A. & R. R. R. Co., 
91 I. C. C. 343.), to the end “that existing rates based upon 
market and carrier competition in order that producers located 
at long distances from large markets may complete therein 
with nearby producers, be replaced by the establishment of 
rates from the various producing sections, properly related to 
one another, having regard for distance, density of traffic, vol- 
ume of movement, and any other transportation conditions 
which might properly be considered.” (Salt Cases of 1923, 92 
I. C. C. 380.) 

It is apparent that “a generally harmonious and consistent 
rate structure” would necessarily be a rate structure based 
solely upon distance and transportation conditions and wholly 
uninfluenced by competitive conditions between producers and 
markets, or between carriers because just to the extent that 
a rate structure is thus influenced, just to that extent does it 
cease to be harmonious and consistent from a purely theoretical 
rate standpoint. In the recent case of Hebard Cypress Co. vs. 
A. & R. R. R. Co., 91 I. C. C. 348, the Commission describes, 
as follows, how rates have been made in the past: 

Rates between particular points or sections in the southeast have 
been established from time to time under the influence of competi- 
tive conditions existing between producers and markets, between rail 
lines and water lines, and of relatively low bases required by state 
authorities on intrastate traffic, without special regard to the main- 
tenance of a generally harmonious and consistent rate structure. 

In that case, and in many other recent cases, the Commis- 
sion has disapproved of rates thus made and indicated an inten- 
tion to substftute therefor “a generally harmonious and consist- 
ent rate structure,” based on distance and transportation con- 
ditions. It is necessary to refer to only a few. 

In Trunkline and Ex-Lake Iron Ore Rates, 69 I. C. C. 589, 
the Commission declined to permit the carriers to reduce rates 
on iron ore from tidewater and Lake Erie ports to interior 
points. The carriers had published such reductions in order to 
restore the difference that had existed prior to the general in- 
creases, as between the long-haul and short-haul rates, and rep- 
resented that such reductions would result in increased revenues. 
The Commission, however, declined to permit the reductions on 
the ground that the reduced rates, although not non-compen- 
Satory, would tend to cast an undue burden upon other rates 
closely affiliated, such as on coal, and that their establishment 
would jeopardize rates on a large volume of other heavy low- 
srade traffic, which the Commission had initiated under the 
authority of Section 15-a of the Interstate Commerce Act. It 
will be seen that in this case, although the carriers desired 
to relieve the long-haul traffic of some of the increased burden 


that had been placed upon it, the Commission declined to permit 
them to do go. 
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In Import and Domestic Rates on Vegetable Oils from 
Pacific Coast Points to C. F. A. and Western Trunkline Points, 
78 I. C. C. 421, the carriers serving the Pacific coast sought to 
reduce their rates in order to permit the shippers served by 
them to compete with the shorter-haul traffic imported via the 
Atlantic coast, and stated that the proposed rates were lower 
from a strict transportation standpoint than might reasonably 
be applied, but that they would pay something over the out-of- 
pocket cost of transportation and that they were as high as 
could be maintained if a share of the business was to be re 
tained by the lines seeking to reduce the rates. The Commis- 
sion declined to permit the reduction, and stated: 

The present record does not justify an absolute finding that the 
suspended rates would be non-compensatory, although it is strongly 
persuasive as to the correctness of a conclusion to that effect. Where 
such a suspicion is raised and not satisfactorily refuted, even though 
the proposed rates are not shown to be otherwise unlawful, we do 
not conceive that our power, under the law, is so limited that we 
may not prevent the rates from becoming effective. 

In Ohio-Michigan Coal Cases, 80 I. C. C. 663, the Commission, 
upon complaint of the southern Ohio operators, increased the 
differential in favor of those operators and as against the pro- 
ducers of coal in eastern Kentucky and West Virginia from 40 
cents to 50 cents and increased the differential in favor of the 
southern Ohio coal operators, and as against the coal producers 
in Virginia, from 60 cents to 75 cents, thereby, of course, increas- 
ing the burden on the long haul. This increased burden was 
forced on the long-haul traffic over the protest of the carriers 
engaged in handling such traffic and on the ground that any 
lower differentials would be unduly prejudicial to the already 
favored short-haul traffic. 


I could cite numerous other instances in which the Com- 
mission has recently seen fit to increase the disadvantage of 
the long-haul shipper, but I will content myself with referring 
to but one other, which is perhaps the most far-reaching of all 
in the principles announced. In Salt Cases of 1923, 92 I. C. C. 
388, the Commission exercised its minimum rate-making power to 
require the carriers serving the Louisiana salt mines to increase 
their rates on salt to Chicago, St. Louis, Indianapolis, Cincin- 
nati and Louisville, although there was no finding of discrim- 
ination and the rates, thus ordered to be increased, had been 
in effect for eighteen years, subject only to the percentage 
increases and reductions. In that case the Commission estab- 
lished a rigid rate structure and condemned the carriers serving 
the Louisiana mines for earrying rates that would permit those 
mines to compete in the markets named, although the Commis- 
sion was unable to find that the rates thus carried were less 
than the cost of service. The Commission fixed the minimum 
rates from Louisiana in order to enable carriers, other than 
those serving the Louisiana fields, to charge higher rates than 
they were then charging, although the rates from Louisiana 
were already exactly double the rates from the short-haul field. 
It will thus be seen that without finding the rates, which the 
carriers had voluntarily maintained for eighteen years, to be 
discriminatory or below the cost of service, the Commission 
fixed minimum rates over the protest of such carriers, which 
minimum rates will prevent those carriers from participating in 
the traffic and did this in order to protect the revenue of other 
carriers. All this was done under the provisions of the Trans- 
portation Act and in order to protect the revenue of certain short- 
haul carriers, although the necessary result is to limit competi- 
tion. The Commission apparently held that a “harmonious and 
consistent rate structure” was more to be desired than a rate 
structure which permitted the long-haul carriers and shippers 
to compete in the market, and denied the contention of the long- 
haul carrier, which the Commission stated to be, “that it is 
more essential that production and distribution should be stimu- 
lated than that some particular level of rates should be main- 
tained.” 

The power to thus restrict competition and parcel out the 
commerce of the country, is a power which I submit should be 
vested in no man or set of men and it matters not that such 
power is vested under the plea that it is necessary to protect 
the carriers from competition with each other. 

Perhaps the most striking illustration of the making of 
rates based exclusively on distance and without regard to com- 
mercial or carrier competition is to be found in the recent deci- 
sions of the Commission prescribing “mileage scales.” In 
arriving at such sales a base rate is named for a short distance, 
which is calculated to cover two terminal services as well as the 
road haul, and then the rate is increased by a precise arith- 
metical progress in direct relation to the increase in distance. 
A large majority of the shippers and practically all of the car- 
riers have vigorously opposed this method of rate-making 
because it leaves wholly out of consideration such practical con- 
siderations as competition between carriers, competition between 
markets in operating conditions. 

The second great threat to long-haul traffic is contained in 
the recent legislation looking to a consolidation of the rail- 
roads into a few great systems. It is true that the Act, looking 
to the consolidation of railroads, provides that “competition 
shall be preserved as fully as possible and wherever practicable 
the existing routes or channels of trade and commerce shall be 





maifitained.” But it is apparent that it is impossible to pre- 
serve competition and maintain the existing channels of trade 
and commerce if the railroads are consolidated into a few great 
systems. Any two railroads that handle the products of com- 
peting producers are in competition with each other, although 
they may run through entirely different sections of the country. 
Let us use as an example the situation presented in the Salt 
Cases. The Illinois Central Railroad serves the Louisiana mines 
from Louisania to Chicago, while the Wabash serves the Mich- 
igan mines from Detroit to Chicago. They do not run through 
the same sections of the country, but they do serve competing 
producers. Should the Wabash and the Illinois Central be con- 
solidated, and it. would appear that they are in almost as little 
competition so far as serving the same territory is concerned 
as any two roads that could be found, there would be no incen- 
tive for the consolidated road to make rates that would carry 
salt from Louisiana to Chicago, but the incentive would be to 
make those rates so high as to shut Louisiana salt out of the 
market and charge a high rate for the shorter haul from Detroit 
and let all the salt move the shorter distance on the high rate 
Of course, this would greatly restrict competition in the sale of 
salt in Chicago and in the end the consumer would suffer, to 
say nothing of the destruction of the investment in the Louisiana 
mines. 

The third great threat to long-haul traffic is in the enact- 
ment of absolute long and short-haul laws, such as the well- 
known Gooding Bill. Under such a law trans-continental carriers 
could not be permitted to meet competition at the coast lines 
unless they placed all of their intermediate rates on the same 
level. The truth is- that all of this recent legislation, together 
with the recent decisions of the Interstate Commerce Commis- 
sion, tends strongly toward the making of rates on consideration 
of transportation conditions alone, leaving wholly out of view 
the commercial and competitive conditions. The tendency is to 
require that each and every rate shall pay its full share, no more 
and no less, towards the return on the investment in the prop- 
erty devoted to the public service. I submit that rates cannot 
be so made without fearful restrictions on competition and 
markets and without necessitating the complete rebuilding of 
our commercial structure. 


This country hag had its growth and development under a 
system of transportation which permitted the movement of the 
raw materials of the country great distances into the central 
markets on competitive terms with the shorter-haul traffic. 
Our whole business structure has been based upon this principle 
and if the principle is now to be changed, the business structure 
must change accordingly. Section 8, of the Federal Constitution, 
gave to the Federal Government control over commerce between 
the States. It was given such control to facilitate commerce 
between the States, not to retard it. The legislative and judicial 
history of this country, the very genius of our legiSlation, the 
very cardinal principle of our political economy, have been from 
the beginning to encourage the free movement of traffic great 
distances. This policy is at the bottom of the rapid growth and 
development of the country and is the very foundation of our 
commercial greatness. Had we had from the beginning the pol- 
icies which are now being invoked and applied, the country 
would not have thus developed and, perhaps. instead of one 
great country we would have four or five weak ones. Under 
the new policy, the forests of the South could not have been 
utilized so long as trees were left standing on the plains of the 
North and East; the great coal fields of West Virginia could 
not have been developed so long as there was mineable coal in 
Pennsylvania and Ohio; the products of the western plains 
could not have been moved to the world markets in competition 
with the products of the original thirteen States. 


Nothing could more forcibly illustrate the complete reversal 
of our national policy than the fact that prior to the enactment 
of the Transportation Act all of the important cases before the 
Commission, involving rate relationships, were instituted by 
those suffering a disadvantage, seeking to have that disadvantage 
reduced, while today they are instituted by those enjoying an ad- 
vantage, seeking to have that advantage increased. This com- 
plete reversal of complaints is caused by the recent decisions 
of the Commission, which proclaim the doctrine: “For he that 
hath, to him shall be given; and he that hath not, from him 
shall be taken away even that which he hath.” 

And who is to suffer by this reversal of our national policy? 
Is it not the South and the West and New England; in fact, all 
of those who depend upon long-haul traffic? Already New Eng- 
land is losing her textile industries and if the new policy con- 
tinues to be enforced, New England must of necessity cease to 
be a manufacturing section and the New Englander will be 
confined largely to an effort to wring a living from his sterile 
and wornout soil. As much as fifteen years ago, the late Mr. 
H. C. Barlow, Traffic Commissioner of the Chicago Association 
of Commerce, and a great student of transportation problems, 
expressed to me the opinion that if all rates could be increased 
100 per cent, New England would cease to exist as a manufactur- 
ing center. We seem to be in a fair way to see this prediction 
verified. Perhaps eventually the South will benefit because in- 
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evitably the manufacturing industries will have to move back 
to the source of raw materials, but this process of readjustment 
must be accompanied by much financial loss and shifting of popu. 
lation. While the producer of raw materials in Official Classif. 
cation Territory, and the railroads that serve that territory, wil) 
be benefited by the new policy, at least for the time being, the 
same is far from true as to the consumers located in that 
territory. Just to the extent that the cost of transportation as 
between the long-haul producer and the short-haul producer 
is increased, to that extent is the consumer left at the mercy 
of the short-haul producer. .When the Commission’s decision in 
the Salt Cases becomes effective, the price of rock salt in Chi- 
cago will inevitably increase. 

From the building of the first railroads until the last few 
years, rates were made primarily on the consideration of “what 
the traffic would bear and move.” To many of us this seemed 
a harsh rule, but in the last analysis it was simply a short 
means of expressing the principle that rates were controlled by 
competition—competition between markets, competition between 
shippers and competition between carriers. This practical rule 
has now given way to more theoretical considerations, such as 
“conserving transportation” and the establishment of a “har- 
monious and consistent rate structure.” In his great speech in 
the English Parliament on “The Death of Marie Antoinette,” 
Edmund Burke said: “The age of chivalry is gone. That of 
sophisters, economists, and calculators has succeeded; and the 
glory of Europe is extinguished forever.” Can-‘we not para- 
phrase those famous sentences and say, as to the making of 
freight rates: “The age of common sense is gone. That of 
sophisters, economists, and calculators has succeeded, and the 
glory of American railroading is extinguished forever?” 

But what is the remedy? Must the long-haul shippers and 
carriers of the country sit supinely by and see their business 
destroyed and the fruits of their effort and enterprise taken 
from them? I confess that in the present temper of the general 
public, and in view of the attitude of the large financial interests 
of the country, I see but little hope of immediate relief. The 
long-haul railroads will not make a fight because their owners 
rightly feel that the Interstate Commerce Commission has been 
by law made their guardian ad litem, and if it compels them 
to give up some long-enjoyed long-haul traffic, it will make it up 
to them by increased rates on short-haul traffic. Perhaps we 
will have to wait until times become hard and until the political 
strength of the long-haul sections of the country becomes aroused 
and united. It is not the administration of the law that needs 
to be changed, it is the law itself. Under the law as it exists 
the Commission must secure a prescribed return for the carriers 
as a whole. In order to do so it must limit competition as be- 
tween carriers so that one carrier or set of carriers may not 
reduce rates to secure traffic at the expense of other carriers. 
It must exercise its minimum rate-making power to take traffic 
from the strong and give it to the weak. It is doubtful whether 
the necessary repeal of legislation can be secured in the im- 
mediate future. 

I believe, however, that in the very nature of things condi- 
tions must ultimately become such that there can be a successful 
appeal for a return to the traditional policy under which the 
country has developed and become great. Perhaps that time 
will come before the railroads have been consolidated and in 
time to prevent their consolidation. Perhaps it will come in 
time to repeal the minimum rate-making power of the Interstate 
Commerce Commission before the exercise of that power has de- 
stroyed many of the long-haul producers. Perhaps it will come 
in time to prevent the passage of the Gooding Bill, but I doubt it. 

Whether it comes this year or five years hence, I am per- 
suaded that come it must; that the very weight of economic 
conditions will cause transportation rates to be once again made 
on practical considerations, such as the necessities of consumers 
and the maintenance of competition, instead of purely theoretical 
considerations necessary to produce “a generally harmonious 
and consistent rate structure.” 

It is high time that those producers and consumers who are 
dependent upon the long haul rouse themselves to a true appre- 


ciation of the situation and grid themselves to battle for self- 
preservation. 


REVISED EXPLOSIVE RULES 


Additional and revised rules for the transportation of ex- 
plosives and other dangerous articles have been promulgated by 
the Commission, in Docket No. 3666, in mimeographed form, and 
publishing agents have been authorized to make them effective 
on one day’s notice. They relate to transportation both by 
freight and express. 

The rules relating to freight cover dry, fine wood pulp 
or sawdust, smokeless powder for small arms, paint, varnish, 
shellac, filler or wood stain in all kinds of containers so as to 
cover wooden containers; ethyl chloride, in containers and 
tank cars; and use of cylinders and tank cars. 

The rules pertaining to transportation by express relate to 
photographic flash powder, paints and varnishes; use of cylin- 
ders; and the specifications and markings of containers. 
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Freight Routing 


Last of a Series of Twenty-six Articles on the Subject of Routing of Freight, Written for The 
Traffic World by J. D. Collier 


Many branches of activity that require special preparatory 
education above the average are, on account of this fact, recog- 
nized by the public and receive special courtesy by being de- 
scribed as professions. In consequences, there are imposed on 
the persons following such activities certain dignities and re- 
sponsibilities that are generally recognized and should be well 
sidered and faithfully preserved. In general, the activities of 
the professional man have to do, to a great extent, with person- 
alities; however, there are many other activities that are not 
necessarily personal, but may be described as personal to busi- 
ness, such as accounting and legal activities. Generally speak- 
ing, these two activities require special education and, in order 
for one to be successful, must be entered into with the attitude 
mind that they are to be the life calling. The decision neces- 
sary to attempt the selection of a life calling, and the period of 
preparatory, as well as complete, education necessary to follow 
it can be made after careful consideration and investigation. 
As a rule, the men or women entering any of these activities 
accept the known responsibilities and dignities that are gen- 
erally recognized. 

There is one standard recognized by all in connection with 
any of the activities that require special education and a life 
time study. That is that the activity itself should dominate the 


sy 


' person and that financial gain is, as far as human nature will 
| permit, a secondary consideration. 
\ nized more easily in considering the activities in connection 


This is, perhaps, recog; 


with religion and medicine; the legal profession also adheres to 
\.this principle as do several others. 

In consideration of the foregoing, it should not require 
much imagination to consider the activity of traffic management 
or transportation in the light of a profession, or, at least, accord 
it the responsibilities, if not the dignity, of a profession, by 
analogy. It may not be generally accepted that, when entering 


- the transportation activity, the average man considers it a life- 


work, but a careful study will show that, in the majority of 
instances, it is. This is due to the intense interest of the various 
duties and the fascination of changing conditions, as well as the 
satisfaction with results obtained under these circumstances. 
While it is true that, in many instances, the largest percentage 
of men prominent in traffic have not had what is generally rec- 
ognized as preparatory training from a scholastic standpoint, 
nevertheless, proper consideration of this point will result in the 
discovery that the work itself has been a preparatory educa- 
tion and, in most instances, requires continuous study as well as 
education properly to perceive the continually changing develop- 
ments. 

The situation is such today, and will, no doubt, become 
more so, that a broad understanding of economic principles 
must be had in order properly to consider the transportation 
problems of the shippers. Many schools are arising and are 
doing their share in educating the young men in details. In 
the next few years, no doubt, this activity will be so recognized 
that a practical education will hardly be sufficient to obtain 
results any more than it would now be admitted that any 
student who had made a proper study of Blackstone would be 
competent to be admitted to the practice of law. 

In all professional schools the study of ethics receives con- 
siderable attention. The relationship of the activity to the wel- 
fare of the community is particularly impressed on the student. 
No doubt this situation should exist in connection with the 
traffic schools that will develop in the future. On account of 
the fact that the person entering on the study of these activ- 
ities is presumed to be well educated and broad-minded, he is 
presumed to be governed, to a great extent, by certain unwritten, 
but thoroughly understood, rules of conduct, not only for him- 
self, but in his activity and his relationship with others. This 
is generally known as a code of ethics. 

The transportation calling requires many of the character- 
istics of other professions, although a code of ethics in con- 
nection with transportation is not necessarily a general term; 
nevertheless, to one fully familiar with the situation it is perhaps 
as well founded and adhered to as the ethics of any other pro- 
fession. We recognize that, in all professions, personalities are 
submerged in the problems and, consequently, are not permitted 
to cloud judgment, nor are the .circumstances surrounding the 
conditions from which the problem developed allowed to dom- 
inate the mind of the person handling them; nor are the appar- 
ent difficulties to be surmounted in rectifying them. 

The successful traffic man cannot be extremely radical on 
any particular point, nor can he be successful if he is selfish 
or in any way unfair in the consideration of any of his prob- 
lems. He should recognize, first, that the carriers, while privately 
owned, are, as a matter of fact, a public activity, and that it is 


only through their activity that his merchandise can be trans- 
ported; consequently, while it is necessary to consider problems 
of individual concerns, nevertheless the problems of the car- 
riers must also be considered as his. He should realize that 
the carriers do not understand his requirements unless he pre- 
sent them in an intelligent manner—and not only intelligent, 
but with a consideration of the carrier’s viewpoint and with a 
courtesy that he would expect of any other professional man. 
There have been times when traffic managers have allowed indi- 
vidual details in connection with their business to sway their 
judgment. The writer has known traffic men to withhold all 
business from certain carriers on account of the non-payment of 
claims that he presumed to be correct. There may be instances 
that would justify this situation, but the writer has never en- 


,countered any that would justify such an arbitrary action— 


that is, providing sufficient cooperation was given before this 
breaking point was reached. 

There are certain conditions that, no doubt, affect the rout- 
ing and, while the traffic manager should be slow in showing any 
animosity, he should be careful that his attitude is never an- 
tagonistic. He will have plenty of opportunity to cooperate with 
carriers who have cooperated with him and should, at all times, 
consider that his prime object is to obtain the best transporta- 
tion service for his company. In doing so it is essential that he 
should, as far as possible, cooperate for the welfare of the car- 
riers. 

In the recent world war a number of reforms were effected 
that generally recognized but not adhered to, to any great 
extent. The loading of cars towards home is one of the cour- 
tesies of routing that, from a broad standpoint, should always 
be adhered to; also a courtesy that should be accorded each 
line is that the carriers should not be short-hauled when equal 
service can be had if one of the carriers gets along haul. It 
is a well recognized fact that the prompt loading and unloading 
of the carrier’s equipment is, in the long run, to the advantage 
of the shipper, not only financially, in the elimination of demur- 
rage, but in the conservation of the equipment. 

In this connection, a body of prominent traffic managers— 
perhaps the most representative body of the country’s traffic 
activity—thought it best not to try and reduce the demurrage 
charges as published by the carriers. Although the present 
charges, in the opinion of many, are perhaps higher than might 
seem justified, this situation is reflected in the recent favorable 
situation with regards to empty equipment. Whether or not the 
high basis of demurrage is in reality the cause of the prompt 
loading and unloading is a question; however, when a charge is 
high enough to be a consideration, it, no doubt, has considerable 
effect. It was a broadminded action on the part of the asso- 
ciation and the thought underlying it is one that can well have 
the utmost consideration. The tracing of shipments promiscu- 
ously not only causes the carriers expense, but actually retards 


action on matters that should be traced and with which tracing 
is actually necessary. 


The foregoing idea of ethics is not onesided, as is general 
in many professions, for the carriers are themselves better pre- 
pared to solve their problems if they would attempt a better 
understanding of the traffic problems from the shippers’ point 
of view. The improvement along this line in the last few years 
is remarkable. The parties interested on both sides—the car- 
riers and the shippers—have, in the last few years, shown a 
marked tendency to recognize in their co-operative efforts a 
standard that can be recognized as a code of ethics. 


In conclusion, the writer begs to call attention to this har- 
monious and constructive situation, and to call particular atten- 
tion to it, as it has no doubt been the underlying principle 
on which our transportation has been brought to the degree of 
perfection that exists today. 


SOUTHERN REVENUE TEST 


The Trafic World Washington Burea 


Assuming that Commissioner Eastman’s proposed scheme of 
class rates, recommended by him in his report on No 13494, 
Southern Class Rate Investigation, had been in effect in April, 
not only as to interstate but as to intrastate traffic as well, and 
that all-less-than-carload commodity rates had been canceled 
out, the railroads in that part of the country, in April, would 
have suffered a net decrease in their revenues of $523,237, or 
4.29 per cent. That fact is disclosed in the recapitulation of 
tonnage and revenue in April of this year made by the southern 
carriers, in accordance with the understanding that they would 
make a revenue test on the business done in April and submit 
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the result of that test at the further hearing December 15 at 
Atlanta. 

Application of the proposed rates to class rate traffic, grain 
and grain products, and carload commodities, interterritorially, 
without less-than-carload commodity rates, would have produced 
a revenue decrease of $495,970, or 9.07 per cent. Application, 
interstate, intraterritorial, would have resulted in a loss of $219,- 
848, or 5.45 per cent. The total loss on carload traffic would 
have been $715,819, or 7.53 per cent. 

Application of the proposed rates to intrastate traffic would 
have brought about an increase of $103,420, or 12.98 per cent. 
Cancellation of the less-than-carload commodity rates and the 
application of the Eastman scale would have brought about a 
revenue increase of $89,161, or 4.72 per cent. 

A recapitulation of all the totals hereinbefore mentioned 
and subtraction of the losses from the increases would have 
produced the before-mentioned revenue loss of $523,237, or 4.29 
per cent. 

The result of the revenue test undertaken by the railroads 
was awaited with considerable interest by all those concerned. 
It was frankly admitted among Commission men that the net 
loss of 4.29 per cent was considerably less than they had been 
led to believe, by the somewhat lugubrious representations of 
lawyers for the railroads, who, while they did not have the 
exact proposal of Commissioner Eastman before them when 
they appeared, had a fair understanding of what might be ex- 
pected from the commissioner in his proposed report, when 
they examined the proposal of the shippers and of their own 
traffic men. The shippers proposed a scheme of rates whicli 
might naturally be expected to be something less than they 
really hoped for, while the railroad traffic officials as naturally 
would be expected to submit a proposal somewhat higher than 
they really hoped to obtain. 

Although not obvious on the record, it was assumed, when 
the Commission entered upon its investigation, that whatever 
was proposed, would be intended as a substitute not only for 
the interstate class rates of the carriers, but also as a sub- 
stitute for the class rate structures of the various states in 
Southern Classification territory. It was also taken for granted 
that the scale that might be prescribed would be a substitute 
for the less-than-carload commodity rates which the carriers 
had been maintaining on traffic, that in other parts of the 
country was moving on class rates. 

Among the assumptions generally held by those interested 
in the subject, at the time the case was under hearing, was 
that whatever might be prescribed would have to be put into 
effect intrastate, either voluntarily by state authorities, or in- 
voluntarily as the result of thirteenth section complaints by 
railroads, or interested shippers, or both. The traffic test shows 
among other things the percentage of increases that would 
have taken place on intrastate traffic had the Eastman scale 
rates been in effect. 

The exhibit shows that application of the Eastman proposal, 
intrastate, in each of the states constituting Southern Classifi- 
cation territory would bring about increases on intraterritorial 
intrastate traffic moving on class rates, except grain and grain 
products, according to the following percentages: Alabama, 
1.59 per cent, Florida, 5.51 per cent; Georgia, 6.77 per cent; 
Kentucky, 1.17 per cent; Louisiana, 13.78 per cent; Mississippi, 
7.47 per cent; North Carolina, 21.23 per cent; South Carolina, 
9:19 per cent; Tennessee, 4.34 per cent; and Virginia, 53.91 per 
cent, an average of 7.18 per cent. 


FINANCE APPLICATIONS 

The Chesapeake & Ohio has applied to the Commission for 
authority to issue nominally $8,203,000 of first lien and im- 
provement 20-year 5 per cent mortgage bonds, and to pledge 
under the mortgage securing the bonds, $741,000 of bonds of 
the C. & O. of Indiana. The C. & O. of Indiana asked author- 
ity for the authentication and delivery to it of $741,000 of 
first mortgage 5 per cent 20-year gold bonds and to deliver 
them to the C. & O. in discharge of indebtedness. 

The Gulf, Mobile & Northern has applied for authority to 
issue $2,000,000 of 6 per cent mortgage bonds to reimburse 
its treasury for expenditures for additions and betterments. 
The company said it proposed to retain the bonds in its treas- 
ury and to use them from time to time as might be permitted 
by law for lawful corporate purposes. 

The Chicago & North Western has applied for an order 
authorizing it to call upon the trustee under its general gold 
bond mortgage of 1987 to authenticate and deliver to the ap- 
plicant bonds thereunder in the amount of $1,000,000 for the 
purpose of reimbursing its treasury for moneys expended for 
permanent improvements, additions and betterments, in 1924. 
The bonds will bear 5 per cent interest. 

The St. Louis, Brownsville & Mexico has applied for author- 
ity to assume obligation as assignee of an agreement and 
lease of certain railroad equipment executed by the New Or- 
leans, Texas & Mexico. The N. O. T. & M. has sold $1,740,000 
of the certificates involved at not less than 98.46 per cent of 
par and accrued dividends. 

The Atchison, Topeka & Santa Fe has applied for authority 
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to acquire and operate a line of railroad owned by the Tulsa 
& Santa Fe in Tulsa, Okla. The Tulsa & Santa Fe is a ter. 
minal railroad at present operated by the Santa Fe under lease 
The Santa Fe owns the entire capital stock, excepting directors’ 
shares, of the terminal property. 

The Pennsylvania, Ohio & Detroit Railroad Company has 
applied for authority to issue and deliver 284,100 shares of its 
common capital stock in exchange for the issued common cap- 
ital stock of the Cincinnati, Lebanon & Northern, the Clevelang 
Akron & Cincinnati, the Toledo, Columbus & Ohio River, the 
Manufacturers’ Railway Company and the Pennsylvania-Detrojt 
Railroad Company, and to issue 31,000 shares of common capita] 
stock and to sell the stock from time to time at not less than 
par and to use the proceeds from any such sales for the capita] 
purposes of the applicant. The applicant was created to ac. 
quire the properties, rights and franchises of the five constitu. 
ent companies named. 

The applicant said the constituent companies had united 
into an agreement and articles of consolidation pursuant to the 
laws of Ohio and Michigan, such action having been approved 
by the state commission of Michigan, no approval being re- 
quired by the state commission of Ohio. It said further that 
the properties involved were not competitive and that they 
formed a part of the Pennsylvania Railroad System. The Penn- 
sylvania Railroad Company, joining in the application, asked 
authority to exchange the capital stock of the constituent com. 
panies held by it for the capital stock of the consolidated com. 
pany. The applicants asked authority to operate the properties 
involved in interstate commerce. 


UNCONTESTED FINANCE CASES 


The Wheeling & Lake Erie has been authorized to assume 
obligation and liability in respect of $2,124,000 of equipment 
trust certificates, consisting of $1,700,000 of prior lien and $424, 
000 of deferred lien certificates. The prior lien certificates may 
be disposed of at 98% per cent of par and accfued dividends 
and the deferred lien certificates at par and accrued dividends in 
connection with the procurement of equipment. The carrier also 
has been authorized to issue its promissory note or notes in 
the amount of $424,000 to be exchanged for an equal amount 
of deferred lien certificates, and to pledge as collateral security 
for the promissory notes $424,000 of deferred lien certificates. 


The New York, Susquehanna & Western has been author- - 


ized to issue $219,000 of equipment gold notes and to dispose 
of them at par and accrued interest, the applicant to pay in 
connection with their disposition a commission of not exceed- 
ing 1 per cent. 

The Chicago Union Station Company has been authorized 
to issue and sell $7,000,000 of 5 per cent guaranteed gold bonds 
at not less than 9644 of par and accrued interest, the proceeds 
to be used in connection with the construction of the company’s 
terminal in Chicago. The Burlington, the Milwaukee, the Penn- 
sylvania and the P. C. C. & St. L. were authorized to guarantee 
the bonds. 

The Wisconsin & Michigan Railroad Company has been 
authorized to construct a line of railroad in Dickinson county, 
Michigan, and also to abandon a portion of a line in the same 
county. 

The Roanoke Railway Company has been authorized to 
abandon that part of its line from Horners to Bruuswick, in 
Brunswick county, Virginia. 

The Longview, Portland & Northern has been authorized to 
issue $229,736.25 of promissory notes, payable to the order of 
the Magor Car Corporation, said notes to be delivered at their 
face value in connection with the procurement of equipment. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 14960, Freehold Lumber Company 
vs. C. & O. Ry. et al., has filed a petition with the Commission 
asking for a rehearing. 

The complainants in No. 14662, Edlund Broom Corporation 
et al. vs. B. & M. R. R. et al., have asked the Commission for 
reargument and reconsideration. 

The complainant in No. 13229, Spencer Kellogg & Sons, Inc., 
vs. D. L. & W. R. R. et al., has filed a petition with the Com- 
mission asking for reopening, rehearing and reargument. 

The complainant in No. 15203, Fletcher-Wilson Coffee Com- 
pany vs. L. & N. R. R., has filed a petition with the Commission 
asking for a rehearing. 

The respondent carriers in I. and S. No. 2219, iron and 
stee] between New Jersey and New England points, have asked 
the Commission to reopen its proceeding therein. 

Norman, Quirk & Graham, attorneys for the Jefferson 
Island Salt Mining Company and Myles Salt Company, Ltd., 
interveners, have asked the Commission to grant a rehearing 
in No. 14106 (and consolidated cases), Sterling Salt Company 
vs. Ann Arbor R. R. et al. 

The New York, New Haven & Hartford Railroad Company 
has filed a petition with the Commission asking for a modifica- 


tion of its order in No. 13413, in the matter of automatic train- 
control devices. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS © 


Complaint by Express Company to Recover Amount Collectible 
on C. O. D. Shipment Held to State Cause of Action: 
(Court of Appeals of Alabama.) Complaint, in action by 

express company against consignee to recover amount which 

should have been collected on C. O. D. shipment, delivered to 
defendant without collecting therefor, held to state a cause 
of action, and not subject to any grounds of demurrer assigned. 

—George vs. American Ry. Express Co., 101 So. Rep. 507. 

Directed Verdict Properly Refused, Where Evidence in Conflict: 
In action by express company to recover amount collectible 

on C. O. D. shipment, directed verdict was properly refused, 

where evidence was in conflict—Ibid.. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Congress May Prohibit Initial Carrier from Limiting Its Lia- 
bility Beyond Its Own Line; Provision of Interstate Com- 
merce Act Prohibiting Initial Carrier from Limiting Lia- 
bility Beyond Its Own Line Not Violative of Due Process 
Clause: 

(Supreme Court of Georgia.) On its facts this case is 
controlled by the principles ruled in the case of Atlantic Coast 
Line Railroad Co. vs. Riverside Mills, 219 U. S. 186, 31 Sup. Ct. 
164, 55 L. Ed. 167, 31 L. R. A. (N. S.) 7, holding: “Congress 
has power to prohibit a carrier engaged in interstate commerce 
from limiting by contract its liability beyond its own lines, 
and the Carmack amendment of January 29, 1906 (34 Stat. 584, 
595, c. 3591), to section 20 of the interstate commerce act, 
making such carriers liable for loss or damage to merchandise 
received for interstate transportation beyond their own lines, 
notwithstanding any contract of exemption in the bill of lading, 
is a valid exercise of such power, and is not in conflict with 
the due process provision of the fifth amendment.” Accord- 
ingly, the trial judge did not err in refusing the writ of certi- 
orari—Southern Ry. Co. vs. Baker, 124 S. E. Rep. 876. 


BILLS OF LADING 


Money Paid by Drawee on Draft Against Fictitious Bills of 
Lading, in Ignorance of Fraud, Recoverable from Payee: 
(Supreme Court of Oklahoma.) Money paid by the drawee 

upon a draft drawn against indorsed bills of lading which are 

in fact fictitious, and accepted against such bills, in ignorance of 
the fraud, may be recovered back from the payee.—First Nat. 

Bank of Heavener vs. Kempner et al., 229 Pac. Rep. 840. 

Forwarding Bank Held Liable to One Paying Draft Accompanied 
by Forged Bill of Lading: 

Where a bank receives from a party a draft with a bill 
of lading attached, and the bank gives the party credit for 
the amount, and then indorses the bill, and sends through his 
usual channel to the party on whom it is drawn, and the same 
is paid, and the bill proves to be a forgery, said bank is liable 
to the person paying same for the amount paid by him.—Ibid. 


TELEGRAPHS AND TELEPHONES 


Claim Not Defeated by Dictating Claim to Agent of Company: 
(Supreme Court of Arkansas.) Where one claimed dam- 
ages for delay in delivery of telegram by dictating claim to 
agent of company, right to recovery under contract was not 
defeated by fdilure to make out claim himself—Western Union 

Telegraph Co. vs. Fleming, 265 S. W. Rep. 360. 

Damages for Loss from Failure to Deliver Telegram Containing 
Proposal to Purchase Goods Too Remote and Conjectural: 
Where telegram, offering to buy apples, stipulated no price, 

in absence of contractual relation between sender and addressee, 

damages for delay in delivery were too remote and conjectural 
to form basis of right to recover, though parties subsequently 
agreed upon terms and consummated sale.—Ibid. 

Evidence Held Insufficient to Require Instruction that No Dam- 
ages Recoverable for Anger, Vexation, or Resentment. 
(Commission of Appeals of Texas, Section A.) In action 

against telegraph company for failure to deliver message 

promptly, evidence held not sufficient to require submission of 
requested special charge that plaintiff could not recover dam- 
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ages because of any anger, vexation, or resentment toward 

defendant.—Western Union Telegraph Co. vs. Hicks, 265 S. W. 

Rep. 381. 

Commission of Appeals May Not Disturb Finding of Court of 
Civil Appeals that Verdict Was Not Excessive: 
Commission of Appeals may not disturb finding of Court 

of Civil Appeals that verdict was not excessive.—Ibid. 

Time Limit for Notice of Claim Held No Defense: 

In action for failure promptly to deliver telegram, advising 
plaintiff of death of his wife, fact that no claim in writing was 
filed within 95 days after filing of message for transmission, as 
required by contract of transmission, held no defense, where, 
under facts, plaintiff could not have had as much as 90-day 
minimum set by Rev. Stat., art. 5714, in which to file claim 
after he learned of wife’s death.—Ibid. 

Duty of Sender of Telegram to Use Ordinary Care to Effect 
Delivery of Message: 

It is duty of sender of telegram and of telegraph company 
to use ordinary care to effect delivery of message to addressee. 
—Ibid. 

Failure to Submit Question of Sender’s Contributory Negligence 
Held to Require Reversal: 

In action for failure promptly to deliver message advising 
plaintiff of death of his wife, failure to submit whether sender 
used ordinary care in his effort to find exact location of plaintiff 
held to require reversal.—Ibid. 


TAX RULING UPHELD 


In No. 33, Kansas City Southern et al. vs. Road Improve- 
ment District No. 3 of Sevier county, Arkansas, the Supreme 
Court of the United States this week in an opinion by Mr. Justice 
Van Devanter affirmed a judgment of the Supreme Court of 
Arkansas sustaining an assessment against the carriers for 
benefits accruing to their properties from the improvement of 
a public road in Sevier county, Arkansas. 


PETITION FOR WRIT DENIED 


The Supreme Court of the United States this week denied 
a petition for a writ of certiorari in No. 580, C. E. Schaff, re- 
ceiver of the M. K. & T. of Texas, petitioner, vs. Mrs. Beerah 
Ridlehuber, to the Court of Civil Appeals of the Third Supreme 
Judicial District of Texas. The carrier desired a review of 
the case, in which damages were awarded to Mrs. Ridlehuber 
for the death of her husband, who was killed while working as 
a brakeman. 


FOREIGN EXCHANGE CASE 


A petition for a writ of certiorari to the Court of Appeals 
of the District of Columbia. was denied this week by the Su- 
preme Court of the United States in No. 736, C. Levensaler 
et al., doing business as W. D. Sheldon & Co., petitioners, vs. 
United States Shipping Board Emergency Fleet Corporation. 
The petitioners sought to recover damages alleged to have been 
sustained by reason of a fall in foreign exchange in the period 
of a delay in shipment amounting to a breach of contract. The 
petitioners obtained a judgment in the Supreme Court of the 
District of Columbia, but lost the case in the Court of Appeals. 


MOTOR TRANSPORT CONFERENCE 


A conference of New England transportation interests, 
held last week at Boston under the auspices of the National 
Automobile Chamber of Commerce, adopted resolutions declar- 
ing for cooperation between railroad and motor truck interests 


= for the regulation of the motor truck. The resolutions 
ollow: 


1. Adequate transportation facilities of all types are essential to 
the continued progress of economic, social and civic life in the New 
England States. 

2. The public interest will be best served through the cooperation 
of the rail, motor and water carriers rather than through unregulated 
and wasteful competition. 

3. The test of experience has demonstrated the wisdom of reason- 
able regulaticn of common carriers in the public interest. Unregulated 
overation of common carrier motors can only adversely affect the 
public right to uninterrupted, dependable and efficient transportation. 
It is unfair also to those agencies which are regulated and to the 
existing motor carrier operators themselves whose service to the 
public cannot be best maintained if it is subjected to a constant. 
wasteful attack from ‘“‘fly-by-night’” and financially irresponsible 
operators. 

4. Regulation of the common carrier motor should be vested in a 
state authority charged with the task of providing the public with 
the transportation which it requires. It should be so regulated as 
to secure the best service to the public. To insure continuity and 
— of service, sound financial organization should be shown 
also. 

5. Such state control over motor vehicle common carriers should 
be placed in existing commissions, of the various states, 

As a pre-requisite to the operation of the motor vehicle com- 
mon carrier, the owner thereof should be obligated: 

A. To receive a certificate of public convenience and necessity 
provided that lines in the bona fide operation on the first 
calendar day of the legislative session at which the law is 
passed shall be presumed to be necessary to public convenience 
and necessity and such lines in the absence of evidence over- 
coming such presumption, shall receive a certificate for routes ~ 
established by them. 
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B. To take out liability insurance to indemnify injuries to persons 
or damage to property or cargo, resulting from negligent 
operation. 

7. The state regulartory bodies having control over motor vehicle 
common carriers should be vested with the powers they exercise in 
controlling other forms of pubiic utilities. 

8. Taxes on motor vehicle common carriers should consist of: 

A. Those imposed in the particular state upon motor vehicles, 
the proceeds from such taxes being limited to the maintenance 
of properly located and improved highways, and such proper 
share of other highway costs including construction, as will 
not constitute an undue burden to the individual motorist. 

B. Proper and equitable taxes in the exchange for franchise 
rights, provided that if such taxes are adopted, an amount 
equivalent to those paid under A should be deducted. 
Legislation should be enacted enabling steam railroads, trol- 

leys, | shipping companies and other public utilities to acquire, own 
onan! operate motor vehicles in conjunction with their regular lines of 
usiness. 

10. It is recommended that the public authorities of the several 
New England states charged with common carrier regulation, join 
in the formulation of uniform state statutes for legislative considera- 
tion in order to place these motor carriers under reasonable control. 

11. Regulation of highway traffic, including size, weight, and 
speed of motor vehicles should be lodged with state highway depart- 
ments and made as -uniform as possible. 

12, The development of highways designed to meet the economic 
traffic requirements should be continued under the present plan ot 
federal and state cooperation. 

13. It is the sense of this conference that in order to promote 
the principle of cooperation of the respective parties, and coordinate 
the equipment and fuzcilities of the railroad and truck interests in the 
furtherance of greater efficiency and economy in the handling of 
freight, that the motor truck interests in the several localities of 
heaviest traffic appoint committees to act with similar committees 
appointed by the railroads to make a comprehensive and unbiased 
study of the problem. 

14. In order to continue the relations established through the 
me England transportation conference, a permanent committee 
should be created to be known as the New England Transportation 
Council and consisting of equal representatives from each of the 
several agencies represented in this conference, together with repre- 
sentatives of the general public. 

Such committee should meet subject to the call of the chair- 
man or upon the signature petition of at least three members, and 
that its work should be simply to correlate the efforts of existing 
transportation agencies and not in any sense to constitute a new or 
super-organization, 

RESOLVED: That it is the sense of the session that the approach 
to the problem of traffic congestion should be broadened to compre- 
hend all the agencies contributing to or affected by transport traffic; 
that the traffic policy should develop the basic physical plan_of the 
city; encourage higher efficiency and organization in traffic and 
transport operation and administration; that all large traffic centres 
should promptly organize for thorough study of their complete traffic- 
transport plan, in a manner best suited to the community, to the end 
that a broad cooperative effort of all groups of our city population 
may be secured to provide for both present relief and future needs. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended December 6 totaled 
968,256 cars, as compared with 878,631 cars the preceding week, 
when loading was depressed on account of observance of Thanks- 
giving Day, according to the car service division of the Ameri- 
can Railway Association. 


Loading continues to run ahead of previous records for 
this time of the year. The loading the week ended December 
6 represented an increase of 54,335 cars over the corresponding 
period last year, and 59,082 cars over the corresponding period 
of 1922. It was also an increase of 226,915 cars over the 
corresponding period of 1921, and an increase of 130,303 cars 
over the corresponding period of 1920. 


Loading by districts the week ended December 6 and for 
the corresponding period of 1923 was as follows: 


Eastern district: Grain and grain products, 11,027 and 11,301; live 
stock, 4,661 and 4,948; coal, 46,879 and 48,138; coke, 2,669 and 2, 336; 
forest products, 5, 809 ‘and 5,356; ore, 2,056 and 1,754; merchandise, Te, 
Cc. L., 69,268 and 66,255; miscellaneous, 81,695 and 82, 325; total, 1924; 
224, 064; 1923, 222,413; 1922, 229,149. 

Allegheny district: Grain and grain products, 3,750 and 2,719; live 
stock, 3,301 and 3,677; coal, 48,673 and 47,104; coke, 4,941 and 
5,664; forest products, 3, 217 and ay 347; ore, 2,890 and 4, 000; merchan- 
dise, a L., 50,352 and 50,973; miscellaneous, 71,748 and 67, 541; total, 
1924. 188,872; 192 3, 185,025; 1922’ 197,375. 

Pocahontas district: Grain and grain products, 221 and 258; live 
stock, 200 and 216; coal, 34,242 and 23,658; coke, 445 and 447; forest 
products, 1,627 and 1,670; ore, 71 and 164; merchandise, a CC. Ea 


7,247 and 6,846; miscellaneous, 3, 896 and 4, 055; total, 1924, ‘47, 949; 1923, 
37, 314; 1922, 31, 939. 


Southern district: Grain and grain products, 4,192 and 3,418; live 
stock, 2,775 and 2,881; coal, 25,780 and 21,512; coke, 941 and ‘+4 forest 
products, 25,536 and 20, 205; ore, 1,345 and :* 448: merchandise, a 
41,651 and 41, 194; miscellaneous, 51, 876 and 43, 431; total, 1924, mtr 096; 
1923, 134,992; 1922, 134,342. 

Northwestern district: Grain and grain products, 14,992 and 16,277; 
live stock, 12,905 and 12,862; coal, 10,418 and 8,637; coke, 1,408 and 
i, 612; forest products, 17,517 and 16, ‘982; ore, 628 and 1,230; merchandise, 

Cc. L., 29,400 and 30,008; miscellaneous, 32,058 and 31, 635; total, 1924° 
Ti9. 326; 1923, 119,243; 1922, 109,274. 

Central ‘Western district: Grain and grain products, 13,987 and 
12,983; live stock, 15,520 and 15,138; coal, 20,694 and 18,945; coke, 300 
and 251; forest products, 10,549 and 8,798; ore, 3,051 and 3, 728; mer- 
chandise, L. C. L., 36,017 and 35,233; miscellaneous, 55,478 and 64, 987; 
total, 1924, 155, 596; 1923, 149,063; 1922, 150,383. 

Southwestern district: Grain and grain products, 5,855 and 4,711; 
live stock, 3,601 and 3,214; coal, 6,570 and 5,164; coke, 191 and 180; 
forest products, 9,031 and 8,383; ore, 450 and 392; merchandise, <x € 
L., 15,099 and 15, 400; miscellaneous, 37, 556 and 28, 427; total, 1924,'78,353; 
1928, 6, a oe B6, — , 

otal, all roads: Grain and grain products, 54,024 and 51,667; live 
stock, 42,963 and 42,936; coal, 198,256 and 173,158; coke, 10, 895 and 
11, 393; forest products, 73, 286 and 64, 741; ore, 10, 491 and i; 716; mer- 
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chandise, L. C. L., 249,034 and 245,909; miscellaneous, 334,307 ang 
312,401; total, 1924, 968,256; 1923, 913,921; 1922, 909,174. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1924 1923 1922 

4 Weeks Of Jandtary ....0s0- 3,362,136 3,373,965 2,785,119 
4 Weeks of February ......... 3,617,432 3,361,599 3,027,886 
5 Weeks of March............ 4,607,706 4,581,176 4,088,132 
Qa WeCES GL ARO. icccciccsicces 3,499,210 3,764,266 2,863,416 
Rl Oe ae re 4,474,751 4,876,893 3,841,683 
4 Weeks of June ...ccccccess 3,625,472 4,047,603 3,414,031 
S WROCNE OF JUTE icieccscceess 3,526,500 3,940,735 3,252,107 
5 Weeks of August .......... 4,843,404 5,209,219 4,335,327 
4 Weeks of September ....... 4,146,403 4,147,783 3,699,397 
4 Weeks of October .......... 4,380,149 4,312,650 3,913,046 
5 Weeks of November ........ 4,972,391 4,889,500 4,668,655 
Week of December 6 ...... 968,256 913,921 909,174 
ML celucensevecdievanens 46,023,810 47,419,310 40,797,973 


OCTOBER OPERATING RESULTS 


The Commission’s official statistics covering operating rey- 


enues and operating expenses of Class I roads for October, for 
the United States as a whole, follow: 


United States 
Item 1924 1923 
Average number of miles operated... 236,172.72 235,933.76 
Rev enues: 
PIE. ov die wenaca@ni cosas ceenes $ 438,812,627 $ 441,518,013 
BNE Go gicce a eilsidinace dace sauuosr b 82,861,251 ce 93,795,104 
1 ee an ane 8,159,489 7,737,268 
MINIS 5. oxi na tuig ocd. ceomerlewewiwene 13,583,372 14,255,826 
All other transportation.......... 17,567,287 18,116,954 
eee erases eer 10,928,496 11,896,109 
JOmmt Tacility—Cr. .....ccccccccccces 904,014 819,569 
SOME TACUItY— Dr. nc cc evcicwcececs 216,272 224,693 
Railway operating revenues. 572,600,264 587,914,150 
Expenses: 
Maintenance of way and structures 75,376,482 81,638,412 
Maintenance of equipment....... 113,129,283 133,706,111 
MEME Srarelgeicie wtiece-diawiowwony sind scies 8,193,745 8,103,841 
UOMEIOTCOTION accwcsc ec sieccece 189,378,343 204,386,676 
Miscellaneous operations......... 4,351,965 4,416,248 
| SE eee eee ae 14,294,564 14,157,717 
Transportation for investment—Cr. 1,060,498 1,068,435 
Railway operating expenses. 403,663,884 445,340,570 
Net revenue from railway operations 168,936,380 142,573,580 
Railway tax accruals..... geweee ee 32,321,960 29,795,931 
Uncollectible railway revenues...... 223,995 147,074 
Railway operating income.... 136,390,425 112,630,575 
Equipment rents—Dr. balance....... 7,344,665 7,058,683 
Joint facility rent—Dr. balance..... 1,940,671 1,796,265 


Net railway operating income 127,105,089 
Ratio of expenses to revenues (Dp. c.) 70.50 


103,775,627 
i 75.75 
Ten Months Ended With October 


Average number of miles opratd... 236,049.85 235,830.53 
eat ahd are Saat otlanatan Slacacaie nae $3,604,673,524 $3,885,506,648 
OO TT e 906,957,794 b 959,332,762 
RN hz wire Uwiavese'0- ele ai. ace oro.aerceantre-eicracere 79,812,092 75,658,825 
rere ee 116,767,484 126,609,873 
All other transportation......... 160,781,639 167,732,577 
ee CO er er errr 99,676,083 112,592,783 
SOME TACHIEV—CL. cc ccceccvwcccsic 8,644,408 8,355,827 
Joint fachity—DOPF.. nc cccccccecees 2,140,350 2,223,663 


Railway operating revenues.. 4,975,172,674 5,333,565,632 


nses: 
nen of way and structures 676,987,555 691,454,576 
Maintenance of equipment....... 1,061,216,279 1,239,606,268 
MED. <.. ncawnee de Suen catene-oewoneis 82,019,170 77,637,524 
Transportation .....ccccccccccece 1,810,294,043 1,972,122,572 
Miscellaneous operations. ae 42,218,280 42,616,282 
EOE re 140,807,677 135,269,518 
Transportation for investment—Cr. 10,914,437 8,681,957 
Railway operating expenses. 3,802, 628,567 4,150,024,783 
Net revenue from railway operations 1,172,544,107 1,183,540,849 
Railway tax accruals ......ccccccees 286,939,812 278,106,379 
Uncollectible railway revenues...... 1,746,890 1,325:606 
Railway operating income.... 883,857,405 904,108,864 
Equipment rents—Dr. balance....... 60,953,875 59,121,894 
Joint facility rent—Dr. balance...... 17,828,451 18,370,800 
Net railway operating income 805,075,079 826,616,170 


Ratio of expenses to revenue (p. c.) 76.43 77.81 


b Includes $3,288,685 sleeping and parlor car surcharge. 
ce Includes $3,644, "050 sleeping and parlor car surcharge. 
e Includes $31,202,818 sleeping and parlor car surcharge. 
f Includes $31,279,119 sleeping and parlor car surcharge. 


CONDITION OF EQUIPMENT 


Locomotives in need of repair on December 1 totaled 11,574, 
or 18 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was a decrease of 63 locomotives 
under the number in need of repair on November 15, at which 
time there were 11,637. Of the total number, 6,128, or 9.5 
per cent, were in need of classified repair, a decrease compared 
with November 15 of 357, while 5,446, or 8.5 per cent, were in 
need of running repair, an increase of 294 during the same 
period. 

Class I railroads on December 1 had 4,904 serviceable loco- 
motives in storage, an increase of 86 over the number in stor- 
age on November 15. The railroads the last half of Novem- 
ber repaired and turned out of the shops 36,148 locomotives 


an increase of 728, compared with the number repaired the 
first half of November. 
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BIG ROAD OCTOBER FIGURES 


Large Class I railroads have annual operating revenues in 
excess Of $25,000,000 had an aggregate net railway operating 
income Of $107,352,410 in October as compared with $86,250,716 
in October, 1923, and of $685,902,864 for the ten months ended 
with October as compared with $689,347,226 for the same period 
of 1928, according to the monthly statement of the Bureau of 


Statistics of the Commission. 


Figures for the individual roads, covering revenues, ex- 
penses, net railway operating income and operating ratio, for 
October, 1924, and 1923, follow: 


Net Railway Operat- 
Operating Operating Operating ing Ratio 
Revenues Expenses Income Per cent 
Total—Roads reported— 
1924  $483,900,233  $341,563,743  $107,352,410 70.6 
1923 496,078,381 377,858,909 86,250,716 76.2 
New England Region: 
Boston & Maine— 
1924 6,988,069 5,425,930 996,654 77.6 
1923 7,592,968 6,160,101 859,463 81.1 
New York, New Haven & Hartford— 
1924 11,068,263 8,268,575 1,912,172 74.7 
1923 11,655,012 9,550,798 1,384,463 81.9 
Great Lakes Region: 
Delaware & Hudson— 
1924 3,832,444 2,988,139 804,280 78.0 
1923 4,211,118 3,472,932 624,598 82.5 
Delaware, Lackawanna & Western System— 
1924 7,879,309 5,521,664 1,782,019 70.1 
1923 8,206,353 6,086,010 1,648,178 74.2 
Erie (including Chicago & Erie)— 
1924 11,459,139 8,645,994 2,218,251 75.5 
1923 12,069,280 9,630,480 1,887,135 79.8 
Lehigh Valley— 
1924 7,187,202 5,593,709 1,193,198 77.8 
1923 7,556,650 5,993,311 1,382,260 79.3 
Michigan Central— 
1924 7,791,764 5,298,897 1,906,257 68.0 
1923 8,334,047 6,011,947 1,703,428 72.1 
New York Central (including Boston & Albany)— 
1924 33,142,293 25,184,514 6,170,894 76.0 
1923 35,435,691 30,280,665 3,808,378 85.5 
New York, Chicago & St. Louis— 
1924 4,978,245 3,505,954 1,194,974 70.4 
1923 5,152,899 4,190,898 552,284 81.3 
Pere Marquette— 
1924 4,020,111 2,510,140 1,178,029 62.4 
1923 4,419,562 3,202,252 855,238 12.5 
Pittsburgh & Lake Erie— 
1924 2,657,801 2,198,851 681,066 82.7 
1923 3,638,593 2,705,063 1,048,244 74.3 
Wabash— 
1924 6,186,574 4,496,637 1,268,138 72.7 
1923 6,189,382 4,719,298 991,969 76.2 
Central Eastern Region: 
Baltimore & Ohio— 
1924 21,309,541 15,410,330 4,533,474 72.3 
1923 23,146,053 18,015,776 4,024,945 77.8 
Central of New Jersey— 
1924 5,077,541 3,044,558 1,565,122 60.0 
1923 4,924,647 4,127,077 548,365 83.8 
Chicago & Eastern Illinois— 
1924 2,399,589 1,898,536 335,568 79.1 
1923 2,549,861 2,089,232 361,872 81.9 
Cleveland, Cincinnati, Chicago & St. Louis— : 
1924 8,238,497 6,062,536 1,649,748 73.6 
1923 8,174,133 6,390,895 1,248,297 78.2 
Elgin, Joliet & Eastern— 
1924 1,911,269 1,138,748 569,748 59.6 
1923 2,214,802 1,644,800 280,161 74.3 
‘ Long Island— 
1924 2,922,661 2,346,243 232,814 80.3 
1923 2,788,401 2,355,242 81,290 84.5 
Pennsylvania— 
19 59,508,805 46,064,270 8,588,632 77.4 
1923 63,160,989 54,102,857 4,476,911 85.7 
Reading— 
1924 8,061,096 5,805,750 2,072,237 72.0 
1923 8,855,217 6,873,458 1,693,915 77.6 
Pocahontas Region: 
Chesapeake & Ohio— . 
1924 10,358,710 7,949,016 2,063,985 76.7 
1923 9,557,797 7,486,985 1,655,444 78.3 
Norfolk & Western— 
1924 8,875,666 5,939,774 2,562,471 66.9 
1923 8,451,941 6,707,619 1,426,777 79.4 
a es 
Atlantic Coas ine— 
1924 ~ 5,987,487 5,050,546 528,596 84.4 
1923 6,634,481 4,855,867 1,496,438 73.2 
Central of Georgia— 
1924 2,519,878 1,826,550 542,198 72.5 
1923 2,262,510 1,820,151 393,054 80.4 
Illinois Central— : 
1924 13,913,788 10,764,222 1,997,292 77.4 
1923 14,334,184 11,643,785 1,723,328 81.2 
Louisville & Nashville— 
1924 12,521,582 9,297,489 2,693,605 74.3 
1923 12,313,661 9,860,772 2,023,356 80.1 
Seaboard Air Line— 
1924 4,277,288 3,380,537 731,717 79.0 
1923 4,529,107 3,468,552 775,809 76.6 
Southern— 
1924 12,757,515 8,706,991 3,272,053 68.2 
1923 13,477,484 10,026,727 2,615,772 74.4 
Yazoo & Mississippi Valley— } 
1924 2,301,637 1,630,562 523,308 70.8 
1923 2,154,096 1,557,001 444,823 72.3 
oe non ‘ : 
icago ort estern— 
. 1924 14,950,129 10,959,245 2,773,126 73.3 
ch 1923 —_o 11,881,633 1,982,656 79.6 
icago, Milwaukee & St. Paul— 
. 1924 16,377,721 11,125,830 3,921,287 67.9 
1923 15,365,219 11,505,311 2,626,005 74.9 


Chicago, St. Paul, Minneapolis & Omaha— 
1924 2 233 


859, 1,970,864 

1923 2,648,335 2,075,338 
Great Northern— 

1924 14,377,460 7,301,420 

1923 14,158,441 7,513,344 
Minneapolis, St. Paul & Sault Ste. Marie— 

1924 5,480,973 3,267,924 

1923 4,668,291 3,332,467 
Northern Pacific— 

1924 10,783,424 6,067,216 

1923 10,899,249 6,879,756 
Oregon-Washington R. R. & Navigation Co.— 

1924 2,866,265 2,059,720 

1923 3,481,500 2,481,101 

Central Western Region: 

Atchison, Topeka & Santa Fe— 

1924 20,249,200 12,608,802 

1923 20,285,474 13,519,603 
Chicago & Alton— 

1924 2,949,666 2,231,188 

1923 3,113,516 2,338,198 
Chicago, Burlington & Quincy— 

1924 16,456,589 11,240,842 

1923 15,614,106 11,723,069 
Chicago, Rock Island & Pacific— 

1924 12,093,989 8,607,892 

1923 11,418,170 8,797,750 
Denver & Rio Grande Western— 

1924 3,555,408 2,901,260 

1923 3,783,788 2,827,350 
Oregon Short Line— 

1924 3,484,745 2,204,483 

1923 4,462,256 2,791,386 
Southern Pacific (Pacific System)— 

1924 18,131,993 11,642,966 

1923 20,611,577 11,920,709 
Union Pacific— 

1924 12,611,120 6,852,558 

1923 13,815,637 7,856,615 

Southwestern Region: 

Galveston, Harrisburg & San Antonio— 

1924 2,696,023 1,604,681 

1923 2,378,728 1,924,139 
Gulf, Colorado & Santa Fe— 

1924 3,514,715 1,936,200 

1923 2,867,636 1,725,616 
Missouri-Kansas-Texas— 

1924 3,595,935 2,273,289 

1923 3,132,213 2,708,466 
Missouri-Kansas-Texas of Texas— 

1924 2,669,646 1,625,800 

1923 2,300,300 1,721,453 
Missouri-Pacific— 

1924 12,276,378 9,393,998 

1923 11,059,537 9,325,221 
St. Louis-San Francisco— 

924 8,413,330 5,444,270 

1923 7,725,803 5,841,283 
Texas & Pacific— 

1924 3,372,527 2,287,633 

1923 3,372,802 2,138,550 


624,083 
377,959 


5,504,510 
5,294,339 


1,728,977 
960,817 


3,916,207 
3,420,524 


521,066 
647,066 
5,851,252 
4,742,823 


465,405 
449,883 


3,993,400 
2,995,928 


2,557,717 
1,836,262 


438,856 
760,972 


920,314 
1,157,309 


4,566,478 
6,892,933 


4,588,475 
4,673,851 
937,628 
282,681 


1,419,858 
1,005,872 


1,001,895 
371,891 


788,653 
316,282 


1,855,400 
1,053,860 


2,587,784 
1,445,705 


821,539 
1,038,903 
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The figures for the ten months ended with October, 1924 


and 1923, follow: 


Operating 
Revenues 


Total—Roads reported— 


Operating 
Expenses 


Income 


1924 $4,191,827,892 $3,203,191,216 $685,902,864 


1923 = 4,507,554,022 


New England Region: 


Boston & Maine— 


Central Eastern Region: 


Baltimore & Ohio— 


3,523,512,519 


1924 65,359,710 53,393,125 

1923 72,676,171 63,422,770 
New York, New Haver & Hartford— 

1924 105,897,856 81,709,638 

1923 112,171,283 90,774,785 

Great Lakes Region: 

Delaware & Hudson— 

1924 37,553,284 30,448,424 

1923 39,502,561 32,657,195 
Delaware, Lackawanna & Western System— 

1924 72,092,513 53,830,307 

1923 73,083,044 58,439,757 
frie (including Chicago & Erie)— 

1924 100, 435,626 81,020,219 

1923 111,959,255 91,527,827 
Lehigh Valley— 

1924 63,896,545 50,737,322 

1923 62,898,112 56,519,644 
Michigan Central— 

1924 73,800,410 51,831,561 

1923 80,111,139 54,979,520 
New York Central (including Boston & Albany)— 

1924 308,710,154 232,490,384 

1923 356,676,668 270,783,219 
New York, Chicago & St. Louis— 

1924 45,016,584 33,969,967 

1923 48,454,227 35,898,779 
Pere Marquette— 

1924 34,951,081 25,829,619 

1923 38,459,156 29,290,883 
Pittsburgh & Lake Erie— 

1924 26,210,858 21,299,814 

1923 38,464,505 25,562,004 
Wabash— 

1924 54,585,487 42,022,441 

1923 55,416,027 43,189,757 


1924 187,370,833 143,752,229 

1923 218,462,026 167,575,556 
Central of New Jersey— 

1924 46,710,274 33,936,595 

1923 48,256,251 40,327,939 
Chicago & Eastern Illinois— 

1924 21,571,569 18,650,226 

1923 23,872,360 20,552,933 
Cleveland, Cincinnati, Chicago & St. Louis— 

1924 73,065,106 55,853,246 

1923 80,300,232 60,126,851 


689,347,226 
7,143,274 
2,365,989 

15,796,392 
10,141,879 
6,440,849 
5,559,836 


13,244,845 
10,974,490 


14,127,299 
14,540,690 


9,877,133 
4,161,701 


16,443,241 
18,188,513 


54,478,306 
64,343,417 


7,525,986 
8,597,859 


6,109,412 
5,832,184 


6,719,539 
14,134,176 


7,528,405 
7,747,278 


32,261,491 
38,957,839 


8,112,947 
4,565,578 


1,159,308 
2,787,697 


11,740,618 
15,119,581 


Net Railway Operat- 


Operating ing Ratio 


Per cent 


76.4 
78.2 


81.1 
82.7 


74.7 
80.0 


80.7 
81.8 


79.4 
89.9 


70.2 
68.6 


75.3 
75.9 


75.5 
74.1 


73.9 
76.2 


81.3 
66.5 


77.0 
717.9 


76.7 
76.7 


72.7 
83.5 


86.5 
86.1 


76.4 
74.9 
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Elgin, Joliet & Eastern— 
1924 


17,844,337 12,717,926 2,758,106 71.3 
1923 23,536,110 15,540,832 5,092,072 66.0 
Long Island— 
. 924 29,853,488 22,164,050 4,059,307 74.2 
1923 28,974,420 21,472,960 3,586,695 74.1 
nnsylvania— 
"Y “ 1924 540,453,055 429,297,498 67,710,330 79.4 
1923 610,514,114 501,911,821 68,475,124 82.2 
Reading— 
. 1924 76,380,594 58,321,535 15,899,755 76.4 
1923 89,948,479 62,285,468 25,647,466 69.2 
Pueehentes, Se, 
esapeake io— 
7 * 1924 89,752,430 68,359,489 18,773,580 76.2 
1923 85,392,903 65,416,600 16,917,237 76.6 
Norfolk & Western— 
1924 77,274,247 57,696,712 14,882,490 74.7 
1923 79,117,122 61,076,365 15,787,109 17.2 
Southern Region: 
Atlantic Coast Line— 
1924 66,980,553 50,015,161 12,079,875 74.7 
1923 66,024,840 49,439,857 12,498,182 74.9 
Central of Georgia— 
1924 22,427,388 17,489,315 3,727,010 78.0 
1923 21,973,119 17,619,462 3,388,903 _ 80.2 
Illinois Central— 
1924 126,275,231 98,243,411 20,153,740 77.8 
1923 139,881,918 111,987,541 19,213,881 80.1 
Louisville & Nashville— 
1924 111,779,130 89,123,712 17,887,503 79.7 
923 113,700,355 91,630,323 18,062,520 80.6 
Seaboard Air Line— 
1924 43,324,196 33,772,757 7,284,851 78.0 
1923 42,820,612 33,304,726 6,218,118 77.8 
Southern— 
1924 117,779,603 86,173,251 23,991,235 73.2 
1923 125,305,115 94,317,258 22,650,482 75.3 
Yazoo & Mississippi Valley— 
1924 17,789,538 13,297,551 3,170,186 74.7 
1923 17,173,846 14,823,272 1,066,157 86.3 
Northwestern Region: 
Chicago & North Western— 
1923 126,376,408 102,139,923 14,472,154 80.8 
1923 135,246,521 112,775,227 12,436,388 83. 
Chicago, Milwaukee & St. Paul— 
1924 131,731,316 105,792,358 14,245,503 80.3 


1923 142,648,113 114,867,208 


15,228,083 80.5 
Chicago, St. Paul, Minneapolis & Omaha— 


1924 23,423,881 18,736,779 2,739,485 80.0 

1923 23,704,186 20,031,730 2,227,377 84.5 
Great Northern— 

1924 89,405,388 62,921,394 17,911,970 70.4 

1923 99,443,973 74,083,166 18,569,506 74.5 
Minneapolis, St. Paul & Sault Ste. Marie— 

1924 38,812,171 30,616,335 4,858,807 78.9 

1923 41,766,502 32,221,824 6,574,976 Tt 
Northern Pacific— 

1924 77,499,409 59,256,177 14,325,566 76.5 

1923 84,131,166 68,597,837 12,036,616 81.5 
Oregon-Washington R. R. & Navigation Co.— 

1924 24,205,441 19,077,513 2,425,818 78.8 

1923 24,859,488 21,733,399 339,426 87.4 

Central Western Region: 

Atchison, Topeka & Santa Fe— 

1924 160,264,243 118,992,069 29,766,002 74.2 

1923 168,395,340 122,332,280 34,148,565 72.6 
Chicago & Alton— 

1924 25,769,212 19,899,098 3,842,423 77.2 

1923 28,245,005 21,483,372 4,509,590 76.1 
Chicago, Burlington & Quincy— 

1924 135,578,207 99,816,156 24,311,015 73.6 

1923 143,722,485 114,380,914 19,520,212 79.6 
Chicago, Rock Island & Pacific— 

1924 103,309,118 81,134,397 12,445,546 78.5 

1923 103,639,641 84,142,287 10,955,626 81.2 
Denver & Rio Grande Western— 

1924 27,239,294 23,340,980 2,653,244 85.7 

1923 28,502,355 25,228,605 2,203,978 88.5 
Oregon Short Line— 

1924 29,220,596 21,575,396 4,233,063 73.8 

1923 31,857,186 23,753,986 4,665,876 74.6 
Southern Pacific (Pacific System)— 

1924 160,249,757 111,943,515 32,647,018 69.9 

1923 169,918,421 114,875,152 38,860,519 67.6 
Union Pacific— 

1924 93,201,962 61,858,196 22,676,134 66.4 

1923 97,622,661 66,329,639 23,513,565 67.9 

Southwestern Region: 

Galveston, Harrisburg & San Antonio— 

1924 22,007,367 16,483,329 4,191,177 74.9 

1923 19,445,388 16,546,244 1,766,134 85.1 
Gulf, Colorado & Santa Fe— , 

1924 23,383,464 18,061,795 3,656,266 77.2 

1923 20,582,579 16,649,706 2,527,370 80.9 
Missouri-Kansas-Texas— 

1924 28,155,223 19,216,790 7,138,489 68.3 

1923 28,964,599 22,128,909 6,342,063 76.4 
Missouri-Kansas-Texas of Texas— 

1924 17,918,047 13,063,748 2,695,105 72.9 

1923 17,123,143 13,921,588 782,820 81.3 
Missouri-Pacific— | 

1924 101,201,985 81,117,350 12,593,781 80.2 

1923 94,738,751 81,562,019 6,726,485 86.1 
St. Louis-San Francisco— 

1924 70,519,195 49,755,710 16,870,735 70.6 

1923 71,633,977 52,531,312 15,232,299 73.3 
Texas & Pacific— 

1924 27,214,534 20,944,713 4,116,550 77.0 

1923 26,236,572 20,880,211 3,558,098 79.6 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I roads, exclusive of 
switching and terminal companies, compiled by the Bureau of 
Statistics of the Commission from 162 reports representing 177 
roads, for September, 1924 and 1923, and for the nine months 
ended with September, 1924 and 1923, show the following: 
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Revenue tons carried—19€,976,000 in September and_ 199,142,000 in 
September, 1923; 1,565,671,000 in nine months ended with September 
and 1,737,059,000 in same period of 1923. 

_ revenue tons carried one mile—35,471,801,000 in September ang 
35,439,792,000 in September, 1923; 281,865,774,000 in nine months ended 
with September and 309,837,182,000 in same period of 1923. 

Freight revenue—$398,477,314 in September and $390,123, i28 in 
September, 1923; $3,1€0,288,937 in nine months ended with September 
and $3,436,557,787 in same period of 1923. 

Revenue per ton-mile—11.23 mills in September and 11.01 mills 
in September, 1923; 11.21 mills in nine months ended with September 
and 11.09 mills for same period of 1923. 

Revenue per ton per road—$2.02 in September and $1.96 in Sep. 
— 1923; $2.02 in September and $1.98 for same period of 

Revenue passengers carried—77,971,000 in September and 84,463. 
000 in September, 1923; 708,637,000 in nine months ended with Septem- 
ber and 743,546,000 in same period of 1923. 

Passenger revenue—$93,110,724 in September and $105,859,017 in 
September, 1923; $823,531,864 in nine months ended with September 
and $865,356,673 for same period of 1923. 

Revenue per passenger-mile—2,899 cents in September and 2.93 
cents in September, 1923; 2.962 cents for the nine months and 2.997 
certs for the same period of 1923. 


FREIGHT TRAFFIC RECORD 


“The greatest freight traffic for any one month in history 
was carried by the railroads in October, 1924,” says the Bureau 
of Railway Economics in a statement continuing as follows: 


.. Measured in net ton miles, the total was 43,109,743,000 net ton 
miles, exceeding by 424,835,000 net ton miles, or one per cent, that 
for August, 1920, which had marked the previous high record for 
any one month. 

Compared with October last year, it was an increase of 900,072,000 
net ton miles or 2.1 per cent. 

This record freight movement was handled by the railroads with- 
out transportation difficulty. While loading of revenue freight in 
October averaged more than 1,090,000 cars weekly, reaching a peak 
the week of October 25 when it amounted to 1,112,345 cars, the 
greatest number loaded during any one week in history, the rail- 
roads through the more expeditious handling of freight were able 
to move this enormous freight business without a car shortage. In 
fact, during the month there was a daily average of nearly 100,000 
surplus freight cars in good repair which were not needed to meet 
transportation demands. At the same time, the railroads had ap- 
proximately 5,000 serviceable locomotives in storage; it not being 
necessary to place them in service as the locomotives on hand were 
able to handle the volume of business. 

In the Eastern district there was a decrease under October, 1923, 
of 1.2 per cent in the amount of freight traffic handled, computed on 
the basis of net ton miles, but in the Southern district there was an 
increase of 2.5 per cent and in the Western district an increase of 
6.3 per cent. - 

For the first ten months in 1924, the volume of freight moved 
amounted to 356,389,671,000 net ton miles, a decrease of 7.7 per cent 
under the corresponding period last year, decreases being shown in 
all districts. In the Eastern district the decrease amounted to 11.7 
per cent; in the Southern district, 6.1 per cent and the Western, 
2.3 per cent. 


POWER BRAKE INQUIRY 


The American Railway Association has completed plans for 
a complete study and exhaustive investigation of power brakes 
and appliances for operating power brake systems which will 
be made under the auspices of competent and independent 
experts. 


The investigation, the cost of which will be borne by the 
American Railway Association, will be conducted by Harley A. 
Johnson, assistant general manager of the Chicago Rapid Tran- 
sit Railway, who, as director of research, will employ such 
assistants as may be necessary for conducting the work. 

The American Railway Association, after conferences with 
the director of the Bureau of Safety of the Interstate Com- 
merce Commission, agreed on the following plan: 

1. Steps will be taken to obtain appliances, which, it is claimed, 
meet the views of the Interstate Commerce Commission, as indicated 
in its preliminary report and conclusions. If the plans or specifi- 
cations for such appliances are available and the appliances are not 
yet being manufactured, steps will be taken by the Director of Re- 
search to secure such appliances, even to the extent of entering into 
an agreement to have such appliances made. 

a As soon as such appliances have been obtained they will be 
given exhaustive tests on the test rack at Purdue University, Lafay- 
ette, Ind., which rack will be completely prepared and brought up 
to date for the purpose of this investigation. 

3. Following the completion of the rack tests such devices will be 
given road tests, to develop whether or not they meet road condi- 
tions safely in service. 

4. This program will be carried out with all dispatch and as 
promptly as the devices for these tests are available. 








CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars increased from 
183,914 cars in the period November 23-30 to 208,451 cars in 
the period December 1-7, inclusive, according to the car service 
division of the American Railway Association. The average 
daily shortage was 329 cars. ‘ 

The surplus was made up as follows: Box, 71,719; ven- 
tilated box, 86; auto and furniture, 10,070; total box, 81,875; 
flat, 6,528; gondola, 39,185; hopper, 56,776; total coal, 95,961; 
coke, 2,434; S. D. stock, 10,165; D. D. stock, 1,910; refrigerator, 
8,317; tank, 121; miscellaneous, 1,140; total, 208,451. 

The shortage was made up of 215 box, 25 gondola, 15 hop- 
per, 27 S. D. stock, 15 D. D. stock and 32 refrigerator cars. 

Canadian roads reported a surplus of 9,850 box, 450 auto 
and furniture, 2,900 flat, 700 S. D. stock cars and a shortage 
of 100 refrigerator cars. 
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CANADIAN CLASSIFICATION 


The Trafic World Ottawa Bureau 


The final hearing before the Board of Railway Commission- 
ers on the new Canadian Freight Classification No. 17, included 
argument for the adoption of the new classification generally 
and the hearing of some thirty objections to various classifi- 
cations or groups of classifications. Some interesting evidence 
was given concerning the work of the Classification Committee, 
which has been engaged for several years on the new volume 
of classification. It is the first purely Canadian freight classifi- 
cation prepared by Canadians for Canadian conditions. 

The current classification became effective in March, 1913. 
In April, 1916, the Canadian Freight Association filed the origi- 
nal of classification No. 17. As W. S. Campbell, one of the 
members of the committee, remarked before the board, that 
was in wartime, and was not a favorable time to take up such 
a work. In July, 1916, the board made a general order direct- 
ing the carriers to file a large quantity of details. They were 
then too busy to comply with the order. In March, 1917, the 
Canadian Manufacturers’ Association, boards of trade, and 
other bodies and individuals filed further memoranda of ob- 
jections which postponed further consideration of the classifi- 
cation. In 1920, the Canadian Freight Association again brought 
the matter up. There was a conference and a suggestion that 
a special classification committee should be appointed to sit 
as a sort of board of conciliation. This committee has been 
sitting since that time. It hag had 38 conferences, at which 
over 600 witnesses appeared, representing many thousands of 
shippers in all parts of Canada. 

In the consideration of one application at the meeting with 
the board this week, W. B. Lanigan referred to the work of 
the members of the committee and how it was carried on. He 
said they felt that, without working hardship, they could make 
the classification more consistent.- If any article was paying 
less than it should be paying to the carrier, it should be raised, 
and if more than it legitimately should pay, it should go down. 
Said he: 


If you compare this classification with the old one, you will 
find that there are a good many more reductions than increases. 
If you compare it with the Consolidated Classification in the 
United States, I venture to say that 99 per cent of the articles not 
only take a lower minimum but a lower rate than in the United 
States. 


“IT must say in reply to that,’ commented Commissioner 
Oliver, “that the facts that have come out in this discussion 
would not bear out your statement.” 

“If we advance one man’s rate,” replied Mr. Lanigan, “you 
get a complaint, but do not hear a word from the dozens of 
men whose rates have been reduced.” 

Thereupon, Mr. Ransom, representing the Canadian Freight 
Association, gave statistics showing just what changes had been 
made. In carloads, there had been 164 advances of rates and 
207 reductions. Some of the advances really mean a net re- 
duction to the shipper. For example, paper wrappers are now 
in third class with 12,000 pounds minimum, where they have 
been paying for 20,000 pounds at fifth. In less-than-carload 
ratings there are 422 reductions and 182 advances. 

Assistant Chief McLean, in commenting on the new classi- 
fication, said: 


If anything can be said to be final about freight classifications, 
this is one of the final steps. We are very glad that this method 
of discussion and investigation has been carried on. I think, in 
many things that come before us, it would be well for the rail- 
roads to follow the same method, for example, with regard to 
the discussion of rate changes. It would be well to use the 
committee system and try at least to have a thorough under- 
standing to see whether there are points of agreement. It would 
facilitate the work of the board very much. It is not in the public 
interest to have material thrown at us undigested; the function 
of the board is to deal with the residuum of grievances which 
the parties cannot settle between themselves. I think I express 
the opinion of my colleagues that this method of negotiation and 
discussion between the railways and the representatives of the 
shippers might well be carried on in other cases so that you will 
have not only have a better understanding but a better pro- 
cedure which will facilitate the work of the board. . 


The discussion of appeals against the classification occupied 
the two following days. The first case was the request of 
manufacturers of seals or bottle crowns to ship 1. c. 1. lots to 
Winnipeg at c. 1. rates. They desire to change the classifica- 
tion so that they can compete with Chicago and other points 
in the United States. The rate from Chicago to Winnipeg is 
$2.22, and from eastern Canada to Winnipeg $2.40 1. c. 1. and 
$1.14 c. 1. With the $1.14 rate, they say, they could compete 
with Chicago from Winnipeg west. They ask to be classified 
with sheet metals, so they can ship mixed cargoes, and pay 
l. c. L rates from Winnipeg west. They stated that in the 
United States they can make ec. 1. shipments to St. Paul or 
Minneapolis and then ship from there and get a much lower 
rate by this combination of the c. 1. rate to St. Paul and 1. c. 1. 
rate from St. Paul and other western points. One witness 
said there was a rate of $1.48 from Chicago to Winnipeg 1. c. 1. 
The carriers raised no objection to the proposal. 

The William Wrigley, Jr., Company of Toronto appealed 
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against the classification of chewing gum, which is removed 
from the confectionery list to the exclusive heading of “chew- 
ing gum.” It said: 


If gum in glass and cartons takes the same rate in mixed car- 
loads, why should not the same-rate be applicable to 1. c. l. ship- 
ments of the same commodities? The carriers allow second class 
for gum in cartons and third class for empty glass jars. We 
take a second class commodity, pack it in a third class com- 
modity, and the finished product, according to the Canadian 
Freight Association, automatically becomes first class, which 
seems to be very inconsistent and unfair. They contended that 
they should have a second class rate instead of first. 


G. C. Ransom, for the Canadian Freight Association, ex- 
plained that in this classification articles not classified in 1. c. 1. 
quantities are put one or two classes higher than the same 
articles in fiber or metal containers. Exhaustive tests made in 
the United States have led to the conclusion that any article 
in glass, 1. c. 1, takes one class higher. Any change made in 
the gum rating would at once be asked for confectionery. 
There are more damage claims on shipments in glass than in 
any other way. “It would mean a great deal to the carriers 
if the board should order that shipments in glass must take 
the same rate as in metal all through our classification,” he said. 

The Dominion canners appealed as to the ratings and mini- 
mum weights on empty cans, c. 1l., in the classification, and 
also against Rule 7, which does not provide that carriers, pro- 
viding larger cars than standard, for their own convenience, 
will protegt the minimum on the car as ordered. The present 
ratings are sixth class with 18,000 pounds minimum. The pro- 
— is to make them fifth and 17,000. In their argument they 
said: 


Tin cans in bulk or boxes in the official classification territory 
take fourth class with a minimum of 14,000, while the rating 
proposed for our cans in bulk is fifth class on 17,000, or 3,000 
more weight which cannot be loaded in the car. In Trunk Line 
Association territory the relationship of the 4th class rate to the 
Ist class is on an average 45 per cent, while in Central Freight 
Association territory the fourth class rate is 50 per cent of the 
first class and in Eastern Canadian territory of the fifth to the 
first is 50 per cent, so that our fifth class rate is equivalent to 
their fourth class, and owing to the density of traffic in the 
United States their rates are usually lower than ours. It will, 
therefore, be seen that, owing to the fact that these cans do not 
load up to the weight of 17,000 the advantage which the United 
States canners have over us in freight on this raw material is 
very considerable already, and any increase placed on this com- 


modity in this country would only work to their further ad- 
vantage. 


: -— say the rating and weight should be allowed to stand 
as it is. 

Mr. Ransom said that 99 per cent of the canners agreed to 
the proposal. Formerly, when the carriers did not want to han- 
dle the goods at their destination, they put this in the sixth class. 
There was then about 2 cents difference between fifth and sixth, 
which meant about the expense of cartage, so that if they put 
the article in sixth they would not handle these bulky goods. 
In regard to Rule 7, he said the minimum on the large cars 
would increase 500 pounds less under the new regulations with 
a minimum of 17,000 than under the old. 

The Dominion Macaroni Company, Hamilton, appealed 
against the ratings on macaroni, noodles, spaghetti, or vermi- 
celli, which are advanced from third 1. ¢c. 1. to fourth, and from 
fifth c. 1. to eighth. It agreed to an increase of the minimum 
from 24,000 to 30,000 Ibs. The bulk of this material is made in 
eastern Canada, and the market, which is large in the west, is 
now going to United States manufacturers. It stated that it is 
now classified in the United States as fourth 1. c. 1. and fifth ec. 1, 
with a large number of exceptions on the c. 1. rating, which 
means considerably lower than fifth. The Interstate Commerce 
Commission was quoted as ordering that the rate on macaroni 
in carloads should not exceed 75 per cent of fifth, with a mini- 
mum of 30,000. Macaroni manufacturers at Minneapolis were 
said to have a carload rate of 57 cents a hundred to Winnipeg 
in advantage over the Canadian manufacturer. 


Mr. Lanigan, for the C. P. R., pointed out that the rate was 
$1.14 from Toronto to Winnipeg, 1,300 miles, the distance from 
Minneapolis to Winnipeg being less than half that. He said if 
you reduced the classification from fifth to eighth you would 
also have to make a proportionate reduction from Minneapolis, 
so the relationship would be the same. The macaroni manu- 
facturers in Canada ship about 400 cars annually, of which about 
85 go west. Mr. Ransom said the committee investigated and 
found little competition from the United States. In twelve 
months there had come to Winnipeg from Minneapolis only eight 
cars, distributed 1. c. 1. in the east, the total business from the 
United States was not one car a year, so the committee felt there 
was no need of making a reduction on the ground of American 
competition. In the last two years the 1. c. 1. rate had been 
reduced from second to third. 

The F. F. Dalley Company, Hamilton, appealed against the 
ratings on shoe and stove polish, opposing the proposed 1. c. 1. 
rate on polish in glass. At present they are second 1. c. l. on 
both glass and tin. The proposal in the new schedule is to raise 
them to first or reduce the 1. c. 1. on shoe and stove polish, solid 
in tins to third. The manufacturers claim they should take 
fifth c. 1. when packed in glass or tins and shipped in barrels or 
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boxes, and would agree to raise the minimum from 24,000 to 
30,000. This would place the ratings on shoe and stove polish 
the same as in the Consolidated Classification in all three terri- 
tories, and place the Canadian manufacturer in a better position 
to meet American competition. It was stated that since 1920 
the railroads in Canada have tried three times to revise the 
present classification on polish, both liquid in glass and in tins, 
but owing to the inability of the carriers and the manufacturers 
to agree on the changes then in use are still effective. Mr. Ran- 
som stated that the furniture polish manufacturers had repre 
sented to the committee that furniture polish shipped in bulk 
in barrels to furniture factories was of considerably less value 
per 100 pounds than the packages put up in containers for retail 
distribution, so the committee felt justified in making that one 
class difference in bulk in barrels. Fifth class for an article 
with a wholesale value from 18.8 to 2614 cents per hundred was 
too low a rating compared with the wholesale value of other 
articles classified as fifth. Formerly furniture polish took first 
in glass or tins; shoe polish second in glass or tins. The new 
classification makes them both first in glass and second in tins. 

The Canadian Wholesale Grocers’ Association claimed that 
rates on dried fruits should be lowered to third and fifth instead 
of second and fourth. W. P. Eby, representing the grocers, said 
they shipped apples, prunes, apricots, and peaches in the same 
car in 1. c. 1. lots, and had to make a minimum of 24,000, fifth 
class. Apples pay fifth class and all other lines of dried fruit 
pay a higher rate. East of Fort William they are not allowed 
to include any fourth class commodity but dried fruits in a fifth 
class car. In a car of 24,000 lbs. which contains, say 2,000 Ibs. 
of dried fruits, they pay c. 1. rates for the 22,000 lbs. and 1. c. 1. 
for 2,000 lbs. extra. They stated they could never see any reason 
for a difference in the rate on apples and other dried fruits. 
Mr. Ransom said the rule was the same as in other lines of 
freight; if you mix third class stuff with fifth you cannot get a 
fifth rate. 

Mr. Eby said the relative percentages that freight rates bear 
on dried fruits were much higher than other commodities taking 
second and fourth. Fresh fruits are carried cheaper than dried. 
Apples and pears take fifth, while there is a special commodity 
rate on other fresh fruits with a 20,000 pound minimum at 
fourth. When dried fruits were getting second and fourth they 
were practically a luxury in Canada and the volume was small. 
They are now one of the five largest commodities distributed. 
Dried and evaporated apples and vegetables have been carried 
at third and fifth. The carriers argued against admitting other 
dried fruits on the same basis because dried apples and vege- 
tables were made from cheap products. That was no longer 
true. The percentage of traffic on the total tonnage of dried 
fruits in 1910 was 10 per cent apples. It is now below 2 per 
cent. In vegetables it was one-half of 1 per cent; now it is nil. 
Dried fruits are non-perishable and need no special equipment 
for handling. Damage claims are practically nil. In the first 
issue of the Canadian classification, dried fruits were second 
and fourth on currants, prunes and raisins. In barrels they 
were third and fifth. This has been eliminated. In the official 
and western classifications, dried fruits get third, 1. c. 1, with 
the exception of figs and dates. Mr. Eby said the grocers asked 
third 1. c. l. and fifth c. 1. on dried fruits generally. 

With regard to salt, he said, the rate proposed was tenth 
in carloads with a minimum of 36,000 pounds, and 5th with a 
minimum of 30,000. This spread between tenth and fifth of 
6,000 pounds was too great, and as it is moved from the factory 
to shipping centers with a commodity of 40,000 they think, to 
enable the retailer to include a few barrels of salt in his grocery 


car in Many instances to make the minimum of 24,000 he 
should get fifth. 


They asked that tobacco be not put in first class, but on 
the same basis as two or more caddies strapped together--- 
viz., third, and that chloride of lime should go on a 24,000 min- 
imum as very little is shipped and the 30,000 minimum which 
is in the classification would raise the whole car up to that 
figure. Epsom salt should be included in the grocery list with 
a 30,000 minimum. With regard to Rule 7, they asked that 
provision be made in this rule whereby if a shipper orders a 
36,000 pound car and a 40,000 is placed, he will have the priv- 
ilege of shipping his goods at the minimum weight applicable 
on the smaller car. It was pointed out that many of the can- 
neries are located at small points, particularly on the Pere 
Marquette, Michigan Central, and Wabash lines, where they 
have to depend on way freights for cars. The above three 
roads use the larger cars. Rule 34 of the Consolidated classi- 
fication says that when a shipper orders a car and a longer one 
is sent, the minimum weight will be that fixed for the car or- 
dered, except when loading to capacity of the car is used. 

Messrs. Ransom and Lanigan dealt with these various mat- 
ters. The latter said that chloride and Epsom salts were 
shipped in large quantities to the chemical trade, and any min- 
imum put on for the grocery trade would have to apply to both. 
The carriers were now getting 30,000 on Epsom salts and 36,000 
on chloride of lime, and they would thus have to reduce both 
to 24,000; that is, reduce 99 per cent of the traffic to a basis of 
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24,000 to take care of the one per cent which the grocery trade 
furnished. The same principle affected other articles. such as 
clothes lines, which are included in wire and cordage. Here 
the entire cordage list of the railways would be affected. 

With regard to dried fruits, Mr. Ransom said the ratings 
in the final classification were the same as they have been for 
years; that is, fourth class carloads, with the exception of dates 
and figs in glass which are third class carloads. They are ask. 
ing for third class lel. ratings. The fact that the value of 
dried apples had gone up so that it equalled the rates on other 
dried fruits was no argument why the other dried fruits should 
be brought down to the ratings that apply on the dried apples, 
These fruits are all produced in the United States, and he 
could not see why they should take a lower rating here than 
there. 

“The product of a foreign country, displacing one of our 
own, does not merit the same consideration we would give to 
the product of a Canadian farm,” said Mr. Lanigan. “I do not 
think there is any reason why we, as Canadian carriers, should 
be asked to carry these articles in Canada at a lower classifi- 
cation than in the country where they are produced and ip 
which they move in much larger volume than we can ever hope 
to obtain in Canada.” 


Mr. Ransom explained that, with regard to Rule 7, in the 
present classification there was no rule whereby heavy maie- 
rials would take the minimum load regardless of the length of 
the car used. Under the new classification, if there is a 50 foot 
car put in for loading chemicals or something of that kind, it 
does not change the minimum, but it does in commodities where 
a large car is of some extra value to the shipper who uses it. 
“If the shipper uses the larger car to capacity,” he said, “we 
get a longer car minimum; but if the railway has a car on its 
register of the type called for, and supplies a longer car, then 
the latter could be used at the minimum attaching to the shorter 
car. In the new classification, 97 per cent of the troubles of 
the grocers will be overcome, as the increased minimum is con- 
fined to such commodities as get value from the extra space, 
and he is not penalized unless he uses it. 

Mr. Ransom agreed that Epsom salts might get the same 
minimum and the same rating as in the chemical list, fifth 
class, 30,000 pounds. 

The Amherst Foundry Company, Amherst, N. S., asked the 
right to ship any of the following articles in mixed car-loads to 
points west of Fort William so as to be on the same basis as 
distributing houses in that territory: Bath tubs, bases and 
feet, cast iron enameled, in boxes or crates. Mr. Ransom 
pointed out that what they really wanted was to ship mixed 
cars of plumbing goods, including baths, etc., at the highest 
minimum under the rules of the classification, which is 24,000. 
He said there was so much opposition to this principle that the 
committee had decided to be neutral and leave the tariff as 
it is. 

Vinegar manufacturers protested against raising the classi- 
fication on returned empty barrels from fourth to third, l.c.l., 
because of the large proportion which the freight bears to the 
value of the product; because it is the easiest possible freight 
to handle “practically supplying its own motive power”; because 
losses are negligible. Mr. Ransom said it was bad freight to 
handle as the barrels were never properly drained. The only 
barréls they propose to return at third are iron and steel 
barrels. 


The Toronto Asphalt Roofing Company protested against 
raising the minimum on carload lots of asphalt roofing from 
24,000 to 30,000. It said it would tend to bring the business into 
the hands of the large and away from the small dealers. It 
was a new company competing with old concerns that had 
been built up on the 24,000 minimum. It pointed out that wood 
shingles, slates, building and tar paper, and asphalt saturated 
felts get fourth, 1. c. 1]. up to tenth in cars, and asphalt roofing, 
not having been so favored, was entitled to what it asked. If 
the minimum should be raised, it contended that asphalt roof- 
ing, 1. c. 1. should get fourth, which now obtains in wooden 
shingles, tar products, and asphalt saturated felts. It pointed 
out that the proposed increase would cause more freight to 
go by auto trucks. 

The assistant commissioner questioned the company closely 
on this point, and was told that it shipped by trucks to To- 
ronto, 25 per cent of its product, as it is cheaper. It ships 
by truck as far as Brantford, 65 miles. 

The Retail Merchants’ Association also registered objec- 
tions. 

Mr. Lanigan pointed out that the standard car holds 40 
tons, so 24,000 pounds would be only about 30 per cent of its 
capacity, while 24,000 pounds of wooden shingles would fill a 
car. The railway companies should not be penalized. The 
minimum of metallic shingles was 36,000, which was also a 
factor. He said the other manufacturers of roofing were sat- 
isfied with the 30,000 minimum. Mr. Lanigan’s statement re- 
garding 80,000-pound cars being questioned, Mr. Watson, rep- 
resenting the Canadian National, said that out of 20,000 freight 
cars, they had not more than 200 40,000-pound cars. 
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Mr. Ransom stated that the committee had met the manu- 
facturers of roofing from Montreal and other places, who 
accepted the 30,000 minimum with the understanding that 10 
per cent of the total weight in cement, nails and caps, go in 
with the roofing. Nails are 36,000 minimum. 

On the complaint of Boxboard Products, Ltd., London, Ont., 
regarding ratings on “egg-case fillers, flats and excelsior pads,” 
it was settled that they should get the same rating and c. 1. 
minimum as at present not only in the east, but in the north- 
west, although this is now confined to territory east of Port 
rthur. 

" Cornwall, Oilcloths, Ltd., objected to the classification of 
china clay in bags. The old rating was third and fifth, with 
no distinction between ground and lump, although the former 
is worth three or four times as much a ton. The matter was 
settled by continuing the present rating on china cloy, ground 
or powdered, and providing an item for lump crude clay, fourth, 
1. ¢. 1, and tenth, c. 1, with minimum of 40,000. 

The Rubber Association of Canada asked that sheet rubber 
floor covering in burlapped rolls be made the same rate as 
linoleum, which is third 1. c. 1. and and fifth c. 1. The present 
rates for rubber are second and fourth. Their claim for the 
change is based on the fact that their product is in competition 
with linoleum, and is more profitable to the carrier from its 
greater weight. The linoleum people said they did not object, 
so long as their rating was not raised, but they filed prices to 
show that there was no competition between the two, as the 
price of linoleum was about half that of rubber. 

Canadian broom manufacturers opposed the change of broom 
corn from fifth class with a 20,000 lbs. minimum to fourth and 
16,000. They agreed to an 18,000 minimum, the same as in the 
United States, provided the classification were not changed. Mr. 
Ransom said broom corn could not be loaded on the cars higher 
than the minimum proposed, and it all came from the United 
States. He said they were using Canadian fifth to manipulate 
the shipments by getting the fifth from Toronto and sending it 
on to some broom corn plant, rather than paying the full rate 
from Kansas City to that point. . 

Stove manufacturers making electric ranges claimed that 
they should be classified as stoves and take the same rate, 
third and fifth. The classification makes them second and fourth. 
Some of them also asked for the privilege of mixing west of 
Port Arthur, on fourth, if necessary. A representative of the 
Canada General Electric Company said that, in an electric range, 
at a price of $172.00, $104.24 belonged to the electric industry. 
He said the large concerns were willing to have electric ranges 
put on both the stove and electrical lists at the same rating, 
but this would hurt the smaller ‘electrical people, as they could 
not ship a whole electric car having nothing to mix with the 
ranges. The statement was made that 4,700 electric ranges had 
been shipped to Winnipeg in the last six months. 

The claim of the stove men was that a stove was a stove, no 
matter what fuel was used. Mr. Ransom said that to put them 
on both lists would be satisfactory. 

The last matter considered was the rating on baskets. The 
present classification on all baskets is c. 1, tenth, and the 
railways propose to raise this to seventh, or leave it at tenth 
and raise the minimum on 36 foot cars from 20,000 to 30,000 Ibs. 

“The reason for the change seems to be that the railways 
need the money,” commented Commissioner Oliver. 

Mr. Lanigan replied that this was not so. The classification 
on sand, gavel, ete., is tenth, with load to the capacity of the 
car. The minimum on lumber from British Columbia is 50,000 
lbs.; gravel is from 80,000 to 100,000. Taking the same rate 
and applying it to those classes in one case, they would get 
less than one-third the revenue from the other. Commissioner 
Oliver argued that baskets were necessary for carrying on the 
trade of the country in perishable products. They were an 
economic waste in themselves, except for the value they gave 
to the article they contain, and out of which the railway gets its 
revenue. The low price at which it is carried is with a view 
to assisting traffic. 

“Tt costs 20 cents a mile to haul a loaded car,” replied Mr. 
Lanigan. “On, say 2,280 miles, the average cost would be 
$456.00, and the revenue on the carriage of baskets would. be 
$307.00. We tried to get the people together, who are interested 
in the carriage of goods, and see how far we could make a 
classification that would be consistent, so far as the commerce 
of the country permitted it to be, which would give the railways 
a proper revenue, and give the shippers all the advantages pos- 
sible. If this shipper would confine his meat-basket business 
to another company, I would send him a Christmas card; but of 
course we have to take the lean with the fat. But I think that 
is as far as we should be expected to go.” 


CANADIAN CAR LOADING 


Car loadings in Canada for the week ended December 6 
aggregated 60,915 cars, a decrease of 4,036 cars from the previ- 
ous week, but a slight increase over the corresponding week in 
1923. Navigation is about closed on the St. Lawrence and the 
Lakes, and is not being offset by much coal movement. Mer- 
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chandise and miscellaneous freight also showed small declines. 
Grain was lighter than last year by 4,379 cars, but the loss was 


more than made up by gains in pulp-wood, live stock, coal, lum- 
ber and merchandise. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


TOTAL FOR CANADA 


-—For the Week Ended— 
Dec. 6 Nov. 29, Dec. 8, 












































Commodity 1924 1924 
Grain and Grain Products............... 12,991 15,229 17370 
NED: 5504-05546 sanine og sens eNuesheesas 3,521 2,98 ,963 
| RR ere eve ar hens reese 7,404 7,831 5,875 
ME ela nines Garcaeie ep ownsietawomaincks pexeue 336 375 
BIN svcd mae sinenedewnededeeekicsbe ee sees 3,425 3,664 3,069 
ED | Laie nia ee vine o ov bat eEwMOEh oeieee 1,501 1,550 1,379 
ai 3, SS re 1,836 2,089 1,976 
Other Forest Products...... pipicigia weenie 2,403 2,4 2,377 
CEL Acubniend eae hans bees SanmieSceeseoeean se 1,178 1,135 755 
eke oe, ae Oe ae ee 15,257 15,612 14,415 
UU gos cc ur ccubulccesewseeseteute 11,063 12,075 10,254 
POC Care EMORE snc cicincccivesecsevcs 60,915 64,951 60,645 
Total Cars Received from Connections 30,980 31,334 31,666 
Cumulative Totals to Date—1924........ 2,765,967 
Cumulative Totals to Date—1923........ 2,697,269 
EASTERN CANADA 
Grain and Grain Products.............0.. 4,193 3,744 3,917 
Re rer er te 1,525 1,350 1,281 
RE» aac a car onniatare Wak acai arate elec hae Rarwiaed 2,730 2,782 2,469 
BNE sara chee acerccasatreid Win largie waco asavarlala eins a ee uunt 270 317 172 
PE. viet ioe secSregeneeneeenneaeweencen 2,599 2,846 2,188 
Cy a ee re ree 1,434 1,506 1,352 
eo kk. Be eer ee ee ree 1,681 1,910 1,879 
we i en 1,138 1,209 1,005 
MN Sak grein s satus odie ON bie Nia Ke'o Urs ain Sewieies 691 56 574 
OIPENNNE.. Ts, Gy Dav iccicicesscasosviewecwss 11,274 11,471 10,678 
PE EE SR re ee J 9,436 8,327 
TOCRE Came TOWNE. 266 ccseccsccvcesves 36,231 37,135 33,842 
Total Cars Received from Connections 27,890 27,736 28,910 
WESTERN CANADA 
Grain and Grain Products..........ssceee 8,798 11,485 13,453 
2, See ea See ao 1,996 1,632 ,682 
MEE A ae cae sede cnetse cbeeehuweseteoseouets 4,674 5,049 3,406 
Se ie-wuisciso Caweh owes oeeeweeweuetninea 66 58 
PB kati nwa niteqaadenswineeeligaisceeueraees 826 818 881 
EEE cae nbwiiwaauaiaesa sew ebwicick exe 67 44 27 
I so ie nace nincioneeruosbawese 155 179 97 
Eee DOCGK PYOGWOlSs ...cccccscccsccces 1,265 1,200 1,372 
PUNE cies 400 pn ee od aw'blerwm ss quae ob bles 487 571 181 
po ae eo Eee ere 3,983 4,141 3,737 
RR re rr ore 2,367 2,639 : 
I CN BA o 66 oiciewewecininss 24,684 27,816 26,803 











Total Cars Received from Connections 3,090 3,598 2,756 


MARITIME POLICIES 


The Trafic World Ottawa Bureau 


In an address before the Halifax Board of Trade this week 
Sir Henry Thornton made some statements regarding the policy 
of the Canadian National Railways as regards the maritime 
provinces and their demands. The new grain elevator, he said, 
would be ready for the 1925 business. Some of his hearers 
asked what assurance there was that there would be grain traffic 
for the elevator after it was built, and suggested that, if grain 
was still to be shipped via Portland, the expenditure at Halifax 
might not be warranted. Sir Henry said he would like to see 
every bushel of grain produced in Canada find its way out by 
way of Canadian ports, but there was the further question of 
whether the Canadian National was to be operated on a basis 
with the end of reducing the annual deficits, which was a matter 
which could only be ‘settled by the Canadian people through 
their representatives in Parliament. 

“J am the servant of the people of Canada,” he said, “and 
must listen attentively to and follow the wishes of their rep- 
resentatives. If you say the railway is to be operated for de- 
velopment purposes, I need not worry about deficits, but let 
them take care of themselves. A difficulty of my task is trying 
to = both things, and the task at times becomes almost intol- 
erable.” 

“With regard to the necessity of the elevator, he said the 
one now at the port was not such as would attract business, 
but he felt that a modern one would do so. 

The question of the shipment of grain through Portland was 
a delicate one. It was more or less of an international problem, 
and he urged his hearers that, in considering it, they should 
not forget the helping hand extended by the people of New 
England at the time of the 1917 explosion in Halifax. 

Another statement made by Sir Henry was with regard to 
the south end terminals at Halifax. Ten or twelve years ago 
a large scheme of port development was undertaken at Halifax. 
It involved changing the terminals from the north to the south 
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end of the city, and contemplated an expenditure of thirty-five 
or forty million dollars. Less than half of this had been laid 
out when the war came. Since that time, the work has been 
stopped, and the scheme left in an unfinished condition. In 
the opinion of many, it was a mistaken plan, and it seemed 
doubtful if the additional expenditure would be justified. Sir 
Henry stated, however, that he thought the original plans should 
be carried out, although he could not state definitely that it 
would be done, nor when the work would be renewed. In the 
meantime, the old terminals at the north end of the city are 
being more used than the new. 

The proposal to build this Halifax elevator is being criti- 
cized from Montreal, where it is urged that the government 
should first decide on a policy in respect to routing traffic over 
the National Railway. If Portland is not to be abandoned, it 
is argued, then the cost of the Halifax elevator is a waste of 
money. Rates must be brought below the cost of carrying grain 
to Portland if there is any business to go to Halifax. 


ST. LAWRENCE PROJECT 


The Traffic World Ottawa Bureau 


An agreement has been reached between the technical offi- 
cers representing Canada and the United States on the joint 
engineering board considering the St. Lawrence waterways 
project, and it is expected that, as a result, the examination of 
the whole project from an engineering standpoint soon will be 
actively under way. The terms of reference will go to the 
national advisory committee of each country, to be reported on 
by them to their respective governments. The proposal now 
embraces the examination of a project extending from the up- 
per lakes to tide-water and from the standpoint of both power 
and navigation. Canada has, it is understood, endeavored to 
confine the terms of reference to such questions as had an 
actual bearing on the St. Lawrence problem, and urged the tak- 
‘ ing into consideration of the effects of the Chicago diversion 
on the Great Lakes-St. Lawrence watershed. The officials of 
the United States then countered with a demand that the effect 
of the diversion from Lake Erie at Niagara should also be con- 
sidered. While Canada holds that this does not come within 
the scope of the present inquiry, it is understood she will not 
oppose a reconsideration of the situation there as provided in 
the waterways treaty of 1909, but considers that there should 
be no distraction from the present task which has to do pri- 
marily with the through deep waterway. The present agree- 
ment marks the conclusion of negotiations extending over sev- 
eral months. 


CROW’S NEST PASS RATES 


The Trafic World Ottawa Bureau 


The appeal of the Prairie Provinces against the judgment 
of the Railway Commission upsetting the Crow’s Nest Pass 
agreement will probably not be heard by the Supreme Court 
until the February sittings. The government has made no 
answer to the case recently presented before it, but the feeling 
is growing that the Crow’s Nest agreement may be reestablished 
pending a decision by the Supreme Court on the legality of the 
action of the Railway Board. 

The appeal of the Province of Manitoba to the Supreme 
Court against the abrogation by the Railway Commission in 1917 
of the 1900 agreement between Manitoba and the Great Northern 
Railway will probably be heard soon. The hearing of this 
appeal and the decision given may have a certain bearing on the 
Crow appeal. Under the Manitoba agreement the premier of 
that province guaraateed a bond issue to the railway company 
in return for which the railway gave a special low rate on wheat, 
to Fort William. This rate, which was lower than that under 
the Crow’s Nest agreement, finally became general. In 1917,, the 
Railway Commission, when asked to relieve the railways from 
binding agrements of this sort, declared that they could do so 
with respect to the Manitoba rate case, which had not been 
ratified by the federal Parliament, but not with the Crow’s Nest 
agreement, which Parliament had ratified. The latter was, 
therefore, suspended under the War Measures Act, but the sus- 
pense was lately removed. Appeal was then taken by Manitoba 
with respect to the board’s action on the Manitoba agreement. 


CANADIAN BOARD RULINGS 


Recent decisions by the Board of Railway Commissioners 
are as follows: 

The Montreal and Southern Counties Railway is authorized 
to open for traffic that portion of its railway from a point near 
Main Street, in the township of Granby, Quebec, to a connec- 
tion with the track of the Central Vermont Railway in the 
town of Granby, a distance of 1.33 miles. 

The Canadian National Railways received permission to 
operate on the railway sidings constructed by the Toronto Har- 
bor Commission to serve the Dominion Tar and Chemical Com- 
pany, Toronto. 
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The Canadian Pacific obtains an order amending order No 
4843, dated March 19, 1908, and apportioning the cost of main. 
tenance of crossings of the Toronto Suburban Railway over 
the lines of the Canadian National and Canadian Pacific on g¢. 
Clair avenue, Toronto, the cost to be borne equally between 
the city and the railways. 

The town of Stamford, Ontario, is authorized to build a 
crossing over the Niagara, St. Catherines and Toronto Railway 
on Fourth avenue, Stamford, at its own expense. 

The board grants the application of the Edmonton, Dunve. 
gan and British Columbia Railway for authority to open its 
Grande Prairie branch, from mileage 50.19 to mileage 65.42, at 
a speed of not over 18 miles per hours. 

Order 35842 amending order 35749 of November 4, 1924, 
grants authority to the Canadian National Railways to build 
across highways on its Dunblane Southerly branch. 

The Edmonton, Dunvegan and British Columbia Railway is 
allowed to operate its trains from mileage 287 to mileage 307. 

The board approves the application of the Chatham, Wal- 
laceburg and Lake Erie Railway Company to issue tariffs of 
tolls for passengers and freight. 

In the matter of the Canadian National’s application for the 
authority to open for the carriage of traffic, 22.4 miles of its 
Peebles Southerly branch and the west leg of the wye at the 
junction with its Glenavon subdivision, the board has ordered 
that such authority be granted, provided the speed of trains 
operating over the new lines does not exceed 20 miles an hour. 


CANADIAN MERCHANT MARINE 

The winter schedule issued by the Canadian Government 
Merchant Marine shows that 43 vessels will be employed in 
twelve regular services from St. John, Halifax and Vancouver. 
A new departure is the inauguration in January of separate and 
distinct monthly sailings direct between Halifax and New 
Zealand and between Halifax and Australia. In announcing the 
increased service to the antipodes, the management says present 
trade conditions and the demand by shippers for better 
facilities are the reasons for the move. It is expected that the 
new trade treaty with Australia will have the effect of increasing 
traffic. Vessels of 10,500 and 8,400 tons will be used in the 
service. 

A further new departure will be a new service between 
Vancouver, London and Antwerp, via the Panama Canal, vessebs 
of 8,400 tons being used in a service every five weeks, the first 
sailing being December 27. The fortnightly service to London 
and Antwerp will be changed to a ten day service, returning 
direct from Antwerp instead of via London. Regular services 
to Walew, West Indies, British Columbia, the Orient, Australia 
and the United Kingdom will be continued. It is stated that 
Oriental cargo for eastern Canada, which was previously re- 
quired to move via United States ports, is now coming direct 
to Canadian ports in increased volume and that satisfactory 
support is being given the intercoastal and Oriental services 
inaugurated from Montreal last May. The passenger gervice 
from Halifax to Bermuda, West Indies, and South America has 
been growing in popularity and will be maintained. 


CANADIAN GRAIN MOVEMENT 


Estimates of wheat in the hands of western Canadian farm- 
ers at the end of November indicate that the railways will not 
have much grain to move after the end of February. It is 
stated that the amount to be moved after December 1, this 
year, is over 55,000,000 bushels less than last year. In the 
early months of last year the railways got away to a good start, 
but, with the reduced grain figures and little sign of any in- 
crease in the general movement of freight, the first four or 
five months of the coming year are not considered likely to 
be satisfactory. It is suggested that this will have an impor- 
tant bearing on the decision regarding the matter of freight 
rates. The railways always claimed that, if the Crow’s Nest 
rates were returned to, they would have combined decreases in 
earnings of ten or fifteen million dollars. This fear was not 
realized in the first two years after the rates were returned 
to, but the railways said this was due to the fact that those 
years were marked by the two heaviest crops in Canada’s his- 
tory. This year the case is different. The crop is light and 
there will be little or nothing in it for the railways, particularly 
if it is hauled on the basis of the Crow’s Nest rates. 





CANADIAN CANAL STATISTICS 


A summary of canal statistics for November shows that 
total traffic through the Canadian and United States locks of 
the Sault Ste. Marie Canal, compared with November, 1923, 
showed a decrease of 4,080,371 tons, or 38 per cent. Wheat ship- 
ments fell off 14,550,066 bushels, but other grains increased 10,- 
402,417 bushels. Iron ore decreased 3,391,144 tons and soft coal 
369,937 tons. For the season of navigation to November 30, 
13,078,593 bushels passed through the canal in excess of last 
year. In the Welland Canal there was a decrease of 878,800 
bushels of wheat, but there were increases in oats, oil, iron and 
steel, and ores, while coal fell off slightly. Since the opening 
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of navigation 99,724,660 bushels of wheat have passed down the 
canal, aS against 63,587,860 for the same period last year, or an 
increase Of over 50 per cent. On the St. Lawrence canals there 
was an increase in total traffic for the season of 21 per cent, 
mainly in wheat. Wheat shipments aggregated 99,207,960 bush- 
els, as against 62,614,560 in 1923. Pulpwood increased by 118,- 
473 tons, While coal declined 150,520 for anthracite and 37,287 for 
pituminous. 


POTATOES FOR EXPORT 


Officials representing the C. P. R. and C. N. R., together 
with R. L. Wheeler, transportation specialist of the Canadian 
government, met the potato growers of New Brunswick this week 
to investigate transportation difficulties incident to the business 
of shipping potatoes for export. The main grievance of the 
shippers was that equipment was not satisfactory for winter 
shipments. At present they have to heat all cars and provide 
firemen. They say it is almost impossible to get men to take 
the long trips entailed, sometimes five days and nights. They 
are paying the same rate as fruit shippers and say they are not 
getting equal service. 

The railways promised to equip 100 cars with solid bottoms 
over the slats to take care of bulk potatoes, which will take 
care of Shipments to Montreal and Toronto, and to transport po- 
tatoes in bags for western points in fruit cars pre-heated before 
shipping, at the expense of the shippers. 


CANADIAN RAILWAY ACCIDENTS 


There were 283 accidents reported on Canadian railways 
during November, according to a return issued by the Board of 
Railway Commissioners. There were 38 killed and 292 injured. 
Of the killed, eight were passengers, six employes, and 24 other 
persons. Of the injured, 32 were passengers, 220 employes, and 
40 others. Out of 25 accidents, autos were involved in 19, seven 
persons being killed and 23 injured. Twelve of the crossing 
accidents occurred at unprotected points. 


CANADIAN SURCHARGE 


Regulations governing the assessment of freight shipments 
from Canada to the United States in the closing days of 1924 
show a different story from that for the same period a year 
ago, when a sharp adverse exchange was obtained on prepaid 
Canadian traffic. The rate of exchange on freight shipments 
from December fifteenth to thirty-first will be 11-16ths of one 
per cent premium. There will be no surcharge on freight traffic. 
The rate of surcharge on international passenger traffic will 
be based on one per cent exchange. 


COAL PRODUCTION AND SHIPMENT 


“Recovering from the effects of the Thanksgiving celebra- 
tion, the production of soft coal reached a total of 10,612,000 
tons in the first week of December, a substantial increase over 
the record of the holiday week,” says the Geological Survey 


ve its current coal production report which continues in part as 
ollows: 


The production of anthracite showed recovery from the effects 
of the Thanksgiving holiday, but was somewhat curtailed by local 
strikes. The principal anthracite carriers reported loading 34,690 
cars, and on that basis it is estimated that the total output in the 
week ended December 6 was 1,814,000 net tons. Compared with the 
most recent full-time-week—that ended November 22—this was a de- 
crease of 13,000 tons. Despite the curtailment, the present weekiy 
rate of output compares favorably with that prevailing at the cor- 
responding date of other recent years. 

_ The all-rail movement into eastern New York and New England 

failed to maintain the gain of the last week of November, and fell 
back sharply in the week ended December 6. Reports to the Amer- 
ican Railway Association from the carriers serving that territory 
show that 2,853 cars of bituminous ceal and 2,741 cars of anthracite 
were forwarded across the Hudson. Comparison with the week before 
shows decreases of 323 and _ 1,007 cars, respectively. At present, 
bituminous coal is moving to New England by rail at about the same 
rate as that prevailing a. year ago, and the anthracite movement is 
at a rate about 24 per cent lower. 
_ Dumpings of soft coal at Hampton Roads increased sharply in the 
first week of December. Reports courteously furnished by the three 
railroads with piers at that port show that 463,332 net tons were 
handled, an increase of 102,432 tons, or 28 per cent. The principal 
factor — to the improvement was an increase of 74,448 tons 
in exports and of 16,412 tons in foreign bunker coal. Cargoes con- 
signed to New England increased slightly. 

The movement of bituminous coal through the Atlantic coal ports 
declined to 2,704,769 net tons in November, as against 2,932,927 tons 
in October. This decrease of 228,158 tons was doubtless largely due 
to the fewer days in November and to the observance of holidays. 
There were no significant changes in shipments to any branch of 
the trade, and all except the ‘‘inside capes’’ tonnage showed small 
decreases. Cargoes consigned to New England amounted to 1,056,930 
tons and exports totaled 248,153 tons, against 1,142,821 and 286,430 tons 
in October, respectively. : . 

The following table (omitted), which summarizes the tidewater 
movement during the first 11 months of 1924, shows that the total 
handled was 30,066,842 net tons. Compared with the correspond- 
ing period of 1923, this was a decrease of 14 per cent, and with the 
record year 1920, a decrease of nearly 40 per cent. In fact, the 
records show that 1924 now stands below all other years since the 
beginning of the world war except 1922, when tidewater business 
was greatly curtailed by the miners’ strike. ' 

The movement of bituminous coal via the Lakes continued 
throughout the week ended December 7, but in greatly diminished 
volume. According to the Ore and Coal Exchange, 313,629 net tons 
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were dumped at the lower Lake Erie ports, a decrease of nearly 50 
per cent. Of the total dumpings, 303,534 tons were cargo coal and 
10,095 tons were vessel fuel. In the corresponding week last season, 
dumpings fotaled 116,726 tons. 

Cumulative dumpings of cargo coal in 1924 to December 7 stood 
at 22,873,927 tons, a decrease of a little less than 2 per cent from 
the average for the four preceding years. 

The last cargo of anthracite to be shipped up the Lakes this 
season cleared from Buffalo on December 6. Shipments from Buffalo 
and Erie during the first week of December totaled 34,444 net tons. 

Shipments for the season stand at 3,094,092 tons, as against 
3,513,939 tons in 1923, a decrease of 1.2 per cent. In comparison with 
other recent seasons, 1924 was approximately 124 per cent ahead of 
1922, 27 per cent behind 1921, and 23 per cent behind 1920. 

Reports courteously submitted by the U. S. Engineer Officer at 
Duluth-Superior, show that 1,276,224 net tons of coal were unloaded 
at that port in November. Of the total quantity handled, 87,434 tons 
were hard coal and 1,188,790 tons were soft coal, increases of 41,686 
and 37,705 tons. Hard coal receipts were nearly 60 per cent less 
than in November, 1923, and soft coal receipts were 18 per cent less. 

Cumulative receipts of hard coal during 1924 to November 30 
stood at 1,264,705 tons, the lowest figure on record for such periods, 
excepting only 1922, when the supply of anthracite was interrupted 
by the miners’ strike. The total soft coal receipts during the same 
period totaled 8,716,158 tons. Compared with 1923, this was a de- 
crease of about a third, and with 1921 a decrease of 10 per cent. 
The record of the present season, however, stands far ahead of that 
of 1922, and exceeds that of 1920 by 6 per cent. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of spinach, lettuce and mixed vegetables in- 
creased the week ended December 13, but decreases for other 
products reduced the week’s total output to 12,940 cars, accord- 
ing to the weekly report of the Bureau of Agricultural Eco- 
nomics of the Department of Agriculture. The totals from the 
weekly summary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 


Dec. Nov. 30- Dec.. This Sea- Last Sea- Total 














7-13, Dec. 6, 9-15, son to son to Last 
1924 1924 1923 Dec. 13 Dec. 15 Season 
Apples (Western States): 
ene 1,042 1,274 1,160 33,541 46,589 63,036 
Apples (Eastern States): 
re 784 974 926 44,637 59,317 75,067 
Cauliflower: 
ce 142 123 75 *1,574 1,456 *4,242 
Cabbage (Old Crop): 
2a 655 *775 627 *34,651 31,045 37,013 
Cabbage (New Crop): 
. | nea 13 *10 14 *30 41 *34,651 
Celery: 
EL dé. ese-s'ecare 701 *704 685 *14,466 13,524 *16,983 
Grapefruit: 
| ee 572 504 351 *5,212 6,073 *19,991 
Lemons: 
ME aceenieewe 166 219 156 2,106 1,986 *12,455 
Lettuce: 
i 757 642 652 4,608 3,583 *38,699 
Mixed Citrus Fruits: 
oo ee 163 130 se 690 aad #4,681 
Mixed Vegetables: 
PEE. .visio-wsninie 487 *352 421 *27,253 23,171 23,913 
Onions: 
re 482 502 490 *21,883 20,817 29,479 
Oranges: 
ere 2,777 2,937 3,119 13,578 18,010 *77,684 
Peppers: 
eer 15 38 37 *959 1,235 2,536 
Spinach: 
re 280 *145 193 *1,214 1,335 7,514 
String Beans: 
ae 9 8 39 85 154 4,996 
Sweet Potatoes: 
eer 416 *496 482 *10,397 10,826 *13,946 
Tomatoes (Old Crop): 
: ree 17 21 14 *25,858 23,963 24,234 
Tomatoes (New Crop): 
ne ee 7 2 7 21 17 25,858 
Summary Potatoes: 
Leading Sec- 
tions, Late 
ae 3,383 3,711 2,848 80,307 94,043 193,426 
Other Sections, 
Late Crop. 65 44 31 17,395 13,513 15,117 
Early Crop ... 6 1 0 49,807 33,319 33,391 
Total. ..0<< 3,454 *3,756 2,879  *147,509 140,875 *241,934 
Imports Canada .. 0 1 4 34 26 33 





** Unavailable. 


LUMBER SHIPMENTS 


A summary of telegraphic reports received by the National 
Lumber Manufacturers’ Association from 374 of the larger soft 
wood commercial saw mills of the country for the week ending 
December 13, as compared with 389 mills for the previous week, 
indicates a sound condition in the lumber industry, according 
to the association. Shipments decreased slightly. Orders (new 
business) are keeping pace with production. New business for 
last week shows an increase over the preceding week with 15 
fewer mills reporting. There was also an increase in new busi- 
ness (nearly 17 per cent) over the same week of last year, with 
15 fewer mills reporting. 

The unfilled orders of 251 Southern Pine and West Coast 
mills were 695,096,886 feet, as against 658,618,151 feet for 251 
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mills the week before. Separately, the Southern Pine group, 
131 mills, reported unfilled orders as 262,789,417 feet, com- 
pared with 257,388,615 feet for the same number of mills the 
previous week; 120 West Coast mills had unfilled orders amount- 
ing to 432,307,469 feet, as against 401,229,536 feet for 118 mills 
a week earlier. 

Altogether the 374 comparably reporting mills had ship- 
ments 107 per cent and orders 121 per cent of actual produc- 
tion. For the Southern Pine mills these percentages were re- 
spectively 107 and 114; and for the West Coast mills 99 and 119. 

Of the comparably reporting mills, 347 (having a normal 
production for the week of 216,977,642 feet) reported production 
99 per cent of normal, shipments 105 per cent, and orders 117 
per cent thereof. 

The following table compares the national lumber move- 


ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding WK., 


Past Week Week, 1923 1924 (Revised) 
DEE. -cccvnvcnnnevechee 374 389 389 
Production ....cccceces 223,895,108 231,546,041 222,016,118 
a ee 240,621,350 202,112,212 242,652,931 
Orders (New Bus.).. 270,421,765 231,664,591 261,791,404 


The following figures compare the lumber movement for 
the first fifty weeks of 1924 with the same period of 1923: 


Production Shipment Orders 
Deed. wravertvssreeces 11,676,181,413 11,626,732,673 11,498,395,754 
BOGE veniescscontencond 12,347,897,591 12,154,390,063 11,634,169,419 
1924 Decrease ....... 671,716,178 527,657,390 135,773,665 


The mills of the California White & Sugar Pine Association 
make weekly reports, but for a considerable period they were 
not comparable in respect to orders with those of other mills. 
Consequently, the former are not represented in any of the 
foregoing figures. Nine of these mills reported a cut of 2,746,000 
feet last week, shipments 6,948,000 feet, and orders 6,067,000. 


The reported cut represents 20 per cent of the total of the Cali- 
fornia Pine region. 


CRUSHED STONE RATES 


Hearing was held before Examiner Knowlton, at Chicago, 
December 13, in Docket 16038, A. W. Taylor, La Porte, Ind., 
against the Nickel Plate, involving the rate on crushed stone to 
Stillwell and Kankakee, Ind., from the Chicago switching dis- 
trict. 

A. W. Taylor testified that the shipments took place in the 
summer season of 1923 and moved on a rate of $1.01, while the 
rate to Michigan City, a comparable destination, was 95 cents. 
It had been, he said, his impression that the rate was to have 
been 95 cents to Stillwell and Kankakee, since they were in the 
same district. 

John J. Sullivan, who was with the complainant company 
at the time testified that he had understood that the rate would 
be 95 cents. He said that, of the 560 cars shipped, the first 
few of them traveled on the 95-cent rate. 

R. E. Norris, assistant general freight agent for the Nickel 
Plate, testified to the effect ha his line was the circuitous one 
and that the bigger roads from Chicago to the destination ter- 
ritory dictated the rate. He said that, if there were any fourth 
section violations, they were covered by the Commission’s order 
in the matter, No. 3700. 

It was brought out by W. J. Stevenson, counsel for the 
defendant, that the few cars that moved on the 95-cent rate 
were considered as undercharged shipments and that a claim 
for the difference in the rates had been made by the road and 
paid by A. W. Taylor. He said that, irrespective of what the 


understanding of the complainant might be, the legal tariff rate 
had been assessed. 


RE-ICING CHARGES 


It was alleged that an improper rate was charged for re- 
icing of shipments of fresh meat, packing house products, and 
produce, at Howell, Ind., in the hearing of Docket 16426, the 
Swift and Company against the Aberdeen & Rockfish et al., 
before Examiner Knowlton, at Chicago, December 18. The hear- 
ing had been postponed from December 16. 

G. F. Ford, for the complainant, testified that Swift and 
Company and its subsidiaries had forwarded shipments between 
its different plants and destinations in the South and East, 
through Howell, at which point re-icing had been ordered, at a 
charge which the complainant interpreted from the tariffs to 
be $4, except during a brief period when the charge at Evans- 
ville—two miles away—was $4, when the shipments were or- 
dered re-iced at that point. The question was whether the 
Evansville rate should apply to re-icing shipments when they 
were billed to be re-iced at Howell, or whether there was a 
Howell rate to be applied. Mr. Ford introduced copies of the 
tariff pages, endeavoring to show that Evansville and Howell 
were separate stations, and that there was a charge applicable 
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at each, and that the charge that should have been assesseq 
was $4 at Howell, and not $4.50 at Evansville. 

B. F. Morris, for the L. & N., said the two stations were on 
that line, but that they were not separate places, Howell being 
within the corporate and switching limits of Evansville anq 
being treated by the carrier as the same station. He said that 
the L. & N. did not publish rates to and from Howell. 


SAND AND GRAVEL RATES 


Hearing in I. and S. 2283, sand and gravel rates from points 
in Illinois and Wisconsin to destinations in the Chicago switch- 
ing district, was held before Examiner Knowlton, at Chicago, 
December 18. 

F. G. Nethercott, assistant general freight agent of the C. & 
N. W., testified that the tariff under suspension was C. & N. W,, 
I. C. C. 9420, and explained that it provided for an increase in 
the rates from Waukesha and related points to stations between 
Ravenswood and Evanston, of 4 cent, and for a reduction of ¥, 
cent in the rates from Algonquin and related points to the same 
destinations. He described the inner and outer sand and gravel 
producing zones as they were considered by the carriers, and 
said the first group contained Elgin, Algonquin, and Crysial 
Lake, while the second took in Beloit and Janesville. Wan- 
kesha, Kenosha, and related points were not considered in 
either of the zones, he said. It was the intention of the car- 
rier to keep a differential between the two zones of % cent. 

F.. H. Cull, for the Chicago Fire Brick Company, pointed out 
that the application of the tariff would cause irregularities in 
the Chicago district and result in apparent discriminations. He 
entered a number of exhibits, tending to show the unreason- 
ableness of the proposed rates, and said the testimony to be 
offered in this case was pretty well before the Commission in 
I. and SS. 2043, involving sand and gravel rates from and to the 
same points, and heard at Chicago a short time ago. 

J. L. Hodson, for the American Sand and Gravel Company, 
E. J. Wormer, for the Consumers Company, and A. H. Swietert, 
for the Chicago Association of Commerce, followed Mr. Cull and 
substantiated his testimony. It was the position of each that 
when a single line haul was involved into the Chicago district, 
the rate should be the same to all points within the district. 


HEARING ON SAND RATES 


In answering the complainant’s contention of overcharges, 
in the hearing on Docket 16281, Shanks & Gannon Construction 
Comnany against the Big Four et al., before Examiner Knowl- 
ton, at Chicago, December 12, it was contended by the carriers 
that the rates of $1.01 on sand, from Lafayette, Ind., to Hospital, 
Ill., and of $1.09 to Manteno, Ill., were the rates made after 
request by the complainant. 

It was brought out by E. A. Smith, representing the Illinois 
Central, that Shanks & Gannon Company had made its con- 
tracts with the state on a basis that made the state responsible 
for any increase in freight rates—that is, if increases occurred 
in the rate while the company was carrying out a state con- 
tract, the state would stand the increase. However, it was 
also shown that, in event of reductions in the rate, the com- 
plainant would have had to return the difference to the state. 

F. H. Law, assistant general] freight agent for the Illinois 
Central, explained the arrangement that the road had with a 
number of road construction companies. He said that, due to 
the large amount of road work being done in Illinois, the Illinois 
Central had leased convenient space along its right-of-way to 
construction companies that might benefit by such locations, 
both in receiving its materials and in the freight rate. These 
companies were not considered by the road, according to Mr. 
Law, regularly established industries entitled to the reciprocal 
basis of switching. In the instance involved, the reciprocal 
switching rate of $2.70 a car did not apply. There was a charge 
of two cents a hundred, that might have applied, but the Big 
Four would not absorb it. He testified that the rates of $1.01 
to Hospital and of $1.09 to Manteno were established at the 
request of the complainant. 


REPARATION ORDERS 


Supplementing its report of July 23 in No. 13799, Transcon- 
tinental Oil Company vs. M. K. & T. Ry. et al., the Commission 
has found the complainant entitled to an award of reparation 
in the sum of $61,089.68, with interest, on account of the unrea- 
sonable rates charged on the numerous shipments of petroleum 
oils from Fort Worth and Hodge, Tex., to Boynton, Eram, Dela- 
ware and Watova, Okla. 

Supplementing its report of July 7 in No. 8406 (and sub- 
numbers consolidated therewith), Jones & Laughlin Steel Com- 
pany vs. P. & L. E. R. R., Director-General, et al., the Commis- 
sion has found the complainants entitled to the following sums: 
Universal Portland Cement Company, $17,385.95; Carnegie Steel 
Company, $93,853.10; H. A. Trimble Steel Company, $816.94; 
and Jones & Laughlin Steel Corporation, $241,139.11. 
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RAILROAD LEGISLATION 


The Trafic World Washington Bureau 


Conferences held by Senator Cummins with railway execu- 
tives and railway labor leaders for the purpose of seeing whether 
an agreement could be reached on a modified Howell-Barkley 
railway labor bill have not convinced him that it will be pos- 
sible for such an agreement to be reached at this session of 
Congress, he indicated this week. It was not disclosed what 
the obstacles were in the way of an agreement. 

Asked whether he had read the Winslow consolidation bill, 
Senator Cummins replied that he had and that it had a number 
of good features. In some respects, he said, the bill was an 
improvement over his bill. In other respects, however, he said 
he would not approve the bill. He said the bill offered a basis 
for agreement on the question of railroad consolidation 
legislation. 

The provisions in the Winslow bill for purely voluntary con- 
solidations without regard to a plan were acceptable to the 
senator. He said there was little opposition now to railroad con- 
solidations and that, whether or not final action was taken on 
the question at this session, he was convinced the law would be 
amended in the next session. 

The Senate interstate commerce committee adepted a favor- 
able report December 17 on H. R. 4168, a bill passed by the House 
in the last session amending the act of February 13, 1913 
(Thirty-seventh Statutes at Large, page 670), providing for pun- 
ishment for unlawful breaking of seals of railroad cars, etc. The 
bill was introduced in the House by Representative Dyer, of 
Missouri. The bill would amend the existing law so that the 
words “wagon, automobile. truck or other vehicle,” would be in- 
serted in that part relating to thefts of interstate shipments 
from railroad cars, station house, platform, etc. 

In explaining the purpose of the bill before the House judi- 
ciary committee in the last session, Guy A. Thompson, counsel 
for the Columbia Terminals Company of St. Louis, said the 
amendments proposed were intended to afford: protection to that 
interstate @eo>mmerce carried by means of wagons, automobiles 
and trucks from railroads to freight houses of the railroads or 
of such companies as the Columbia company. The bill also 
would amend the existing law by providing that “to establish 
the interstate or foreign commerce character of any shipment 
in any prosecution under this act the waybill of such shipment 
shall be prima facie evidence of the place from which and to 
which such shipment was made.” 

With a minor change in the language of the resolution re- 
lating to adequate appropriations for the valuation work of the 
Commission, the committee adopted a favorable report on the 
resolution. The change was substitution of the words “the pri- 
mary valuations” for the words “that work.” The change was 
made because the valuation work will never be completed be- 
cause final values will have to be kept up to date. 

No action was taken by the committee on the Hoch-Smith 
rate revision resolution. It was said the matter was not dis- 
cussed by the committee which met in executive session. The 
next meeting of the committee will be held January 7 when 
hearings on Senator Cummins’ railroad consolidation bill will 
be resumed. 

Senator Sheppard’s bill (S. 3594), amending paragraph 11 
of section 20 of the interstate commerce act, was referred to the 
Commission for a report. 

Chairman Smith, of the Senate interstate commerce com- 
mittee, has announced that he will bring the Hoch-Smith rate 
revision resolution before the Senate for consideration after 
the holiday recess. Congress will recess from December 20 to 
December 29, but it is not expected that any legislative business 
will be transacted until after New Year’s Day. 

The House mterstate commerce committee December 19 
decided to begin hearings on the Gooding long-and-short-haul 
bill January 20. Proponents of the measure, which was passed 
by the Senate at the last session, will be heard January 20, 21 
and 22. Opponents of the measure will be heard January 27, 
28 and 29. An effort was made by some members of the com- 
mittee to get the hearing under way before the latter part of 
January, but the majority held that the committee would have 
to dispose first of pending misbranding bills and the civil air 
Navigation bill. Hearings on the latter bill were concluded 
December 19. The action of the committee means that the 
Gooding bill will not be taken up in executive session by the 
committee until February. 


MONEY FOR VALUATION WORK 


Senator Cummins, at the directiion of the Senate interstate 
commerce committee, has introduced a resolution (S. Res. 283) 
requesting the Director of the Budget to increase the estimate 
submitted for the appropriation for valuation work. The resolu- 


bes which was referred to the interstate commerce committee, 
ollows: 


Whereas the budget for the fiscal year ending June 30, 1926 allots 
$1,000,000 to enable the Interstate Commerce Scnnnission to carry 
on the work of the valuation of common carriers subject to the act 
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to regulate commerce approved February 4, 1887, and all the amend- 
ments thereto; and 

Whereas it is estimated by the Interstate Commerce Commission 
that it will require, to complete that work within two years the sum 
of $4,148,300, and that of said aggregate sum $2,369,626 should be 
expended in the year ending June 30, 1926, and $1,778,674 in the 
year ending June 30, 1927; and 

Whereas it is of the highest importance to the people of the coun- 
try that the work of the Interstate Commerce Commission in that re- 
gard shall be completed at the earliest possible moment inasmuch as 
the ascertainment of the value of the properties of these common 
carriers must furnish the basis for the making, adjustment, and re- 
adjustment of the rates for transportation; and 

Whereas it is estimated by the Interstate Commerce Commission 
that under the provisions of paragraph 6 of section 15a there was 
due at the close of the calendar year 1923 to the United States from 
certain of said common carriers the sum of $69,068,000 divided as 
follows: For the year 1920, $5,568,000; for the year 1921, $12,500,000; 
for the year 1922, $15,000,000, and for the year 1923, $36,000,000, to 
which must be added a very large amount as the Government’s share 
of the excess earnings for the year 1924; and 

Whereas it is impossible for the Interstate Commerce Commission 
to demand and collect any part of said sums until the valuation of 
the properties of the common carriers which owe these sums is com- 
pleted; and 

Whereas many activities of the Interstate Commerce Commission 
depend upon the completion of the work of valuation: Be it therefore 

Resolved, That it is the sense of the Senate that the Interstate 
Commerce Commission should be allotted sufficient funds to carry on 
the — of valuation with the greatest possible expedition; be it 
further , 

Resolved, That the Director of the Budget is earnestly requested 
to review this suhject and to recommend to the President of the 
United States an enlargement of the sum allotted to the Interstate 
Commerce Commission for the year ending June 30, 1926, to at_least 
$2,369,626, and if that be done the Senate respectfully asks the Presi- 
dent of the United States to consider favorably the supplemental 
report of the Director of the Budget. 


RAILROADS’ CLAIMS AGAINST U. &. 


Under a bill (S. 3644) introduced by Senator Bruce of Mary- 
land railroads with claims against the government for trans- 
portation furnished the United States between January 1, 1916, 
and January 1, 1918, would be enabled to prosecute such claims 
in the Court of Claims, any statute of limitations to the con- 
trary notwithstanding. 

The bill set forth that it had long been the practice of 
common carriers to grant credit to the United States for trans- 
portation; that the settlement of bills for such transportation 
was often a complicated matter, necessarily resulting in much 
delay under normal conditions; and that conditions in 1917 and 
in the period of federal control interfered with the adjustment 
of such claims. 

The Court of Claims would have jurisdiction of such cases 
and petitions could be filed by carriers within two years from 
the approval of the act, with the same right of appeal as now 
exists in other cases in the general jurisdiction of the court. 
The bill also would suspend operation of paragraph 3 of section 
16 of the interstate commerce act which requires carriers to 
begin actions for recovery of charges within three years from 
the time the cause of action accrues, as to the claims under 
consideration. It would also revive suits involving such claims 
that have been dismissed on the ground that they were barred 
under paragraph 3 of section 16. 


RAILWAY BUSINESS RESOLUTIONS 


The following resolutions were adopted by the Railway 
Business Association at its annual meeting in New York De- 
cember 11: 


We congratulate the shippers and carriers upon the excellent 
transportation service rendered in 1924. Peak traffic scoring almost, 
if not quite a record was carried with practically no car shortage. 
This result reflects continued improvement in railway efficiency, 
maintenance of the shippers’ new high standard in car loading and 
use of cars and a remarkable advance in methods of car distribution 
achieved jointly by shippers’ Regional Advisory Boards and carriers. 
All signs and the lessons of history point to another great increase in 
volume of traffic in 1925. The whole country will benefit by the 
program of capital outlays announced by the railways in prepara- 
tion. We pledge our best efforts to the preservation of a governmental 
policy calculated to sustain investors‘ confidence in the railway 
security issues essential to these improvements. : 

We urge further trial of Sec. 15a of the Transportation Act 
unamended. The investment world believes this section, as it now 
stands, to be an assurance by the government that the railroads will 
be permitted an opportunity to earn a return warranting the purchase 
of new securities by investors, To sustain railway credit it is 
essential to leave that confidence undisturbed. If amendment were 
undertaken at this time the public would forecast radical action by 
Congerss. No improvement in this financial section of the act will 
yield the country so much benefit as stability. 

We commend the courage and fidelity of the Interstate Com- 
merce Commission in resisting group pressure in rate cases. We 
deplore attempts of spokesmen for particular adjustments to extort 
decisions by exertion of influence, directly or through legislation, and 
whether political, agricultural, commercial or industrial. Efforts have 
long persisted to obtain from the Commission against its judgment, 
a change of policy affecting the rate relation between different 
classes of traffic. In his message the President intimates that this - 
effort is now untimely. It should cease altogether. Independent 
commissioners are essential to the success of railway regulation. We 
must consider the future. Strong men will not serve upon a sub- 
jugated tribunal. We urge that advocates restrict themselves to the 
= procedure before the Commission. 

€ oppose any step backward from federal control of state-made 
regulations affecting railway rates and service. The dominant aspect 
of shippers’ needs is national. Responsibility for meeting these needs 
must be unified and hence federal. We welcome the progress which 
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has been made in co-operation of State Commissions with the Inter- 
state Commerce Commission. It is evident that satisfactory con- 
sideration of State-made regulations in their relation to interstate 
commerce is feasible under federal control. 

With special satisfaction we note that the Interstate Commerce 
Commission and the Association of Railway Executives are co- 
operatively studying the stabilization of employment and purchases. 
Railway reserves can be created in good years for maintenance 
deferred until] dull years, when lower costs naturally prevail. Credit 
can be built up in prosperity for financing capital improvements in de- 
pressions. Such a course would reduce the cost of railway capital 
and of railway operation. It would prevent, mitigate or curtail 
general business distress. Above all it would diminish the calamity 
which industrial depression inflicts upon the farmers through collapse 
of their domestic markets and upon industrial employes through shop 
shut-downs due to stoppage of railroad orders. 

We oppose the compulsory consolidation of railways. 

We insist that the public should be represented in whatever 
agency for the adjustment of railway labor disputes Congress may 
maintain or create. The public interest is paramount. The public 
requires uninterrupted service. Railway labor cost is the major item 
in the transportation cost paid by the public. To exclude the public 
from the tribunal is to weaken the force of public opinion; it is to 
revive the strike or the threat of a strike as a factor in forcing the 
railroads to terms which the public must pay. Congress should 
respond to the national demand that fair treatment of the users and 
employes of the railways alike, shall be assured without domestic 
warfare actual or threatened. The Howell-Barkley bill should be 
defeated. 





AUTOMATIC TRAIN CONTROL 


The Traffic World Washington Bureau 


Representative Snyder, of New York, has had printed in the 
Congressional Record under “extension of remarks,” a speech 
in support of his bill (H. R. 9773) providing a penalty of $1,000 
a day for railroads that do not comply with automatic train 
control orders of the Commission. The bill also would provide 
for punishment of officials of railroads on which persons were 
killed or injured in the period the railroads had not complied 
with the orders of the Commission. Mr. Snyder said the only 
device that had been approved by the Commission was the 
Regan automatic train-control device. 

Continuing, he said in part: 


I have no interest in any way in any of the train-control devices 
which are in existence, and my only thought in bringing this mat- 
ter to your attention is that the people should be given the protection 
which train control affords. It is a fact that the only device that 
has been approved by the Interstate Commerce Commission is the 
Regan automatic train-control device, and since this name is used 
frequently in the reports of the Interstate Commerce Commission, 
it will have to be referred to many times. I want to explain now 
that the plea of the railroads and the newspaper propaganda against 
this device makes it very embarrassing for anyone who has taken 
an interest in the proposition. I know that the Interstate Commerce 
Commission has been embarrassed over the use of this to such an 
extent that It has become almost a crime in the eyes of some people 
to mention the name of the Regan device. I again state that I 
have no pride in the name of any device in the name of Regan and 
have no interest other than the humanitarian end of the proposi- 
tion. I will have to say many times that the Regan device is the 
one which has been approved by the Interstate Commerce Commis- 
sion; all others have so far been rejected; and it is the one I have 
myself inspected and seen its successful operation. 


Mr. Snyder has submitted a statement on the bill to the 
House committee on interstate and foreign commerce. 

Representative Snyder has obtained unanimous consent of 
the House to correct what he said was a misstatement in his 
discussion of automatic train control. He said the following 
language was used: “All others have so far been rejected,” 
referring to train-control devices. He said the language he 
desired to use was “all other devices have so far not been ap- 
proved.” 


Applications from railroads for more time for the installa- 
tion of automatic train control devices in compliance with 
the order of June 13, 1922, and modifications thereof, began 
arriving at the Commission the middle of December. The order 
required the carriers named thein to have _ installations 
completed not later than January 1. The Commission, in its 
annual report, sent to Congress in the first week of the present 
session told that body that the railroads, for various reasons, 
would not have train control devices in place on the day set. 

The first comers for grace were the Cincinnati, New Orleans 
& Texas Pacific, and the Lehigh Valley. The first mentioned 
said that it had an installation upon 35.5 miles between Ludlow 
and Williamstown, Ky., awaiting inspection by the Commission. 
In view of that fact, the applicant said it felt it should be al- 
lowed at least six months in which to complete the installations, 
the six months to run from the time when the Commission 
might be able to make the preliminary investigation which it 
said it would make, in its notice dated June 9, 1924. This 
applicant said that, in view of the fact that the inspection 
probably could not be made until the latter part of January, 
1925, and that it would take some time for the inspectors to 
make a report, it should be given until October 1 to complete 
the installation. 

The Lehigh Valley also asked for a postponement, for six 
months from January 1. It said it had faithfully and actively 
entered upon and prosecuted the installation of devices, but for 
reasons set forth in its application, it could not be completed 
within the time allowed. A third and final contract for instal- 
lation, the petition said, was made by that company for in- 
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stallation on the division between Easton, Pa., and Newar, 
N. J., on August 7, 1924. ; 


“READJUSTMENT OF RATES” 


A special committee representing the Chamber of Commerce 
of the United States has submitted to President Coolidge “the 
interest of American business in the recovery of agriculture.” 
In a statement, the Chamber said that, among the things that 
would have its influence in the movement toward better farm 
conditions, were the following: 

“The plans of the Administration toward furthering the gt. 
Lawrence project. 

“Readjustment of relative freight rates, another important 
move, appears to have a place in the Administration’s program.” 


RATE-MAKING BILL 


Representative Colton of Utah has introduced a bill (H., R. 
10731) “to establish uniform car rates and class rates for the 
transportation of freight by railroad carriers in commerce be- 
tween the states.” The bill provides that the measure of the 
work and duty performed by a common carrier shall be the 
ton-mile and that rates shall be made on that basis. 


CIVIL AIR NAVIGATION BILL 


Hearings were begun December 17 by the House committee 
on interstate and foreign commerce on the Winslow bill (H. R. 
10522) providing for development and regulation of civil air 
navigation. (See Traffic World, Dec. 13, p. 1310.) Secretary 
Hoover, of the Department of Commerce, who cooperated in the 
preparation of the measure, and officials of the War, Navy and 
other government departments were among the witnesses heard 
by the committee. 


EASTERN DIVISION INQUIRY 


The Trafic World Washington Bureau 


A general inquiry into the quality of the division of joint 
rates in the eastern group, as defined in Ex Parte 74, including 
the Norton, Va., branch of the Norfolk & Western and excluding 
the New England lines, one in which all heartaches caused by 
the opinion that the division of any or all rates is unreason- 
able, inequitable or otherwise in dissonance with the rule of 
the law may be examined, has been instituted by the Commis- 
sion, in formal docket No. 16495. In theory the inquiry was 
instituted upon the Commission’s own motion. In fact, it is 
regarded as the outcome of the petition of the New England 
carriers for a revision of the division of rates that now divide 
on bases other than the basis used in dividing the class rates. 
They also asked for divisions on coal. The substantive part 
of the order is ag follows: 


_._ The Commission having under consideration the matter of di- 

visions of freight rates in the eastern group as defined in Ex Parte 
74; Increaged Rates, 1920; 55 I. C. C., 220; 58 I. C. C., 302; and 58 
I. C. C, 489, including also rates to and from points on the Norfolk 
& Western’s branch line to Norton, Va., and excluding those to, 
from, or within the territory east of the Harlen Division of the 
New York Central and of the line of the Delaware & Hudson between 
Albany and Montreal; 

It is ordered, That a proceeding of inquiry and investigation be, 
and it is hereby, instituted for the purpose of determining whether 
the divisions of said rates or charges are and for the future will 
be _ unjust, unreasonable, inequitable, or unduly preferential or pre- 
judicial as between or among the respondent carriers hereinafter 
named, within the meaning of paragraph (6) of section 15 of the 
interstate commerce act, with a view to prescribing just, reasonable 
and equitable divisions of rates and charges to be received by the 
Several carriers in the event that existing divisions are determined to 


ao unreasonable, inequitable or unduly preferential or pre- 
judicial. ; 





FINAL RATE MAKING VALUE 


The Commission in valuation docket No. 243, opinion No. 
B-30, 84 I. C. C., 499-522, has found the final value of the Mary- 
land, Delaware & Virginia Railway Company’s property for rate 
making purposes owned or used for common carrier purposes 
to be $2,266,312 as of June 30, 1915, and of property used and 
not owned $390,000. 

The Commission said that reports made since the valuation 
date, to December 31, 1922, showed a net decrease in the value 
of the property wholly owned and used of $33,317.65. 





CONDITION OF EQUIPMENT 


Freight cars in need of repair on December 1 totaled 189,140, 
or 8.2 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was an increase of 3,833 over the 
number reported on November 15, at which time there were 
185,307, or 8 per cent. 

Freight cars in need of heavy repair on December 1 totaled 
146,286, or 6.3 per cent. This was a decrease of 1,073 com- 
pared with November 15. Freight cars in need of light repair 
totaled 42,854, or 1.9 per cent, an increase of 4,906 compared with 
November 15. 
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William Simmons has been made traffic manager of the 
Southern Pacific Steamship Lines at New York. S. I. Cooper 
has been appointed manager of the operating department at the 
same place. 

Willard F. Carter and E. C. Twells have been appointed 
freight agents, of the Pennsylvania, at Chicago, Mr. Carter as 
agent of the Polk Street station, and Mr. Twells taking the posi- 
tion left vacant by the death of J. A. Burkett. 

J. J. Campion has been appointed traffic adviser to the ex- 
ecutive board of the Clinchfield Railroad Company at New York. 

George F. Nicholson, chief engineer and executive secretary 
of the port of Seattle, has been made chief harbor engineer of 
the Board of Commissioners of the port of Los Angeles, effec- 
tive January 1. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Decatur held its annual meet- 
ing December 11 and elected the following officers: President, 
L. F. Boss; vice-president, M. M. Cooper; second vice-president, 
D. C. O’Dell; secretary, R. F. Watt; and treasurer, Z. C. Snell. 
Directors elected were: W. H. Barnes, L. C. Bundy, T. C. Bur- 
well, J. E. Dooley and J. W. Beckum. The club will hold its 
midwinter meeting January 15. 





The Traffic Club of Atlanta held its semi-monthly meeting 
December 15 at the Ansley Hotel. President J. W. White re- 
ceived a gold pen as a token of the club’s appreciation of his 
leadership. 





The Oil City-Franklin Traffic Club held its third annual din- 
ner at Franklin, Pa., December 4. A. C. Johnson, vice-president 
of the Chicago & North Western, spoke on “Railroad Trans- 
portation—Past, Present and Future.” A program of entertain- 
ment followed the dinner. The club’s officers for the new year, 
effective January 1, are: President, J. D. Quinn, and secretary, 
L. A. Martin. 





The Traffic Club of Houston has elected the following offi- 
cers: President, C. B. Fox; vice-president, G. L. Thacker; sec- 
retary-treasurer, A. R. Canfield. Directors are F. R. Dalzell, 
I. M. Griffin, Charles Eikel and J. T. Freeman. The club will 
hold its annual banquet January 15. 





The Transportation Club of St. Paul and the Traffic Club 
of Minneapolis held a joint meeting at Minneapolis December 
18. The St. Paul club put on a program for its hosts. 





The Richmond, Va., Traffic Club has ratified the platform 
of principles adopted at the meeting of the Associated Traffic 
Clubs of America. 





That business faces a procession of years of unusual pros- 
perity and that the business revival means a growth for the 
railroads in tonnage that should reach a new high-water mark 
in 1925, was the statement of Dr. David Friday, professor of 
economics at the New School for Social Research, at the an- 
nual dinner of the New England Railroad Club, December 19. 
He pointed out that the change for the better was indicated by 
the advances in the prices for agricultural products, which 
must be raised before business depression was fully overcome. 
He said the increased traffic would bring with it increases in 
gross earnings, expenses and investment. He said the wisdom 
of the managers, who had spent large amounts for new equip- 
ment, would be vindicated when it was seen that the equipment 
was needed, and that they would continue to spend large 
amounts for equipment and improvement. He said operating 
costs were the most important expenses of the carriers, and 
that they must -be held in check as much as possible, consistent 
With efficiency. In the field of material costs, he said, prices 
would continue to be steady, and no such rise in the scale of 
their costs as some persons seemed to fear would take place. 
With increasing traffic, increasing efficiency, and comparatively 
steady material costs, the railroads hold out every prospect of 
full employment, good wages and adequate profits, according 
to Dr. Friday. Given these things, he said, the carriers should 
find no trouble in marketing their stocks and bonds to provide 
for the expansion of their facilities and for improvements that 
will enable them to carry a continuously larger volume of traffic 
at a low cost of operation. 





The Pacific Traffic Association has adopted a resolution to 
the effect that, whereas, the construction of rates and classifi- 
cations is a compicated task, requiring a high degree of ability 
to be obtained only by years of work and study, and, whereas, 
the successful operation of all rate-making bodies depends on 
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the services of trained men, such as those on the standing rate 
committee of the Trans-Continental Freight Bureau; and, 
whereas, the Westbound Intercoastal Conference does not em- 
brace these essential features of rate-making, but consists of 
a body whose members are appointed for six months only, the 
association suggests to the Westbound Intercoastal Conference 
that the interest of all concerned will be greatly enhanced by 
the appointment of a permanent paid rate-making committee, 
whose duty it would be to investigate all matters pertaining to 
rates and classification and submit them to the conference for 
final approval. 





The Birmingham Traffic and Transportation Club held its 
monthly meeting and luncheon December 8. M. W. Bush, presi- 
dent of the Alabama By-Products Corporation, spoke on the 
development of the Birmingham district. 





The Traffic Club of Kansas City held its “Santa Fe Night” 
December 9 at the Baltimore Hotel. The room was decorated 
to repreesnt a pepper grove that held an Indian settlement 
of the Southwest. W. B. Storey was the speaker of the eve- 
ning. His talk was a warning against the dangers of legisla- 
tion regarding transportation. He gave a review of the last five 
years of railroad history and indicated that the roads were 
gradually recovering from the effects of federal control and 
now faced a bigger bulk of business than ever before. Gardiner 
Lathrop, general solicitor of the road, and BE. I. Copeland, sec- 
retary-treasurer, spoke of the importance of Kansas City to 
the Santa Fe and of the latter to the city. Mayor Albert I. 
Beach talked briefly on the same subject. 





The Traffic Club of Wheeling met at dinner at the Hotel 
McClure, December 16. George T. Atkins, freight traffic man- 
ager of the Santa Fe, spoke on the problems facing the rail; 
roads and said that the greatest factor in making progress was 
the reduction of operating expenses. He said the transportation 
act marked the beginning of a new era in railroad history, 
which shippers were doing a great deal to get well started by 
their co-operation with the carriers. 





The Traffic Club of St. Louis held its annual dinner at the 
Chase Hotel December 2. Robert E. M. Cowie, president of the 
American Railway Express Company, was the speaker. The 
club held its regular luncheon and meeting December 15. 





The Traffic Club of Chicago, with a dinner at the La Salle 
Hotel the evening of December 18, inaugurated a plan of annual 
reunions of non-resident members. There was an elaborate 
program of entertainment, interspersed with clever song paro- 
dies written by W. H. Wharton of Nashville, chairman of the 
non-resident committee. He was also the author of a cross- 
word puzzle, placed on the wall and solved by those present. 
An address of welcome was made by George Blair, president 
of the club, to which response was made by Mr. Wharton. 
Donald Conn, of the car service section of the American Rail- 
way Association, and author of the plan for regional advisory 
boards, was among those present and was called on for an 
address. He explained the workings of the advisory boards 
which he has been organizing. 


UNIFORM RATE CLASSIFICATIONS 
The Trafic World New York Bureau 


W. H. Chandler, manager of the traffic bureau of the New 
York Merchants’ Association, at the monthly meeting of the 
New York Shippers’ Conference, said it was probable that uni- 
form classification of rates on eastern trunk lines, similar to 
action taken in the South, would be approved by the Commis- 
sion. Shippers must be prepared for this development, he said. 

Shippers would have opportunity to examine fully the exhibits 
to be filed by the railroads at the inauguration of the rate in- 
vestigation February 4, when an adjournment would be taken 
to permit them to prepare their answers, Mr. Chandler said. 

Further outlining the situation, Mr. Chandler expected that 
it would take the railroads three weeks to present their case. 
He did not expect that the hearings would have any bearing on 
commodity rates, as the carriers were already basing their com- 
modity rates on the proposed adjustment in Eastern territory. 

The statement was also made by Mr. Chandler that, in his 
opinion, it would be unwise for the shippers to make any sug- 
gestion as to the merits of the case until the arguments of the 
carriers had been placed before the Commission. Announce- 
ment was made that the New England Traffic League had raised 
$5,000 to defray the costs of the proceedings and an appeal was 
made to members to assist this fund for the employment of 
counsel. 

A report urging an amendment to the classification rules 
was presented by R. W. White, chairman of the classification 
committee, as follows: 


When freight is forwarded “collect” on the guarantee of the con- 
signor, who also executes the clause provided under Section 7 of 








1394 


the bill of lading, such guarantee by the consignor shall hold only 
until goods are delivered and accepted by the consignee. After 
delivery by the consignor and acceptance by the consignee, con- 
signor shall not be liable for the charges, 


Mr. White said further: 


Your committee is of the belief that all shippers should have 
the privilege of shipping in a manner freeing them from liability 
for freight charges after the delivery of the goods shipped ‘‘collect,” 
and recommends that we support the petition of a member, includ- 
ing an appearance before the Consolidated Classification Committee, 
if the hearing is held in New York. Ordinarily, under Section 7 of 
the bill of lading conditions, shippers instruct carriers to deliver only 
upon payment of freight charges, and after delivery the carrier has 
no recourse on consignor for freight. ’ 

It develops that where freight is of a perishable nature, under 
section 1, rule 9, of the Consolidated Classification, the shipper guar- 
antees payment of freight because the carrier possibly would not 
realize the amount of freight at the forced sale of the goods. 

It further develops that while the guaranty is given for the 
purpose of protecting the carrier from loss in the event of a forced 
sale, such guaranty is actually used to collect from shippers amounts 
which the carrier neglected to collect from the consignee at the 
time of delivery of the shipment. 


The conference approved the report of the committee, and 
an application will be made for a hearing before the Consoli- 
dated Classification Committee. 

Some opposition was expressed to the proposal to raise 
funds for an increase in the wages of postal employes by put- 
ting the extra cost on fourth class mail matter. One speaker 
brought up the argument that a uniform increase in wages was 
not justified, as the cost of living in some communities was 
lower than in others. The question was referred to the com- 
mittee on parcel post and express. The conference also adopted 
a resolution to ask local representatives and senators to make 
sure that the shippers have an opportunity to be heard on the 
postal pay bill. 


TRAFFICMEN AT QUINCY 


Officials and representatives of eighteen railroads in the 
middle west were the guests of the Quincy, Ill., Freight Traffic 
Bureau December 12, and were taken on a tour of inspection 
of the industries of that city. A banquet was given for them 
in the evening. The idea was to demonstrate the importance 
of Quincy in the world of traffic. 

L. B. Boswell, commissioner of the traffic bureau, speaking 
at the banquet, made a plea for the recognition of the city’s 
importance from a traffic point of view. He said the city was 
the second largest center for the manufacture of iron wheels 
for agricultural vehicles and implements, that it was the largest 
manufacturer of power pumps west of the Alleghenies, one of 
the largest centers of stove manufacturing in the world, and 
that it was the largest point in the manufacture of strawboard 
and of animal and poultry feed. 

That Quincy is one of the most important stations on the 
line of the Burlington, was stated by C. E. Spens, vice-president 
of that road. He said it had contributed more than two mil- 
lions to the revenue of the Burlington in 1923, of which 25 
per cent was returned to the city through the payroll of the 
road. He told of the history of the city in its connection with 
railroading, showing that in April, 1864, the Burlington took 
over the Quincy & Chicago railroad and so had direct access to 
the city for the first time. Representatives of six other roads 
spoke briefly of the relation of Quincy to their lines. 


GREAT LAKES BOARD MEETING 


Reports made by commodity committees, at the tenth reg- 
ular meeting of the Great Lakes Regional Advisory Board, at 
Akron, O., December 9, forecast an improvement in industrial 
and commercial conditions that indicated the railroads would 
be called on to handle an increased number of cars in the first 
quarter of 1925 over the same period of 1924. The carriers’ 
representatives reported that operating conditions were continu- 
ing at a high degree of efficiency and that no car shortages 
existed, nor were any in sight. 

Mayor Rybolt, of Akron; F. G. Saxton, secretary of the 
Toledo Chamber of Commerce; F. G. Robbins, vice-president 
of the Erie; J. J. Bennet, president of the Nickel Plate; BE. T. 
Whiter, vice-president of the Pennsylvania; and L. G. Macomber, 
president of the Great Lakes Board, were among those who 


spoke to the 375 representatives of shippers and railroads at 
the meeting. 





INTERLOCKING DIRECTORATES, ETC. 


Walter Douglas has been authorized to hold the office of 
director with the Southern Pacific Company, El Paso & South- 
western Railroad Company, Arizona & New Mexico Railway 
Company, and various other lines subsidiary thereto. 

Arthur C. Needles has been authorized to hold the posi- 
tions of president and director of the Norfolk & Western Rail- 
way Company, Clear Fork & Oceana Railroad Company, Guyan- 
dot & Tug River Railroad Company, Tug River & Kentucky 
Railroad Company and Williamson & Pond Creek Railroad Com- 
pany, vice-president and director of the Norfolk & Portsmouth 
Belt Line Railroad Company, and director of the Durham Union 
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Station Company, Winston-Salem Southbound Railway Company 
and other lines. 

Alfred H. Egan has been permitted to hold the Position of 
director of the Yazoo & Mississippi Valley Railroad Company 
in addition to positions previously authorized by the Com- 
mission. 

William J. Jenks has been authorized to hold the Positions 
of director of the Durham Union Station Company and Vice- 
president of the Clear Fork & Oceana Railroad Company, Guy- 
andot & Tug River Railroad Company and Norfolk & Western 
Railway Company in addition to holding various other Offices 
with subsidiary lines. 

Ezra H. Alden has been authorized to hold the offices of 
vice-president and director of the Clear Fork & Oceana Rail. 
road Company, Guyandot & Tug River Railroad Company, Nor. 
folk & Western Railway Company, Scioto Valley & New Eng- 
land Railroad Company, Tug River & Kentucky Railroad Com. 
pany, and Williamson & Pond Creek Railroad Company, and 
director of the Winston-Salem Terminal Company and Winsion- 
Salem Union Station Company in addition to various other 
minor positions. 

Frederick Van Note, George W. Muilks, Frank H. Plaisted, 
Hugh Neill, Carroll R. Harding, Andrew K. Van Deventer, and 
Cleveland H. Dodge have been authorized by the Commission 
to hold certain offices with the Southern Pacific Company, EF] 
Paso & Southwestern Railway Company and various other lines 


subsidiary thereto, in addition to positions previously av- 
thorized. 


EXPRESS COMMISSIONS 


Hearing of a dispute between the telegraphers on the Pere 
Marquette and that carrier in the matter of the pay- 
ment of express commissions, was held by the Railroad Labor 
Board December 17. The representatives of the men con- 
tended for the comissions paid for handling express, and said 
the commissions were not being paid in accordance with one 
of the rules of the recent decision of the board in the teleg- 
raphers’ case. 

It was offered in evidence that commissions had been 
granted, but that they were recently withdrawn. There had 
been some attempt to settle the matter in conference, but no 
satisfactory agreement had been reached, and so the matter 
had been brought to the board. 

For the carrier, it was brought out that it had succeeded 
in having the express commissions restored with an exception 
in the case of one man, whose accounts in the matter were 
in an unsatisfactory condition. It was shown that he had made 
a financial adjustment of the accounts so that they balanced, 
but the commissions were not restored to him. 

The point of contention was whether or not the one man 
should have his commission restored, and it was contended 
that the problem before the board was not one for a court 
proceeding, but merely a question of whether or not labor 
should be paid the express commissions. 





LABOR BOARD DECISION 


The Chicago & Alton has been released from restrictions 
of its double-heading operation of freights by a decision of the 
Railroad Labor Board in the dispute between the carrier and 
the engineers, firemen, conductors and trainmen organizations. 
The carrier asked that the present restrictive rule in agree- 
ments negotiated with the employes be eliminated and that it 
be allowed to run double-headers in case of accident to an 
engine, in case of storm, in case the business of the company 
required the use in through-freight service of the lighter class 
engines, ordinarily used for short-line service, and the road 
asked that the rule be made that whenever double-headers were 
run contrary to such conditions, the employes were to receive 
double compensation for the entire trip involved. 

The board’s decision followed the suggested rule of the 
carrier, but it refused the carrier’s request for a reconsidera- 
tion of the punitive overtime rule, which, according to the board, 
was a standard rule prevalent in schedules all over the country, 
whereas the rule with regard to double-heading had been made 
to care for the particular situation on the Alton. 


BUREAU OF SAFETY REPORT 

In his annual report to the Commission for the fiscal year 
ended June 30, 1924, W. P. Borland, director of the Bureau of 
Safety, said a total of 1,128,258 freight cars were inspected in 
the fiscal year and that 50,385 thereof, or 4.47 per cent, had 
defective safety appliances, a total of 60,300 defects having been 
reported. Of 21,359 passenger cars inspected, 329 were found 
with defective safety appliances, a percentage of 1.54, and a 
total of 597 defects were reported. In the year 23,283 locomo- 
tives were inspected, of which $73, or 2.89 per cent, were found 


with defective safety appliances, a total of 954 defects being 
reported. 
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OCEAN FREIGHT RATES AND TRADE 
The Trafic World New York Bureau 


Conditions in the full cargo trades appeared slightly better 
this week than last, due chiefly to the fact that over-specula- 
tion in space several weeks ago has been practically liquidated 
and the market is now in a position to respond to the normal 
flow of business. Shipowners look for an improvement in Jan- 
uary and February and for that reason are not anxious to lower 
rates for December tonnage in spite of the lack of demand. 
Shipments by regular steamers show an increase and steam- 
ship officials report a generally more satisfactory outlook. 

While the market still favors charterers rather than ship- 
owners, there has been little recession in rates. The grain 
trade shows a better tone and fixtures this week have been 
about double those of last. The low rates now prevailing on 
coal ships have stimulated interest among shippers, though 
pusiness is still in the inquiry stage. The sugar trade is more 
active and rates, especially on the smaller size ships, are 
firmer. The lumber trade continues in slightly larger volume 
with stronger rates. 

Both Funch, Edye & Co. and Lunham & Moore, in their 
weekly reviews, say that while traffic will remain dull for the 
rest of December, the depression is lifting and improvement is 
confidently expected in January and February. 

The prevailing grain rates for the week were as follows: 
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The following rate changes are reported to the Far East, 
China, Japan, Manila, Straits Settlements and Indo China: 
canoes take general cargo rates; blackboards or substitutes $12 
a ton w/m; asphalt $8 w/m; ginseng $120 a short ton; fire- 
arms parts same rate as firearms; iron and steel articles for 
Dairen will take the Shanghai basis whether direct or trans- 
shipped. 

Rates to South and East Africa will remain unchanged until 
the end of the year, but there are reports of an increase after 
that date. 

A new rate of $10 a ton on passenger ships and $8 on 
freighters has been made on completely disassembled autos Lo 
the Argentine and Uruguay for the first half of 1925. Handles 
will take the regular tariff rates and will not come under the 
head of agricultural implements. 

The following changes have been made in the Brazil rates: 
rates on lubricating oil, wax and grease have been extended 
from June 30 to December 31, 1925; port taxes will be collected 
at destination and guaranteed by shippers; malt rates have 
been extended to the end of 1925; surcharges will be applied 
to Rio and Santos at the expiration of existing contracts; au- 
tos completely disassembled will take rates of $10 on passenger 
ships and $8 on freighters to Rio and Santos for the first half 
of 1925; rates on iron and steel and small arms ammunition 
from Europe to Brazil are under consideration. 

The following changes have been made on rates to Mexico- 

Vera-Cruz, Tampico and Progresso: common salt in bags, boxes, 
barrels or crates 20 cents per 100 pounds to Vera Cruz, Tam- 
pico and Puerto, Mexico, 25 cents plus 25 per cent lighterage 
to Progresso, salt n. o. s. 50 cents to first three ports and 63 
cents to Progresso plus 25 per cent lighterage; magnesia ce- 
ment, magnesia boiler and pipe covering and magnesia fibre 25 
cents per cubic foot to the first three ports and 31 cents plus 
25 per cent to Progresso. 
The Atlantic Coast Committee of the U. S. Intercoastal 
Conference has established a carload, minimum 24,000 pounds, 
rate of 35 cents per 100 pounds on soda ash and caustic soda, 
bicarbonate of soda and calcium chloride to the Pacific Coast 
until June 30 next. 

Lumber trades from the North Pacific are showing in- 
creased strength, led by the intercoastal market. As much as 
$14 a 1,000 for a full cargo and $14.50 for parcel space was bid 
for December loading to the North Atlantic. There was prac- 
tically no space available for December and January and $14 
was also offered for February. Australian lumber advanced 
about $1 to $12, and lumber to the Orient was up to $9.50. 
These rates compared with a level $2 to $3 lower in some in- 
Stances several weeks ago. 

The controversy on the Pacific over the issuance of “shipped 
on board” bills of lading for freight not actually on board, in 
Which the silk trade was chiefly concerned, now seems to have 
reached the point where the Shipping Board lines are ready to 
issue an ultimatum to the Japanese lines. Private cable advices 
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from Kobe, where the Japanese lines held a meeting, said the 
latter offered a counter proposal that all lines should issue such 
bills within two days before the ship’s sailing. While the Ship- 
ping Board lines are considering this plan, it is considered cer- 
tain that they will reject it because of legal obstructions to the 
policy in this country. Unless the two interests are able to 
reach an agreement a break in the conference, with a rate war 
on the Pacific, seems near at hand. 

Application has been made to the Trunk Line Association 
by the Pennsylvania Railroad, the Reading and the Baltimore 
& Ohio asking that the same arrangement be put into effect at 
Philadelphia as now applied at Baltimore with respect to for- 
warding of export shipments to other ports when the original 
vessel has been missed. Export freight could be forwarded to 
Philadelphia under this arrangement and in case of no early 
sailing could be forwarded to New York by paying the differ- 
ential in rates. The railroad applications will go before the 
freight traffic manager’s committee of the Trunk Line Associa- 
tion in January. 

Radical changes in the method of rate-making in the inter- 
coastal trade, designed to make the rate functions more institu- 
tional, and patterned after the methods employed by the rail- 
roads, have been recommended to the United States Intercoastal 
Conference by the Pacific Traffic Association, which has had 
a committee working on the matter for several weeks. 

The main feature of the proposals is that the conference 
employ a permanent committee on rates, rules and regulations, 
composed of experienced and disinterested traffic men on salary, 
and located at New York, Chicago or San Francisco. The 
P. T. A. also suggests that the intercoastal tariffs be made to 
agree with the rail tariffs as to descriptions of commodities, 
although not necessarily as to groupings, and that formal dock- 
ets be issued periodically. 

The proposition has already been broached informally to 
the Westbound Advisory Committee of the conference, and it 
is understood that it has strong support among some of the 
intercoastal steamship lines. A resolution has been passed by 
the association and copies sent to the conference and the Ship- 
ping Board. Its advocates state that it “will take the politics 
= of rate making and avert the danger of government regu- 
ation.” 

The committee that devised the plan is composed of A. T. 
White, Frederick Morgan and R. C. Bray, traffic managers, re- 
spectively, of the Emporium, Zellerbach Paper Company and 
the Trojan Powder Company. 

The North Atlantic Continental Conference at its monthly 
meeting authorized a special conference contract rate on auto- 
mobiles at 20 cents a cubic foot to Antwerp and Rotterdam 
and 221% cents to Hamburg and Bremen. This applies only 
when all shipments are made under contract. Open rates, on 
part shipments, are five cents a cubic foot higher. The special 
contract rates on lubricating oil were renewed until April 30. 
A number of open rates on other commodities were extended 
to April 30 also. The United Kingdom Conference extended 
its special contract rates on lubricating oil to April 30 and 
also made a rate of $5 on copper rods against $8 previously. 

Through rates via Boston have been established on canned 
goods from Pacific coast ports to Halifax, N. S., North Sydney, 
C. B., and St. Johns, N. F., on a parity with New York. This 
has been brought about as a result of negotiations over an ex- 
tended period by the Boston Maritime Association and is ex- 
pected to result in considerable transshipment business. 

Beginning January 1, an increase of 10 cents per ton on 
dock and wharfage rates will become effective at Los Angeles. 
This advance, which was made to meet greater expenses of the 
harbor department, will amount to $370,000 a year. 

One of the first signs of improvement in the trans-Atlantic 
freight business is the announcement of the United American 
Lines that it has been found necessary to add the steamship 
Mount Clinton for an extra sailing to Hamburg to take care of 
additional cargo. The Mount Clinton will sail from New York 
on December 23. 


SECTION 28 


Secretary Hoover of the Department of Commerce has 
made public the report on section 28 of the merchant marine 
act made to the President’s committee on co-ordination of rail 
and water facilities by Stuart Daggett, who was employed by 
the committee for that purpose. Mr. Daggett made a thorough 
research into the situation with respect to section 28, his report 
containing more than 100 pages. The objections to the section. 
were summarized in the following conclusions in’ the report: 


The conclusion of this study may appropriately contain three 
types of observations: (1) Suggestions for exemption of regions or 
commodities from the operation of section 28, (2) Suggestions for 
amendment to the law, and (3) general remarks upon the application 
of or the policy expressed in section 28. 

Exemption of regions or commodities—Among the commodities 
which have been considered with some care the following appear to 
present peculiar features from the point of view of the application 
of section 28. 

Coal—This is a low grade commodity largely carried in tramp 
steamers. American boats are not anxious for coal cargoes. The 
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export trade in coal, moreover, suffers because American coal, un- 
like British, moves with the current of traffic instead of against it. 
Coal should be exempted from the operation of section 28. ’ 

Grain and flour—The principal reason for exempting grain is 
the ease of diversion of the American crop to Canadian ports and the 
keen competition met with abroad. Grain is, moreover, a low rate 
cargo and one not particularly desirable for American boats. The 
peculiarity of flour which probably makes its exemption wise is the 
close relation of flour to wheat. 

Meats and bananas—Both of these articles require special serv- 
ice which the Shipping Board is unable to supply. Exported American 
meats are subject to serve competition and sell on a narrow margin 
of profit. Imported fruits, such as bananas, are apparently not sub- 
ject to similar competition but the supply of American vessels is 
inadequate to handle the traffic. Moreover, the banana busi- 
ness is one in which production and transportation are combifed. 
There is little common carriage in the banana trade and the bene- 
fits which American ships can derive from the enforcement of sec- 
tion 28 are remote. 

Petroleum—The petroleum movement which would be affected by 
the application of section 28 is from the small refiners in the Mid- 
Continent field. These refiners already find it difficult to compete 
with the large coast plants and will be further seriously handicapped 
if their export rates are interfered with. It is not believed that the 
American tonnage is adequate to transport Mid-Continent oil to 
foreign destinations. 

Among the regions which appear to be especially deficient in 
tonnage are the following: Mediterranean area; Europe-Atlantic, par- 
ticularly on_ service from the North Atlantic and Pacific ports of 
the United States; east coast of South America; Baltic Ports; Aus- 
tralia, and Far East. 

‘this stuay has not covered the trade with Cuba and the West 
Indies, and no recommendations with respect to this last area are 
therefore made, * * * 

Exemption of exports—The suggestion has been made that ex- 
ports as a whole should be exempted from the operation of section 
28, and that the law should be made operative as to imports only 

In order to. judge at least approximately what the facts are with 
respect to the adequacy of the American merchont marine to handle 
import tonnage, the writer has recalculated some of the tables pre- 
pared for Chapter IV upon an import basis, omitting only the cor- 
rection for stowage factors which cannot readily be made for im- 
ports in a comprehensive way. It will be recalled that in many 
cases the original calculations in Chapter IV were upon an import 
basis because the preponderance of movment on a number of routes 
is toward the United States. This is true generally of South Amer- 
ica and Baltic movements, and the conclusion formerly presented with 


respect to these routes may stand accordingly for the most part 
without change. There is, that is to say, a considerable deficiency 
of tonnage in the Baltic service as well as in the services between 
the east coast of South America and the north Atlantic coast of 


North America but enough ships, on the other hand, to carry 50 
per cent of our foreign trade between South America and ports 
upon our own Pacific Coast. Since the African import and export 
trades nearly balance, the former conclusions hold here also. The 
services just mentioned have not, therefore, been reconsidered with 
respect to their adequacy. 


With respect to remaining import services a recalculation shows 
the following results: 
Table No. XXX 


CARGO TONNAGE OF IMPORTS OFFERING COMPARED WITH 
SHIP TONNAGE AVAILABLE ON SELECTED ROUTES 


Cargo 


50 Per Cent Ship 

Tonnage of Cargo Capacity 

Route . Imports Tonnage Available 
Europe-Atlantic Rasoeiwedtwemeree 907,380 453,690 1,154,370 
Europe-Mediterranean ............ 371,732 185,896 203,117 
Australia Ee Ce a ene ae eee - 80,986 40,493 82,916 
PE PEON. p Sincsviciv- ont cdwareieisiiais iis - 221,248 110,624 83,221 
MPIIN > hackia a 1igis Gala Calaeanee-u Hacaeeas 273,025 136,512 609,446 


On the basis of this table and the facts referred to in the pre- 
ceding paragraph, the following regions appear to be notably lacking 
in tonnage to take care of their import trade: East Coast of South 
America; Baltic ports; Far East, and Mediterranean area. 

The Orient and the Australian area seem to be sufficiently equpped 
from a tonnage standpoint to handle imports into the United States, 
although they are insufficiently equipped to handle exports from the 
United States. The same is probably true of Europe-Atlantic, though 
the margin is narrow. Possibly these conclusions must be modified 
somewhat because of the necessity for special types of ships or 
service, but it is not known how far such a necessity exists. It 
is obvious, in any event, that in predicting the results of administer- 
ing section 28 upon an export basis sweeping generalizations should 
be avoided and each trade route considered by itself. 

Amendments—The most obviously desirable amendment to the 
present law is one which will expressly restrict its operation to rail- 
road rates and will exclude matters of free time, demurrage and 
storage. The provisions in export and import tariffs relating to 
detention of export and import freight are not concessions but rec- 
ognition of unlikeness in conditions under which domestic and foreign 
business is carried on. Failure to continue tariff provisions of. this 
type constitute a discrimination against foreign trade which Amer- 
ican merchants should not be asked to bear. 

It deserves consideration also whether power to suspend the op- 
eration of section 28 may not be allowed some responsible body when 
such suspension appears to be in the public interest. The provisions 
of the Panama canal act relative to railroad ownership of competing 
water lines may be recalled in this connection. The Shipping 
Board at present feels that its hands are tied by direct mandate of 
the law, whereas such an amendment would clothe the board or 
some other selected body with discretionary authority. 

In lieu of the present provisions of section 28 with respect to 
export and import rates and charges, a flat increase of 5 or 10 per 
cent in railroad export and domestic rates has been suggested on 
all commodities which move out of or into the country in foreign 
ships. A change of the law in this sense will avoid many of the 
difficulties connected with the administration of section 28, created 
by the competition of seaboard cities. The change will be an im- 
provement upon the present law, but it is not recommended because 
the statute, even if so amended, will be too imperfect to defend. 

General comments—The writer avoids in the present studies so far 
as possible the expression of general opinions with respect to section 
28. The remarks which follow seem, however, to be pertinent at 
this place. 

Much confusion is caused in the discussion of section 28 by the 
refusal of Congress to define the word “adquacy.”’ It is worth while 
insisting, therefore, that the only definition of adequacy which will 
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avoid fundamental changes in railroad rate structure through the 
operation of this statute, as well as considerable alterations in the 
conditions under which the trade of the United States is carried on, 
is one which interprets adequacy as competence to transport 10) 
per cent of the nation’s foreign business. y 

On the general question your reporter takes the following view: 

From the point of view of the mérchant marine, section 28 js 
an unsatisfactory device for rendering aid to shipping because jt 
applies to only a fraction of our foreign commerce, and because the 
most important tonnage yielding commodities which move to the 
seacoast on a substantial rail haul and are therefore affected py 
the section are low grade articles such as grain, coal and lumber, 
These three articles alone make up more than a third of all tonnage 
exports and constitute more than half of the tonnage upon which 
section 28 will operate. American ships do not desire additiona) 
freight of this sort and will not profit by it. 

From the point of view of the foreign trader and of the com- 
munities which act as intermediaries in foreign trade, section 2 
has the following fundamental defects: ; 

1. The law works unequally. It operates, that is to Say, to the 
especial disadvantage of shippers and communities which have en. 
joyed low export and import rates without affecting shippers or 
communities which have not enjoyed low export and import rates. 

2. The law is uncertain. There must be a through contract for 
transportation from point of domestic origin to foreign destination 
or vice versa, if section 28 is to work as simply as its authors ap- 
peared to have conceived its operation. Where there is no through 
contract and where the presence of an American ship of the type 
and with the sailing date needed for the desired movement cannot 
be guarded in advance, it becomes extremely difficult for the 
vendor to set a price, or for the buyer to make a firm offer (in 
case of sale f. o. b. factory) because the expense of rail transporta- 
tion to the seaboard cannot be known. : 

It is, moreover, likely that some of those shippers who take a 
change in exporting under section 28 will be able to secure space 
in American ships and some will not, which will bring about a dif- 
ference in the cost of movement, for fortuitous reasons, between 
men who have equal right to the lowest charges. i 

3. The law tends to concentrate the foreign business of the 
country in a few coastal cities instead of distributing it among many 
cities. How far the actual concentration will take place will, of 
course, depend upon the willingness of the railroad carriers to accept 
the loss in revenue incident to the reduction of domestic rates to 
and from points of export, to the export or import level, and partly 
upon peculiar conditions relating to movement of particular com- 
modities. In some instances, as in the case of cotton exported through 
the Pacific northwest, or of bananas imported through Gulf cities, 
there is no local movement to the port and the domestic charge is 
a paper rate only. In other instances, as with imported silk, the 
import rate is higher than the domestic rate, and in some cases 
the two rates are the same. Where there are conditions of the sort 
referred to, export and import rates can be continued without dif- 
ficulty. In the typical case the railroad must accept a loss in revenue 
if export and import rates are to be retained, and while the revenue 
will sometimes be sacrificed, it is reasonable to believe that this 
will not universally be done. ; 

. The difficulty of administering the law is very great, es- 
pecially in the case of export shipments which are sorted or re- 
handled at the port of exit, and the task of providing adequate super- 
vision is likely to prove expensive. ae 

One may not unreasonably believe that appreciation of the 
defects in the statute which have just been mentioned, and not 
foreign influence or mere dislike of change, is responsible for the 
well nigh universal opposition to section 28 expressed by exporters, 
importers and seaboard communities alike. Your reporter has tested 
sentiment in many industries since this inquiry has been begun. 
While a considerable number of lines of business believe that they 
Will not be affected, in only one—the steel industry—has any support 
been found for the application of the law. The support in this case 
comes from the representative of the Bethlehem Steel Company, 
who frankly takes the position that his company will gain more 
from a possible increase in shipbuilding that might follow from section 
28 than it will lose as an exporter of steel or of the products of steel. 


SHIPPING BOARD INQUIRY 


The Trafic World Washington Bureau 

Separation of the Fleet Corporation from control of the 
Shipping Board was opposed before the House investigating 
committee by Commissioner Benson, of the Shipping Board. 
He thought some changes might be made in the present system 
but he believed that the board should have supervisory author- 
ity. He indicated he was opposed to “one-man” control of the 
fleet. Influences inimical to American interests and to the 
American merchant marine accept every opportunity to “disturb 
the situation and to do everything that will discredit the organi- 
zation,” the commissioner declared. He feared that if the plan 
to separate the organizations were made effective, politics 
might dominate the selection of the head of the Fleet Corpora- 
tion. He did not believe that any serious friction had occurred 
between the board and Fleet Corporation. Discussing the 
Dieselization of Shipping Board vessels, the commissioner said 
some criticism of the board’s action in awarding contracts for 
Diesel-type engines was “insidious and cunning,’ adding that 
such criticism had been observed before when the board sought 
to improve the efficiency of the fleet. 

Elimination of the word “Emergency” in Emergency Fleet 
Corporation was advocated by Mr. Boring, who told the com- 
mittee that the corporation was losing money because of use 
of that word. He also said definite assurance that the gov- 
ernment’s ships would be kept in operation until they could 
be turned over to private operators would improve the business 
of the Fleet Corporation. Mr. Boring said not enough money 
was being spent to advertise the government’s shipping services. 
For the current fiscal year the Fleet Corporation appropriated 
$985,000 for passenger service advertising and $250,000 for 
freight service advertising. 

That the government should build up the United States 
Lines, the Shipping Board’s agency for operating its passenger 
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vessels in the North Atlantic, so that the passenger fleet would 
be a credit to the United States or in the alternative that the 
government should get out of the business was the view sub- 
mitted to the House committee investigating the Shipping Board 
and Fleet Corporation by T. H. Rossbottom, general manager 
of the lines. In their present shape, the witness said, the 
lines were no credit to the government. His point was that, 
with the exception of the Leviathan and the George Washing- 
ton, the vessels of the lines were not in a class with those of 
foreign competitors. He said three fast passenger vessels of 
from 35,000 to 40,000 tons should be built to supplement the 
passenger fleet in the north Atlantic. Passenger traffic sol- 
icitors for the United States Lines should not be restricted to 
an expense account of $5 a day, the witness said, adding that 
representatives of foreign lines were not subjected to such a 
restriction. He gave that as an illustration of how government 
regulations interfered with getting business. 

Commissioner W. S. Hill, of the Shipping Board, and W. J. 
Haines, manager of the deferred liquidations division of the 
board, submitted testimony relative to claims against the board. 

President Palmer, of the Fleet Corporation, was examined 
by the committee at length with respect to the proposed sep- 
aration of the Fleet Corporation from the Shipping Board. Mr. 
Palmer said he believed such a separation would be in the in- 
terest of efficient operation of the fleet. é 

So far as the examination of witnesses was concerned, the 
committee practically concluded open hearings this week: The 
committee plans to prepare a report for submission to Congress 
before the close of the present session at midnight March 3. 


MERCHANT MARINE POLICY 


The Trafic World Washington Bureau 


Reorganization of the affairs of the Shipping Board and 
Fleet Corporation along the lines desired by President Coolidge 
may be accomplished without legislation. It is understood 
that efforts may be made to effect a practical separation of 
the duties of the two organizations under existing law and thus 
meet the President’s recommendations without amendment of 
the law. 

The President’s message to Congress recommending that 
responsibility for the operation of the government fleet be 
placed in the hands of the Fleet Corporation has resulted, it 
is understood, in the beginning of a movement on the part of 
the Shipping Board to effect an understanding with President 
Palmer, of the Fleet Corporation, with respect to physical oper- 
ation of the fleet, that will meet the wishes of the President. 

Senator Jones, chairman of the Senate commerce commit- 
tee, who is preparing a bill providing for separation of the two 
organizations, has indicated that he believes a proper separa- 
tion could be effected under existing law. It is regarded as 
doubtful whether the proposed legislation can be passed in the 
short session. If the board and Fleet Corporation should effect 
a new working arrangement, and the proposed legislation should 
not become law at this session, it is believed that there would 
be little demand for such legislation at the next session of Con- 
gress. 

Representative Scott, of Michigan, who will be the new 
chairman of the House committee on merchant marine and 
fisheries, takes a favorable attitude toward the President’s rec- 
ommendation as to separation but he has expressed doubt 
whether the change in the law could be effected at this session. 


WATER-BORNE FOREIGN COMMERCE 


Reports of the Bureau of Research of the Shipping Board 
on the water-borne foreign commerce of the United States for 
the fiscal year ended June 30, 1924, as compared with the 
fiscal year ended June 30, 1923, show changes in the quantities 
moved of a number of staple commodities handled in foreign 
trade and a slight falling off in the total volume of combined 
import and export cargo tonnage, says a statement issued by 
the board. Continuing, the board said: 


The domestic coal supply in 1924 being normal, imports of that 
commodity were 4,000,000 tons less and exports 1,200,000 tons greater 
than in 1923. Although the 1924 imports of Mexican crude oil show 
a decline of nearly 650,000 tons, our exports of petroleum products 
increased more than 3,000,000 tons, or 30 per cent, over the 1923 ex- 
port. Canadian grain receipts through Great Lakes ports were 
600,000 tons heavier in 1924 than in 1923 and most of an increase of 
400,000 tons of import lumber also came from Canada. The total 
foreign import cargo tonnage, 42,760,000 tons, was 7 per cent less 
than the 1923 total. : 

The total foreign export cargo tonnage of 49,200,000 tons was an 
increase over 1923 of approximately 2,400,000 tons (5 per cent), not- 
withstanding a decline of nearly 5,000,000 tons (40 per cent), in our 
grain exports to United Kingdom and Continental Europe. Prac- 
tically every other export commodity, as recorded by the bureau, 
moved in quantities substantially greater than in the previous year. 
In addition to the increases above noted in petroleum and coal ship- 
ments, it is noted that lumber exports advanced nearly 1,200,000 
tons (35 per cent), iron and steel manufactures 440,000 tons (35 per 
cent), vegetable products, 375,000 tons (24 per cent), and flour, 315,- 
000 tons (20 per cent). In connection with the 1924 increase in iron 
and steel export it is also noted that our 1924 iron and steel import 
was 410,000 tons less than in 1923, a decline of nearly 50 per cent. 

Our foreign commerce of 1924 was distributed among twenty- 
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seven states, six of which handled more than five million tons each. 
New York leads all others in both ocean and Great Lakes trades 
Texas and Louisiana rank second and third respectively, ‘ 


with Penn. 
sylvania, California and Maryland following in the order name 
The following comparative statement shows the volume, in cargo 
tons of 2,240 lbs., of the foreign trade of each state during the fisca] 
year ended June 30, 1924 and 1923. 
Imports . Exports 
Ocean Traffic 1924 1923 1924 1923 
coitopk: ge ee 300,632 279,845 635,296 632,180 
So eae 1,476,042 1,456,403 5,467,095 4,108,578 
COMMeCHEME 6 2..s0c0c00 56,619 28,829 7,0 19,735 
Delaware .........eeee- 235,282 MONGEN = Seesess 8 — too tigh 
. =e 997,050 910,305 1,603,967 1,521,813 
GOOTBIA ..0. ccccccseces 499,811 458,697 69,481 263,418 
ee ere eee Cee 4,817,251 4,090,452 3,520,936 4,370,441 
ES. ees ee 66,152 680,770 11,917 672,365 
pe ae 3,510,895 3,411,031 2,091,559 3,284,876 
Massachusetts ........ 2,831,232 5,030,988 87,745 506,736 
J eee 27,2 22,835 247,349 296,144 
INGW TIOMIBSHIPG. 20.00.0006 crcesvecs RR eet © 
Ee 5. Pe 1,299,838 1,162,663 146,422 110,037 
ee ee 9,723,068 11,777,507 11,452,643 10,605,887 
North Carolina......:.. 92,645 221,977 18,115 25,832 
MEE Fa tidencscenvaect 120,590 102,987 1,788,495 1,077,279 
Pennsylvania .......... 3,441,252 4,285,204 2,312,602 3,030,975 
Rhode Island........0<- 695,180 14,364 2,00 40 
South Carolina ........ 520,631 335,693 290,723 198,660 
2. ee ere 4,517,098 4,947,425 4,794,847 4,293,683 
 . ae 41,286 14,324 3,442,509 1,806,997 
WARMNSTON. cc cccccccce 962,349 774,202 2,248,001 1,378,934 
Total—Ocean Borne. .37,032,195 41,495,154 41,238,768 38,204,973 
Great Lakes Traffic 
ERS ee eae ae 39,552 39,692 254,220 864,789 
EE, iNocidegseoreses seememen . eebaivesic ee = Sesmaraanes 
EL. oo cincwe. as e5enie 85,451 7,888 620,366 288,827 
ee eer re 126,554 67,92 222,136 432,192 
DS. eee Oe 4,217,730 3,546,337 1,476,598 1,496,318 
Ee PES ree. 95,349 16,678 4,124,964 4,411,460 
Pennayivania. «occ 374,382 428,359 423,171 244,478 
WEEOUEE, seccsconcees ,606 51,709 856,806 862,757 
Total—Great Lakes.. 5,731,594 4,658,583 7,979,773 8,600,821 


SEES COAST LAW IN DANGER 


The Trafic World New York Bureau 

Inroads made by foreign steamship lines in the U. S. coast- 
wise trade on the Great Lakes and recent attempts to invade 
the Atlantic and Gulf services must be stopped or this protec- 
tion, extended to American vessels for a century, will be broken 
down, T. V. O’Connor, chairman of the Shipping Board, said 
at a meeting of the New York Board of Trade and Transporta- 
tion. 

“If the Attorney-General finds that existing laws do not 
give adequate safeguards,” Mr. O’Connor said, “we must advo- 
cate tightening of the statutes to provide against the entry of 
foreign vessels. 

“We find Canadian steamers taking passengers from De- 
troit to Duluth by way of Port Arthur. The tickets read from 
Detroit to Duluth. This is a clear violation of the law. Simi- 
larly, we find freight from Minneapolis and St. Paul loaded 
on Canadian vessels at Duluth for Windsor, where it is trans- 
ferred to Canadian railroads for delivery in New England. We 
must assure ourselves that goods and passengers between Amer- 
ican ports and American cities are carried by American rail- 
roads and steamship lines.” 

Mr. O’Connor said that the opinion of Attorney-General 
Stone to be rendered shortly on the Voltaire case would deter- 
mine the strength of the law as it stands, and it would then 
be possible to determine a future course. 


PORT COMPETITION 


“This country is now in a second era of port development,” 
says E. S. Gregg, of the transportation division of the Depart- 
ment of Commerce. “The first era was that in which the rail- 
roads were acquiring water-front and terminal property and 
were building docks, transit sheds, and warehouses. The com- 
petition in this period was essentially the competition of rail- 
ways. Since the war, however, a new interest in ports has 
arisen from the business elements in the ports and immediate 
hinterland. Today the ports themselves are competing with 
each other for traffic. 

“The new interest in ports is explainable in two ways. In 
the first place, during the war, the congestion over the railways 
serving some of our major ports and the delays at those ports 
caused considerable traffic to be diverted through smaller ports. 
At the same time government and other steamship services 
were established out of these minor ports. The business ele- 
ments in the community immediately recognized the value of 
handling expert trade. They have been industrious in the last 
few years in advertising their facilities, in soliciting cargo, and 
in fighting for special consideration in the case of both rail and 
ocean rates. 

“Another element which has contributed to this reawakened 
interest in ports is the feeling which has grown up in the 
Middle West that those handling the export trade of the country 
at the seaboard are not sufficiently sympathetic to the aspira- 
tions of the interior producers. The widespread belief in the 
advantages of the Great Lakes-St. Lawrence project and the 
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American __ 
Oriental Mail Line 


President Grant—One of the five sister ships—showing cargo handling fac‘lities 
especially designed for rap:d handling from lighters on both sides of vessel. 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT JACKSON .................. January 3 
PRESIDENT McKINLEY................. January 27 
PRESIDENT JEFFERSON............... February 8 
PRESIDENT GRANT ................0:. February 20 
PRESIDENT MADISON................... March 4 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 


WEST BRINGROD. ..o.oc cc cccccccccccccsces December 20 
ME Soo os a sr6ig obi ecie ends wea id ealoare December 24 
Nap IUINE < coiova:ore nina: c10lein 6:5 dieieroiwiecraleunetaele January 15 


Also Regular Sailings Direct to Foochow, 
Amoy, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 

Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 
Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse 7 eee 

Detroit—Dime Bank ~~ 

San Francisco—Robe 

Los Angeles—626 South Spring Street. 

Pertland—101 Third St., Cor. Stark. 

Seattle—4e9 L. C. Smith Building. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


American _ 
Oriental Mail Line 


Operated for 










United States Shipping Board 


by y-Netsobtact Oriental Line, Managing Operators 
L. C. Smith Bldg., Seattle 
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Joint Service With 
HOULDER, WEIR & BOYD 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 





From From Frem 

Baltimore New York Savannah 
0) ere ee Dec. 20 Dec. 24 
_...,. aaa Dec. 30 Jan. 3 Jan. 7 
PETER KERR............ Jan. 13 Jan. 17 Jan. 21 
2 eer Jan. 27 Jan. 31 Feb. 4 
SS ee: Feb. 10 Feb. 14 Feb. 18 
STE, onaissee'sawieenoti Feb. 24 Feb. 28 Mar. 4 


Pier No. 9, B. & O. R. R., Locust Point, Baltimere, Md. 
Pier No. 5, New York Docks, Breoklyn, N. Y. 


Through bills of lading issued te Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, alse to all perts 
< — Oregon, Washington, British Columbia, Alaska and 
the Far 







Joint Service With 
HAMBURG-AMERICAN LINE 


NEW YORK TO HAMBURG 











*ALBERT BALLIN .. —_ 27. tMOUNT CLAY........ Jan. 15 
¢THURINGIA .......... Dec. 31 {CLEVELAND ......... Jan. 22 
*DEUTSCHLAND ...... Jan. 8 {WESTPHALIA ....... Jan. 29 





tCabin and Third Class Passengers. *First, Second and Third 
Class. Loading Pier 86, North River, Foot of West 46th St. 





PHILADELPHIA TO BREMEN AND HAMBURG 


WESTERWALD (via Baltimore and Hampton Roads)....Jan. 6 
MONTICELLO (via Baltimore and Hampton Reads)....... Jan. 20 
















BALTIMORE TO BREMEN AND HAMBURG 


KYPHISSIA (via Hampton Roads)..........seeesee0 ooee Dee, 24 
WESTERWALD (via Hampton Roads)...........seseesses Jan. 13 
MONTICELLO (via Hampton Roads).........-cscceseeees 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 


COTES EEHEHEEE SESE THESES EEE SET ESE EEEES 
SOSH eee eee eee ee eee EEE EEE EEE EES ESEEEEES 


POPPER HERES EH EH EEE EH EEE HEHEHE EEE EEE 


NEW ORLEANS TO BREMEN AND HAMBURG 
sisisimenidbesenn Soewuee -..Second half of December 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg te all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN pote OFFICE: 
CHICAGO, $27 South La Salle 8 Phone Wabash 4891 


BRANCH OnvicEs: 
PITTSBURGH......... cecccecccccccess 128 Jenkins Arcade Bldg. 
SYRACUSE. .........se0e see cecccccceseecs +++-201 Mitchell Bidg. 
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drive for better inland water transportation facilities can be 
traced to this source. 

“This new and intensified competition between ports is an 
excellent thing for our export trade. Shippers have open to 
them a choice of routes. Competition is reducing the costs of 
handling goods at the ports. The attention of the exporter, 
attracted to the fact that the expenses vary with the route and 
port, is being centered on the problem of reducing the transpor- 
tation item in the price he is able to make his foreign customer. 
The net result is a new stimulus to increased export trade.” 


SHIP PLANS APPROVED 


The Shipping Board has approved the plan of the American 
Hawaiian Steamship Company to build a passenger ship and 
also has approved the award of the contract to the William 
Cramp & Sons Ship & Engine Building Company of Philadel- 
phia for $6,560,000. The marine architects are Gibbs Bros., 
Inc., of New York. 

The approval of the board was necessary under the pro- 
vision of section 23 of the merchant marine act of 120, which 
provides that any excess and war profits taxes due under the 
revenue act of 1918 will, in effect, be waived by the govern- 
ment if the amount of the taxes, together with the addition of 
a sum twice the amount of the taxes, be invested in the build- 
ing of a new vessel in a private American shipyard, the ship 
to fly the American flag. The amount of taxes involved is 
$2,186,666. 

William Francis Gibbs announced that the ship is to be 
a twin screw express passenger liner, with a speed of at least 
22 knots, driven by geared turbines, with accommodations for 
about 600 first-class passengers; length, 582 feet; beam, 83 
feet, and about 20,000 tons’ displacement. The building period 
is 26 months. 

It is anticipated that work will start at once, and that the 
ship will be ready for service in the spring of 1927. Under the 
present plan it will be operated between San Francisco and 
the Hawaiian Islands. The vessel is expected to be the finest 
passenger liner ever built in the United States, and it repre- 
sents the largest merchant shipbuilding contract for a single 
vessel ever awarded by private contract to an American yard, 
Officials of the board said. Board officials erroneously an- 
nounced last week that a loan from’ the construction loan fund 
was being sought for the building of the vessel. 


MUNSON LINES’ SERVICE 


Frank C. Munson, president of the Munson Lines, announces 
that, beginning January 8, the company will inaugurate a direct 
service from New York to Havana with weekly sailings of fast 
freight vessels. Four ships of modern cargo type will be oper- 
ated on a regular schedule, leaving New York every Thursday 
at noon and arriving at the Cuban port the following Monday, 
equaling the time of the swift passenger liners. 


TREATY WITH GERMANY 


An attempt will be made to revise the terms of the pending 
commercial treaty with Germany, which opponents of the treaty 
say would prevent the United States from aiding the American 
merchant marine by resorting to use of discriminatory duties 
on German shipping. The Senate foreign relations committee, 
after discussing the treaty this week, decided to send a sub- 


committee to Secretary of State Hughes to consider the ques- 
tion of revising the treaty. 


LAKE PORTS TO BUENOS AIRES 


The S. S. Onandaga, loaded with automobile parts and ac- 
cessories, arrived at Buenos Aires December 16, completing the 
first trip to be made from lake ports direct to a foreign country. 
The ship left the River Rouge plant of the Ford company at 
Detroit November 10 and made only one stop before reaching 
the Atlantic, at Montreal, where additional cargo was taken on. 
The shipment of merchandise direct from the lakes to a foreign 
port carries out an ambition held by Henry Ford for a number 


of years, to open a wider field of shipping for the Great Lakes 
ports. 


MERCHANT MARINE BILLS 


A bill (H. R. 10734) providing for the disposition of mer- 
chant vessels owned by the government has been introduced 
by Representative Colton of Utah. The bill provides for the 
transfer of certain vessels to the Secretary of War, who would 
maintain transport, mail and passenger service. Other vessels 
would be transferred to the Secretary of Commerce, who would 
sell or charter them. 

Representative Edmonds, of Pennsylvania, member of the 
House Committee on merchant marine and fisheries, has intro- 
duced a merchant marine bill (H. R. 10682) to amend and sup- 
plement the merchant marine act of 1920. Various merchant 
marine bills introduced in the last session by Mr. Edmonds, 
including that relating to the Revised Hague rules governing 
the carriage of goods by sea, are combined in the bill. The 
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bill includes a measure introduced in the last session Providing 
for transfer of certain functions of the Shipping Board to the 
Department of Commerce and the creation of the office of under. 
secretary of the merchant marine in that department. A ney 
section would provide for retaliation against discriminatory prac. 
tices of other nations against the American merchant marine, 
The legislative situation in the short session is expected to be 
such that a bill of the character of the new Edmonds measure 
will not be considered for final action. 


LINE CHANGES FROM OIL TO COAL 


Following the advance in fuel oil prices at New York re. 
cently to $1.80 a barrel, it was learned this week that Moore 
& McCormack, operating a coastwise service, have decided to 
convert their six vessels from oil to coal burners. They esti. 





mate that this will save $75 a day for each ship despite the _ 
fact that four to eight additional men are required with coal oi oo 
as fuel. raf ( 
ED Ad ress 

PREVENTION OF CLAIMS WA 

Editor The Traffic World: om EY 
We note with much interest the discussion in the Open from 
Forum of the Traffic World, and we have taken particular inter. sells 
est in the one entitled “Prevention of Claims,” on page 1203, Wetzler 
November 29, wherein A. R. Yates has taken exception to an —_— 
item under the same heading written by E. S. Gregg on page pc 
1092, November 15, and believe he has hit the nail on the head. ize a 
We believe Mr. Yates brings out some very good points Fane 
and would like to have a reply from Mr. Gregg as to what he world 
has to say relative to trying out the plan on the carriers that panes 
he has laid out for the shippers. = 
H. D. Conkey & Company. CLE 


Per N. K. Onandahl, Traffic Department. 
Mendota, Ill., Dec. 13, 1924. 


WHAT BECOMES OF BILL OF LADING? 


Editor The Traffic World: 

Referring to Mr. Kirtley’s letter in The Traffic World of 
November 22: 

The position taken by him appears reasonable, but there 
is another side to the question. 

Our company has various plants. The shipping clerk at 
each plant issues bill of lading in quadruplicate, submits the 
original with shipping order to the railroad, mails first memo- 
randum to the home office with statement of shipments for- 
warded on that date, the second memorandum being retained 
for the factory’s file. 

Invoices to customers are all issued at the home office, 
these, with the memorandum bill of lading, being mailed at the 
earliest possible moment, so that customer may have prompt 
advice of shipment. 

Original bills of lading on trap or ferry cars are left with 
the railroads until the cars are handled by them so that we 
may obtain clean receipts. After such cars are worked and 
shipments checked these originals are then signed by the freight 
agent and delivered to factory representative, who mails them 
to the home office for their file. 

To avoid delay, the memorandum bill of lading is not sub- 
mitted to the railroad for signature, and were we to hold 
invoice for receipt of the original bill this would delay for 
several days the mailing of such notice to our customer; in 
many cases the goods would arrive before such notice of ship- 
ment was received. 

Our weights are accepted by the. railroads, the memo- 
randum gives all the information contained in the original bill 
of lading; therefore, the customer should have no difficulty in 
checking freight charges and actually have less trouble than 
if the mailing of invoice was delayed through awaiting receipt 
of the original bill of lading. Further, the prompt advice of 
shipment enables quick handling with railroads and shipper 
where tracing is essential. 

A. W. Stebbings, Traffic Manager, 

Elmira, N. Y., Dec. 15, 1924. Thatcher Mfg. Co. 





Editor The Traffic World: 

The article that you kindly published in your November 22 
issue under the head of, ‘““What Becomes of the Bill of Lading?” 
has caused some interest. I have received several letters from 
traffic men in different parts of the country commenting on 
this article and, as most of them seem to agree with me that 
the article brought out the fact that the bill of lading should 
always accompany the invoice, I want to trespass further on 
your good nature and ask that you be kind enough to publish 
this letter. 

We are using a form, as follows, when we do not receive 
the bill of lading with the invoice: 


We return herewith your invoce of ......... as you failed to 
enclose the Original Bill of Lading, which is eyidence that the 
shipment has been accepted by the transportation company. This 
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One of America’s 
Leading Hotels 


Che St. 


POSITIONS WANTED OR OPEN | 


POSITION WANTED—Young man, married, seven years railroad 
and commercial traffic experience, desires position in an industrial 
trafic department. Two years law school. Excellent references. 
Address Box 727, care Traffic World, Chicago. 








££ =< ¢=€ LLL Le 

WANTED—Industrial traffic men and railroad rate men, now 
employed, are_earning large commissions during spare time leasing 
our Freight, Express and Parcel Post Rate Guides showing rates 
from the principal cities. Many testimonials from largest concerns. 
Selling experience unnecessary. Commission $12 per sale and up- 
wards. Selling outfit free. All correspondence strictly confidential. 
Getzler’s Guide, Inc. (Established 1913), Rochester, N. Y. 





POSITION WANTED—tTraffic manager, assistant, or will organ- 
ize department; 18 years’ practical experience, modern’ shipping 
methods, rates, tariff analysis, claims, cases before the Interstate 
Commerce Commission; legal training. Address Box 719, care Traffic 
World, Chicago. 












CLEVELAND 







Members A.W.A. — O.W.A. 


LEDERER TERMINAL 


SER VICE 
BUILDS BETTER BUSINESS 
Mercantile Warehousing and Distributing 


OF ee LL OF _NET®. 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


Merchandise Storage and Pool Car 
scuttexoy: Distribution —»c.210 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. — KANSAS CITY, MO. 





SOUTH BEND, IND. 
WARNER WAREHOUSE CO. 


NY, (rod oF baled (:1-Meh de) a-¥-4-Mr- Vale Ws Bh Etaa tolerates s| 
New York Central Siding — Free Switchi ) Scere) Un Ore b 
Distribution — Negotiable Ware ipts ued. 

Amer ca N : 
< Central War, 
American Cha:n ¢ 


Members 


“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, Inc. 


DETROIT 
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Ch A Ley Accommodating Over 


One Thousand Guests 


NEW ORLEANS 
Every Railroad Entering New Orleans Has Its City Office in the Hotel 


Trucking — Distributing 
Forwarding 
LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth SQ. DETROIT 


UNION 


TRUCKING 
COMPANY 


Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 
| __ Members A. W. A.—C. W. C.—Minn. WA. 





PHILADELPHIA, PA. a . 
: Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inqu'‘ries on L. C. L.—S. C. ank PB. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


AMARILLO, TEXAS 
Merchants Produce Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


DENVER, COLORADO ae 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 


1700 Sixteenth Street, DENVER, COLORADO 
Serving New York 


and Pennsyloania F rom the Hub 


Elmira is the natural distributing center for these two densely 
populated States which have corres: nay great buying-power 
Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 

Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp'n, ELMIRA, N. Y. 


ALBANY, WN. Y. 




























Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 
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invoice will be discontinued from the date the Bill of Lading is 
received. 


The use of this form will bring results from the “hard 
heads” if used in each case when the bill of lading is not sent 
with the invoice. 

BE. G. Kirtley, Traffic Manager, 
: Montgomery & Crawford, 
Spartanburg, S. C., Dec. 16, 1924. 


PERE MARQUETTE LEASE APPROVED 


The Trafic World New York Bureau 


Agreement on the terms of the lease of the Pere Marquette 
by the Nickel Plate as one of the most important steps in the 
$1,500,000,000 consolidation was reached in New York Wednes- 
day by the executive committee of the former. The revised 
document will be submitted to the board of directors at its 
meeting January 7, unless decision is reached to call a special 
session. 

This modified form of the original skeleton lease, according 
to E. N. Brown, chairman of the board, provides protection 
for any non-assenting stockholders who may wish to retain their. 
present holdings instead of joining in the unification. Mr. 
Brown said, however, that he had been informed that 70 per 
cent of the holders of all three classes of Pere Marquette stock 
had already submitted their proxies and assented to the lease 
of the property to the Nickel Plate system. 

The announcement on the new terms reads as follows: 


i 

As and when dividends at the rate of 6 per cent per annum are 
paid on preferred stock of the new company, an amount equal to 
dividends at the rate of 5 per cent per annum on prior preference 
stock and preferred stock of the Pere Marquette not owned by the 
new company—the amount so payable to be proportionately decreased 
in the case of the payment of dividends at the rate of less than 6 
per cent per annum on the preferred stock of the new company. 

As and when dividends at the rate of 6 per cent per annum are 
paid on common stock of the new company, an amount equal to 
dividends at the rate of 4% per cent per annum on the common stock 
of the Pere Marquette not owned by the new company—the amount 
so payable to be proportionately increased or decreased in case of 
the payment of dividends at the rate of more or less than 6 per cent 
per annum on common stock of the new company. 


These conditions are to be in addition to othed provisions 
of the lease which remain ‘to be worked out in detail and pre- 
sented to the directors and stockholders of the Pere Marquette 
later. bi ae 

Acceptance of these terms by the executive committee of 
the Pere Marquette removes one of the most difficult problems 
of the negotiations. For weeks counsel of the two railroads 
had been attempting to reach an agreement. The special com- 
mittee of the Pere Marquette, consisting of Thomas W. Wood- 
lock, chairman, Matthew C. Brush and Walter W. Colpitts, in- 
sisted on a revision of the original terms. 

The Erie lease terms are not expected to be announced 
for several days at least, although they have been acted upon 
favorably by the directors. The next regular meeting of the 
Erie board is January 23. 

Following a meeting of the executive committee and the 


board of directors of the Erie, the following statement was is- 
sued: 


A reort from the sub-committee to the executive committee 
and to the board of directors regarding a basis for the rental in 
the proposed lease was read and the report was unanimously 
approved by both the executive committee and the board. 


While the Erie meeting was in session the Van Sweringen 
brothers were in conference with a committee of the Pere Mar- 
quette. 

Approval by the directors of the Erie of the lease under 
which the Nickel Plate will assume control of the Erie places 
the matter entirely in the hands of the stockholders, who will 
probably be called together in a special meeting in February. 

Announcement of the details of the lease will likely be 
withheld until that time, though it is believed that there will 
be no objections to the plan. It is understood dividends to 
minority stockholders who may not wish to avail themselves 
of the opportunity to enter the unification will depend upon 
surplus earnings of the Nickel Plate after payments have been 
made on the stock of the consolidated system. 

No difficulty is expected in obtaining the approval of the 
stockholders, according to a representative of the Van Swer- 
ingens, who said that the Cleveland interests already control 
about three-fourths of the shares through ownership or proxies. 


ACQUISITION OF LINES 

The Terminal Railroad Association of St. Louis has applied 
to the Commission for a certificate of public convenience and 
necessity authorizing the applicant to acquire and operate in in- 
terstate commerce the following affiliated or associated corpora- 
tions, all of whose capital stock is owned, directly or indirectly, 
by the applicant: St. Louis Merchants’ Bridge Terminal Rail- 
way Company, East St. Louis Connecting Railway Company, and 
the St. Louis Transfer Railway Company. ‘The applicant said 
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that the properties were so physically connected as to Const; 
tute one terminal system and that it was in the public intereg 
that they be unified and so operated. It said unification for 
single ownership and operation would result in expediting traf. 
fic and in substantial economy with respect to management 
operation and accounting. ’ 


COCOA POWDER RATING 


A lower classification rating is sought on cocoa powder in 
bulk and barrels, carloads, in Docket 16237, E. & A. Opler, Qyj. 
cago, against the Aberdeen and Rockfish et al., heard by Exap. 
iner Knowlton, at Chicago, Dec. 15. 

Edmund Opler, president of the complainant concern, tojq 
how cocoa powder was made, saying that it was the grounq 
mass, or cake, left after the chocolate mass had been presgeq 
to get out the chocolate of high butter fat content. He said the 
cake itself was of value for fertilizer and animal food, but whey 
the best of it—that is, that containing from 16 to 24 per cent 
butter fat—was ground into powder, it could be used in the 
manufacture of candies, bakers’ goods, or the preparation of a 
drink. 

He said the present rating was fourth class on cocoa in 
barrels or bulk, with a minimum weight of 30,000 pounds to 
the car. What the complainant desired, he said, was a rating of 
fifth class, with a minimum of 36,000 pounds. He said the loss 
and damage claims arising from the carriers’ handling of the 
commodity was low and that it could be handled in any kind 
of box car if the roof was in good condition. He entered ex. 
hibits showing what were contended to be comparable commodi- 
ties taking the fifth class rating in all the three territories ip. 
volved—Official, Southern and Western. 

A. H. Green, representing the Official Classification Com- 
mittee, said it was a generally understood principle that the 
classification was built up on a group basis, and that the rates 
on cocoa were made with relation to other chocolate products in 
the same group and were considered just and reasonable. He 
said the value of cocoa powder depended on the percentage of 
butter fat content and, since that was regulated by the pure 
food laws, it was supposed to be fairly high, and thus deserving 
its rating. He pointed out that the complainant acted in the 
nature of a jobber, and not a manufacturer, and that the manu- 
facturer had made no complaint. 


WHISKY STORAGE RATES 


The question of responsibility for storage charges on a 
carload of whisky seized at El Paso, Tex., by the government, 
is in dispute in Docket 16203, the Sunnybrook Distillery Co. 
against the Santa Fe et al., heard before Examiner Knowlton, 
at Chicago, Dec. 13. 

Joseph Simon, for the complainant, testified that the car 
was shipped in May, 1920, at a rate of $1.8144, a hundred, con- 
Signed into Mexico. Because the receivers of the car had not 
been informed of its arrival, there was several days of delay, 
and the prohibition department, becoming aware of the ship- 
ment, instituted court proceedings and obtained the right to 
seize the car. It was then stored in the warehouse of the de- 
fendants until storage charges amounted to $4,568. Then, on 
agreement of the complainant to stand all costs of storage, it 
was released and shipped back to Louisville, at $2.7114 cents 
a hundred. 

B. R. Pratcher, for the complainant, contended that the 
storage charges were not properly assessed, and testified that 
tariff provisions specified that if delay was due to the customs 
department, the shipper was not liable to the demurrage and 
storage charge under Fairbanks I. C. C. No. 4, which was the 
basis of the charges assessed. 

S. G. Reed, for the Southern Pacific lines in Texas, said 
he wished to introduce a copy of the district court proceedings 
in the matter, which showed that there was no delay due to 
the customs department. He said the proper storage charges 
were assessed, and that the agreement under which the car 
was released was to the effect that the complainant would pay 
all the charges in connection therewith. 


PULLMAN RATE HEARING 


The Trafic World Washington Burcau 
Hearing on No. 11567, Order of United Commercial Trav- 
elers of America vs. Pullman Company, was resumed December 
15 by Commissioner Campbell and Examiner Keeler. The pri- 
mary object of the resumed hearing was to give Henry C. How- 
ard, valuation engineer, an opportunity to cross-examine ac- 
counting and engineer witnesses for the Pullman company about 
items of cost for the renewal or reconstruction of Pullman cars, 
to the end that the Commission may have an idea as to the 
amount of the investment of the company upon which rates 
must be made high enough to give it a fair return. 
L. S. Taylor, vice-president and comptroller, was the first 
witness subjected to cross-examination. He was followed by 
C. S. Knapp, a valuation engineer in the service of the Pullman 
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FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage 
Private Track Nickel Plate R. R. Pool Car Distribution 
Write Us Your Requirements 


WORLD WIDE 


FREIGHT SERVICE 





FREQUENT SAILINGS PROMPT FORWARDING 
112 SHIPS 1,200,000 TONS 
53 Years’ Experience 
International Mercantile Marine Company 

White Star Line American Line Red Star Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Dominion Line 
J. D. ROTH, Western Freight Manager, 327 So. La Salle St., Chicago. 

F. C. BROWN, Western Passenger Mer., 127 So. State St., Chicago. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Amy jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


DETROIT, MICH. 


American Elevator and Storage Co. 


Centrally located for Storage and Distri- 
bution of General Merchandise. Private 
siding. Direct connection with all rail- 
road lines serving Detroit. Low insur- 
ance rates. Correspondence solicited. 






WE SELL SERVICE 


AL A 
WAREHOUSES 


ALONG WITH OUR STORAGE SPACE 


Our Warehouse Receipts are accepted as collateral by any Bank 
Get our rates on offices 


CONSIDER THE LOCATION 


316 Commercial Street 


Only two blocks from the Main Postoffice 


LOS ANGELES WAREHOUSE COMPANY 


Do not confuse us with the Transfer Company of similar name 


5075 Grand River Avenue, Detroit, Mich. 





GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


Absol Sis Wieaet Sprinkle Risk 
utely e ier . 
Lowest Warehouse Insurance Rate in State. 
Track Capacity, 25 Cars. 
Latest and Best Equipment for Handling. 


General Merchandise Storage 
Cartage Facilities. 






Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 









High Grade Guaranteed. 
27-29 Water Street, New York, U.S.A. Negotiable Warehouse Receipts Issued. 





Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 


Boston Office: 
92 State Street 












Gates... Henry Coburn Storage & Warehouse Co., Indianapolis 
oo ie te au Ss os THE HUB WAREHOUSE OF THE CENTRAL STATES 


a2 Se ge Ee co ee i 
Hs en ae 16 Steam Railroad Divisions 13 Traction Line Divisions 


a a eh ee 
i Merchandise Storage — Quick Shipments — Distribution Cars 
““Coburn Service for Efficiency’’ 


-— KENT STORAGE COMPAN 


GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 


MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
EIGHT WAREHOUSES—300,000 SQUARE FEET 
Located in Michigan’s Jobbing Centers. Main Offices: GRAND RAPIDS, MICH. 



















































































































company. His service also covered the inspection of cars with 
a view to determining if and when they should be rebuilt. 
Engineer Howard gave him a more or less technical examina- 
tion, into which Commissioner Campbell and Examiner Keeler 
dipped, on occasion, so that what appeared in the record might 
be couched in language employed by laymen, such as the com- 
missioners. One of the questions was as to whether the re- 
built cars in which wood was used could be compared with 
all-steel cars. The fact was brought out that the practice now 
tended to the production of cars with steel underframes, steel 
exteriors and wooden interiors, not merely wooden finish, but 
some wood framing, objection being made to the noise and 
coldness of all-steel cars and the fact that under conditions 
present in the transportation of Pullman cars, the use of wood, 
for purposes other than mere finish, was preferable. 

Prof. Edward C. Schmidt, head of the railway engineering 
department of the University of Illinois, and inspectors for the 
Pullman company were also subjected to cross-examination on 
exhibits and testimony offered by them at prior hearings. 

New testimony was put into the Pullman rate record on 
December 16 by J. W. Roberts of the Roberts-Pettijohn-Wood 
Corporation as to the going concern value of the property of 
the Pullman company. He said the item for the company in 
question was $47,696,000. He submitted a volume of exhibits 
to show how he arrived at that conclusion, referring to the 
ultimate figure as “the measure of its utilitarian worth capital- 
ized at 6 per cent.” That measure was the sum hereinbefore 
mentioned. — 

Under four heads items were mentioned as going to make 
up the principal factors of that “utilitarian worth.” They are: 
First, origin in sources created by the company; second, iden- 
tified costs of its establishment; third, demonstrable manner in 
which the company serves the public; and fourth, the measure 
of the utilitarian worth. 

Under the first head he mentioned cars, the evolution of 
the Pullman car, and the through routes over more than one 
railroad. Under the second head he mentioned identified costs 
of the establishment of the personnel organization. He esti- 
mated the cost of reproducing the subordinate organization 
only, at $1,986,750 and said that no calculation had been made 
as to the cost of reproducing the executive and administrative 
organization. Another identified cost was that of $14,477,571 
for the acquisition of rights. Another identified item was 
$11,427,381 to cover investments made through losses incurred 
in creating non-physical property. 

Cross-examination of Mr. Roberts was deferred until the 
engineers and other technical men of the Commission’s staff 
could study the exhibits. C. S. Knapp was put on the stand, 
when Mr. Roberts was excused, for further cross-examination. 


SHIPPERS AND CARRIERS MEET 


The Trafic World New York Bureau 


Plans to spread the flow of traffic more evenly and to re- 
duce the peaks of idle railroad equipment were discussed at 
a meeting December 18 of a joint committee of eastern railway 
officials and representatives of the Atlantic States Shippers’ 
Advisory Board. Recommendations will be submitted at the 
next meeting of the full advisory board. The discussion dealt 
chiefly with four subjects—distribution methods which affect 
revenue ton miles and the average haul; number of tons with 
which each car is loaded; constant versus irregular use of 
transportation with peaks of car loading; and depression and 
miles per car per day, with the possible reduction in idle time 
of cars actually in service. 

The conference adjourned until January 5, when definite 
suggestions will be completed for presentation to the advisory 
board January 27 and 28. 

Those present at the meeting were T. C. Powell, vice-presi- 
dent of the Erie; J. C. Ross, superintendent of transportation 
of the New York Central; Nat Duke, freight traffic manager, 
Lackawanna; G. D. Dixon, vice-president, Pennsylvania; E. J. 
Cleave, district manager of the car service division of the 
American Railway Association; C. A. Blood, traffic manager, 
Lehigh Valley Railroad; Frank A. Bedford, division traffic man- 
ager, American Bridge Company; Major Elihu Church, trans- 
portation engineer, Port of New York Authority; Paul M. Rip- 
ley, traffic manager, American Sugar Refining Company; W. 
J. L. Banham, general traffic manager, Otis Elevator Company 
and general chairman, Atlantic States Board. The committee 
of railroad men is headed by T. C. Powell. Frank A. Bedford 
is chairman of the committee of shippers. 


NEW PUBLIC RELATIONS PLAN 


The Trafic World New York Bureau 


Members of the Eastern Presidents’ Conference, meeting 
December 18, voted to invite the southern roads to join with 
them in the formation of an organization embracing all the 
railroads east of the Mississippi River to promote a closer 
relationship with the puDiic. 
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Such an arrangement, if it is completed, will divide ty 
railroads of the country into two groups in their relations wit, 
the public. There will be a single group, representing the egg. 
ern and southern railroads east of the Mississippi, and anothe, 
group representing all of the railroads west of the Mississippj 


The annual report on labor conditions was presented and 
the budget for carrying on the public relations work, tota] 
$115,000 for the coming year, was approved. 


ing 


Digest of New Complaints 


No. 16341, Sub. No. 1. Superior Traffic Association and Norfolk Ship. 
pers’ Association, Superior and Norfolk, Neb., vs. Alabama Great 
Southern et al. 

Against rates of 93% cents on sugar from New Orleans to 
Superior and 86% from New Orleans to Norfolk as unjust and 
unreasonable in and of themselves and relatively in violation 
of the first section; also that they are violative of the fourth 
section in comparison with lower rates to Hastings and Granq 
Island, more distant points on the same line or route. Asks for 
cease and desist order, and just and reasonable rates, 

No. 16402, Sub. No. 1. Boonville Mills Co., Boonville, Mo., vs. Mis- 
souri Pacific et al. é ; ; ; 

Unreasonable rates on flour from points in Missouri to points 
in Arkansas. Asks reparation. 

No. 16461. Arkansas Jobbers and Manufacturers Association, Little 
Rock, Ark., vs. Chicago, Rock Island & Pacific et al. 

Attacks rates on potatoes and vegetables from points in Colo- 
rado, Idaho, Montana, Nebraska and Wyoming to points in Ark- 
ansas and Louisiana, as prejudicial and discriminatory against 
Arkansas and Louisiana cities and unduly preferential of Little 
Rock, Pine Bluff and Helena, Ark., and Memphis, Tenn. Asks 
cease and desist order and lawful rates. . 

No. 16464. Milne Lumber Co., St. Louis, Mo., vs. Chicago & North 
Western. ‘ . 

Illegal demurrage charges on_ shipment of yellow pine lumber 
from Standard, La., to Marine, Ill., reconsigned to Chicago. Asks 
reparation. ee 

No. 16464, Sub. No. 1. Same vs. Michigan Central. | 

Same complaint and prayer with respect to shipment of lum- 
ber from Haslam, Tex., to Herrick, Ill., and reconsigned to De- 
troit, Mich. 

No. 16465. The Parkersburg Rig & Reel Co., Parkersburg, W. Va., vs 
B. & O. et al. 

Alleges that third class less-carload rating on wooden tanks, 
K. D., under official classification was, is and for the future will 
be in violation of section 1, 2 and 8 of the act; also alleges that 
charges applied on shipments of wooden tank staves and head- 
ing and hoop or band iron, from Parkersburg, W. Va., to points 
in Kentucky, Ohio and Pennsylvania were unreasonable. Asks 
reasonable rates on wooden tanks, K. D., and wooden tank staves 
and heading and hoop or band iron, and reparation. 

No. 16466, Sub. No. 4. Same vs. Same. 

Same complaint and prayer with respect to shipments of wheat 
from Bismarck, N. D., to Minneapolis and reconsigned to Su- 
perior, Wis. : 

No. 16466. International Grain Co., Minneapolis, Minn., vs. Northern 
Pacific. 

Rates in violation of section 6 on carload of wheat from Ronan, 
Mont., to Minneapolis, and reconsigned to Duluth, Minn. Asks 
reparation. 

No. 16466, Sub. No. 1. Hatton Farmers Elevator Co., Hatton, N. D., 
vs. Great Northern. 

Same complaint and prayer with respect to shipment of wheat 
from Portland Junction, N. D., to Minneapolis, and reconsigned 
to Superior, Wis. 

No. 16466, Sub. No. 2. International Grain Co., Minneapolis, Minn., 
vs. Great Northern. 

Same complaint and prayer with respect to shipment of wheat 
from Murray, N. D., and Hatton, N. D., to Minneapolis, recon- 
signed to Superior, Wis. 

No. 16466, Sub. No. 3. Same vs. Minneapolis, St. Paul & Sault Ste. 
Marie. 

Same complaint and prayer with respect to shipments of wheat 
from Hoffman, Carlos, Brotten and Annandale, Minn., to Minne- 
apolis, reconsigned to Superior, Wis. 

No. 16466, Sub. No. 5. Buxton Grain & Potato Co., Buxton, N. D., 
vs. Great Northern. 

Same complaint and prayer with respect to shipment of wheat 
from Buxton, N. D., to Minneapolis, reconsigned to Superior, 


is. 
No. P ay + ae Product Co., San Francisco, Calif., vs. G. H. & 

. A. ot al. 

Unreasonable rates on three carloads of gasoline from San 
Antonio, Tex, to Westwood, Calif. Asks cease and desist order 
and reparation. 

No. 16468. The Harder Manufacturing Corp., Cobleskill, N. Y., vs. 
Delaware & Hudson et al. 

Rates in violation of sections 1, 2 and 3 of the act on lumber 
from Manchester, Vt., to Cobleskill, N. Y. Asks cease and de- 
sist order, reasonable rates, and reparation. 

No. 16469. Crane Co., Chicago, Ill., vs. D. L. & W. et al. 

Unreasonable rates on sand rubbed slate slabs from East 
Bangor, Pa., to Harrison, Mont. Asks cease and desist order, 
rates no higher than those on other natural stone slabs, and 
reparation. 

No. 16496. National Car Coupler Co., Attica, Ind., vs. Santa Fe et al. 

Rates in violation of sections 1 and 3 on steel castings from 
Attica, Ind., to Chicago and points in the Chicago switching dis- 
trict, Peoria, Streator, Mt. Vernon, East St. Louis and Madison, 
Ill., and St. Louis and St. Charles, Mo., complainant being in 
competition with manufacturers in Chicago, Granite City and 
East St. Louis, Ill, and St. Louis, Mo. Asks cease and desist 
order, reasonable rates, and reparation. 

No. 16470. The News Publishing Co. et al., Arkansas City, Kans.. 
vs. Santa Fe et al. 

Rates in violation of sections 1, 2 and 3 of the act on news- 
print paper from International Falls, Minn., to Arkansas City, 
Kans. Asks reparation. 

No. 16471. City of Augusta, Ga., et al., vs. Atlantic Coast Line et al. 

Rates in violation of sections 1, 2, 3 and 13, on traffic between 
Augusta, Ga., and points in South Carolina. Asks cease and 
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OMAHA, U.S.A. 





ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


A. T. & 8. F. Ry. C. M. & St. P. Ry. 
Cc. C. C. & St. L. Ry. 
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C. & L W. Ry. G. T. Ry. 
C. & N. W. Ry. Lc. RR . 
c.B& Q@ RR. Penna. Railroad 





M. St. P. & S. Ste. M. "Ry. (Soo Line) 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the ILLI- 
NOIS NORTHERN RAILWAY for manufacturing and 
other business. 

Chicago rates apply to and from all industries. 

Our trap car service allows for the handling of L. C. L. 
freight between our industries and McCormick Station 
free of charge, in lots of 6,000 pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
606 S. Michigan Ave., Chicago, Illinois. 


DENVER, COLORADO 









The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 
OR 
MERCANTILE STORAGE WAREHOUSE CO. 


OMAHA, NEBRASKA 













Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 






Consign via any Railroad into Denver 
Free Switching to Warehouse 





A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


$28-36 WEST FOURTH STREET 


Storage capacity-350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 


The Weicker Transfer & Storage Company 
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desist order, 
ratés, and reparation. 

16472. Parkersburg Rig & Reel Co., 
Missouri-Kansas-Texas of Texas et al. 

Rates in violation of section 1 on band or hoop 
tanger, Tex., to Tulsa, Okla. 
sonable rates, and reparation. 

16474. Lumber Broom and Mop Handle Factory, 
Orleans, vs. New Orleans & Northeastern. 

Rates and charges in violation of sections 1, 2, 3 and 4, of the 
act, on curtain poles, dowel pins and handles, broom and mop, 
from Lumberton, Miss., to New Orleans, La. Asks cease and 
desist order and reasonable rates. 

16475. Union Bag and Paper Corporation, New York, N. Y., vs. 
Boston & Maine et al. ; 

Rates in violation of sections 1 and 3 of the act, on import 
wood pulp from Boston, Mass., points to Hudson Falls, N. Y. 
Asks cease and desist order, reasonable rates, and reparation. 

16476. Manget Brothers Co., Nenman, Ga., vs. Atlantic City 
Railroad et al. 

Rates in violation of sections 1, 2, 3 and 4, of the act, on 
cotton from Opelousas, La., to Shirley, Lowell and Lawrence, 
Mass., Danemora, Utica, Oswego and Elmira Heights, N. Y., 
Manchester, N. H., and Quidnick, R. I., also from Bunkie, La., 
to Elmira Heights, Manchester and Shirley. Asks cease and 
desist order, reasonable rates, and reparation. 

16477. J. R. Thames, Birmingham, Ala., vs. 
as agent, Alabama & Northwestern et al. 

Unreasonable rates, in violation of section 6 of the act, on 
yellow pine lumber from Sweetwater, Ala., consigned to Cin- 
cinnati, and ordered reconsigned to Syracuse, N. Y., and be- 
cause of embargo reconsigned to Detroit, Mich. Asks reparation. 
. 16478. Consolidated Cut Stone Co. et al., Tulsa, Okla., vs. Santa 
Fe, et al. 

Unreasonable rates on dressed stone from Tulsa, Okla., to points 
in Kansas, Arkansas, Western Louisiana and Texas. Asks cease 
and desist order, reasonable rates, and reparation. 

. 16479. Southern Sewer Pipe Works, North Birmingham, Ala., vs. 

L. & N. 

Unreasonable rates on sewer pipe and fittings from North 
3irmingham, Ala., to Binghampton, Tenn. Asks cease and desist 
order and reparation. 

. 16480. John S. Robinson, doing business as the Norfolk Hide and 

Metal Co., Norfolk, Neb., vs. Santa Fe et al. 

Rates in violation of sections 1 and 3 on green hides, pelts, 
skins, grease, tallow and related articles from Norfolk, Neb., 
to Chicago and points taking the same rates. Asks cease and 
desist order, reasonable rates, and reparation. 

. 16481. Memphis Freight Bureau, for Standard Rice Co., Inc., et al. 
Memphis, Tenn., vs. Ann Arbor et al. 

Rates in violation of sections 1, 2, 3 and 4 of the act, on rice 
from Memphis, Tenn., to Hamilton, Brantford and Ste. Catharines 
and other destinations in the Province of Ontario, Canada. Asks 
cease and desist order, reasonable rates, and reparation. 

16482. Parkersburg Rig & Reel Co., Parkersburg, W. Va., vs. 
M.-K.-T. et al. 

Unreasonable rates on fabricated steel tank material, K. D., 
from Tulsa, Okla., to Corsicana and Sullivan, Texas, and other 
points in Texas taking Texas groups 1 to 13, both inclusive, as 
described in S. W. L. Tariff 26-X, F. A. Leland’s I. C. C. No. 
1590. Asks cease and desist order, reasonable rates, and repara- 


reasonable, non-discriminatory and non-prejudicial 
Parkersburg, W. Va., vs. 


iron from 
Asks cease and desist order, rea- 


Inc., New 


Director General 


No. 


tion. 
No. 16483. Kirby Mutual Coal Co., Gillette, Wyo., vs. C. B. & Q. 
et al. 

Rates in violation of sections 1 and 3 of the act on coal from 
Peerless, Wyo., to points in Nebraska, the Dakotas, Montana, 
Idaho, Oregon and Washington, as compared with rates from 
Sheridan, Wyo. Asks cease and desist order, reasonable and 


non-preferential rates. 

16484. Rates on fertilizers and fertilizer materials 
state of Georgia. 

This is an investigation instituted by the Commission as the 
result of a petition filed by railroads averring that the Georgia 
Public Service Commission, by order of Sept. 26, 1924, required 
them to establish rates on fertilizers and fertilizer materials 
within said state less than those permitted or required to be 
established by the Commission for interstate traffic. 

16485. Pendleton & Gilkey, Minneapolis, Minn., vs. C., lL & L. 
et al. 

Rates and charges in violation of sections 1 and 6 of the act 
on cedar posts from Redby, Minn., to Rensselear, Ind. Asks rep- 
aration. 

16486. J. W. Myers Commission Co., Van Buren, Ark., vs. St. 
Louis-San Francisco. 

Rates in violation of. sections 1, 2 and 3 of the act, on apples 
from Republic, Mo., to Van Buren, Ark. Asks cease and desist 
order, reasonable rates, and reparation. 

16487. Bloomington Association of Commerce, for Hasenwinkle, 
Scholer Co., Bloomington, Ill., vs. Chicago, Rock Island & Pacific. 

Unreasonable charges on corn originating at Spirit Lake, Iowa, 
billed to Bloomington, Ill., and reconsigned to Black Rock (Buf- 
falo), N. Y. Asks reparation. 

16487. Kosciusko & South Eastern Rail Road Co., 
Miss., vs. Illinois Central. 

Unjust and unreasonable per diem charges on cars delivered 
to complainant by defendant. Asks cease and desist order, just 
and reasonable rules and regulations for interchange of cars, 
and reparation. 


within the 


Kosciusko, 


No, 16488. E. H. Edwards, doing business as E. H. Edwards Co., San 
Francisco, Cal., vs. Director-General, as agent, Elgin, Joliet & 
Eastern et al. 

Unreasonable rates on wire from East Joliet, Ill., to South San 
Francisco, fabricated and reshipped to San Francisco for export 
to Orient. Asks reparation. 

No. Le Morton Salt Co., Chicago, vs. Butte Anaconda & Pacific 
et al. 

Rates in violation of sections 1 and 3 of the act on salt from 
Burmester, Utah, to points in Idaho, Montana, Oregon and Wash- 
ington. Asks reparation. 

No. 16490. E. I. du» Pont De Nemours & Co., Wilmington, Del., vs. 
Illinois Central et al. 

Rates in violation of sections 1, 2, 3 and 4 of the act on nitrate 
of soda imported through New Orleans and shipped to points in 
Mississippi valley and middle western states. Asks cease and 
desist orde1, reasonable rates and reparation. 

No. 16492. Beatrice Creamery Co., Chicago, Ill., vs. C. B. & Q. et al. 


Unreasonable rates on carload shipments of apples, in boxes, 
from Delta and Montrose, Colo., to Lincoln, Nebr., 
shipped to St. Louis, Mo., Coffeyville, Kans., Guthrie, Okla., and 
Austin and La Grange, Tex. Asks reparation. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A spec’al st 
on interstate commerce law, whois a member of our legal department 
will give his opinion in answer to any s mple question relating to the jaw 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
he!p him in h‘s work. 

The right is reserved to refuse to answer in th’s department any 
quzstion, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Quest’ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C 


Through Rate Exceeding Combination of Intermediates 

California——Question: At the time of actual movement 
there was in effect from point (A), a point in Florida, to (B), 
a point in Florida, a commodity rate on grapefruit, C. L., of 35% 
cents per 100 pounds, and a rate of 21% cents per 100 pounds 
from (B) to (C), the latter a point in Georgia, making a total 
combination through rate of 57 cents per 100 pounds between 
points (A) and (C). 

At the time of movement there was also in effect, between 
the above points, a through class rate of 83% cents per 100 
pounds. Shortly subsequent to the movement of the freight, a 
through commodity rate between the above mentioned points, 
in the amount of 60 cents per 100 pounds, was published, 
which rate, we understand, was based on the aggregate of 
intermediates mentioned in the first paragraph hereof. 

The carrier assessed the through class rate of 83% cents 
per 100 pounds. We filed a claim for overcharge based on the 
57 cent rate. However, the carriers have declined payment on 
that basis, stating that the through class rate of 83% cents 
per 100 pounds took precedence over any combination of com- 
modity rates, whether one or both of the factors were commod- 
ity rates. They have voluntarily offered to present our claim 
to the Interstate Commerce Commission, requesting authority 
to make reparation down to the rate of 60 cents per 100 pounds, 
oe as above stated, was publised shortly after the shipment 
moved. 


We solicit your views as to just upon what basis refund 
should be made. 

Answer: In numerous cases the Commission has held that 
a through rate in excess of the combination of intermediates 
is prima facie unreasonable, and has awarded reparation for the 
difference between the through rate and the sum of the interme- 
diate rates. See Burns & Knapp vs. B.S. & R. Ry. Co., 74 1. C. C. 
111; United Iron Works vs. Director-General, 74 I. C. C. 277; Vir- 
ginia-Carolina Chemical Co. vs. A. C. L. R. R. Co. 78 I. C. GC. 107; 
Pittsburgh Steel Co. vs. Director-General, 73 I. C. C. 555. The 
Commission has, however, in a limited number of cases, as to 
particular rates, held that through rates in excess of the sum of 
the intermediates, were not unreasonable. See Godwin vs. 
Y. & M. V., 31 1. C. C. 25. See, also, Conference Ruling No. 220-G. 

Apparently, the through rate of 60 cents established by 
the carriers exceeds the combination of intermediates. If so, 
you can, in all probability, secure reparation to the basis of 
the combination of intermediates by filing a formal complaint. 

With respect to the conditions under which reparation will 
be awarded by the Commission on its informal docket, see 
Conference Ruling No. 396. 


Penalty for Failure to Comply with Packing Requirements of 
Classification 


Illinois —Question: Reed furniture, without paint or var- 
nish, unfinished, “in the white,” as it were, is frequently shipped 
in carload lots, unwrapped (uncrated or unboxed). 

Would the carrier, in your opinion, be justified in charging 
“one class higher” under furniture, note 1, when reed chairs 
are Offered as above in C. L. quantities, or would the second 
class rate be applicable in accordance with item 2, page 189 
of Consolidated Classification, No. 3? 

Answer: Inasmuch as the second class rating under item 
2, page 189, of the classification, applies only on furniture, when 
wrapped, or in boxes or crates, the provisions of note 1, item 
4, page 184, of the classification, apparently govern shipments 
such as you refer to. 

This note appears to be an exception to the provisions of 
rule 5, as construed in our answer to “Tennessee,” on page 
1300 of the May 17, 1924, Traffic World, under the caption 
“Classification Rules, Application of Penalties, and Question 
Whether the Penalty Ratings Provided Constitute a Specific 
‘Holding Out’ of Such Rates so as to Authorize Tender of Ship- 
ments Subject Thereto, and Whether Rule 5 Confers Upon the 
Shipper the Right to Demand Acceptance of Such Rates.” 
Classification Rules—Maximum Charge Under Provisions of 

Section 6 of Rule 12 of Consolidated Classification 

Minnesota.—Question: We refer to your answer to “Colo- 

rado,” on page 1102 of the November 15 issue of The Traffic 
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TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 
BEAUMONT, — 


THE SOUTH “AND “SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates < Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal al Office 
Telephene Mulberry 4300 5 a. St., New Tork City 
elephone Rector 0020 
General Agencies: 
Beaumont, Buffale, Chicago, Cleveland, Dallas, Fort Worth, Les Angeles, Minneapolis 
Mobile, Pensacola, Pittsburgh, Port Newark, San Antonio, San Francisco 





ACI FIG 
CARIBBEAN 


ULF LIN 
DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 
NEW ORLEANS — MOBILE 
GALVESTON—HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


—— of bey issued from Gulf Ports to Hawaii, Australia, New 
East Indies, for Transshipment at San Francisco. 


mui of lading from Pacific Coast Ports to Mexico, Cuba, Porte 
Rico, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 
Steele B SWAYNE & HOYT, Inc. 


Bldg. 15 Moore St. 
Galveston, Texas 430 Sansome St., San Fr ancisco, Cal. New York City 
RR RR 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Philadelphia, Baltimore and Norfolk to om Angeles 
San n Francisco, Portland, Seattle and Taco 


WESTBOUND SAILINGS | 





*VENEZUELA......... Reusner 4 26 
SANTA OLIVIA....... December 30 
SANTA ROSA.......... January 13 


Through bills of ae issued for raya at San Francisco to 
Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 


AN FRANCISCO _ LOS ANGELES 
SANTA MALTA ..... Beemer 24 December 26 
*COLOMBIA......... January 7 January 9 
SANTA PAULA ...... January 16 January 18 


*Passenger steamer calling at Manzanillo, San Jose de Guatemala, La 
Libertad, Corinto, Canal Zone, Havana ( tbound). 


Fares to Les Angeles er San Francisco, First Class, $250, $278 and $300 


PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. SAN JUAN sails from San Francisco December 24 
S.S. CITY OF SAN FRANCISCO sails from San Francisco January 13 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York wg thes ages St., San Francisco 
605 Central Bldg., ae # Angeles C alif. 


wae OFF 
em. ... Liskameemeeeimmesie Em 4 g- "Norfolk re Soe vue. & Stge.Co. 
Baltimore........... == ie Bide, Cleveland AGS. —— eers Bidg. 
Pittsburgh, 410 State Theatre Bldg. Chicago........... err . Clark St. 
Ph lladelphia be seule . 40 Bourse —_ Cincinnati............ Gwynne Bi 





Ship by Water 


“(DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CoO., Inc. 
Moore and Water Streets, New i — Bowling Green 7394 


Pa. Chicago, Ill. 
Drexel Bl com _ Oliver 333 S. Dearborn St. 
t our Branch ports of call, etc. 
















Baltimore, Md. 
39 South St. 
And a’ 
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World. We believe you have overlooked the effect of section 
6 of rule 12, of the classification. Were it not for this section, 
your answer, we believe, would be absolutely correct. 

As we interpret rule 12, section 6, a shipment of ten iron 
or steel gongs, not plated, weighing each 24 pounds, would 
properly be shipped on a weight of 250 pourids at the second 
class rate in Western Classification territory. This would apply 
when the bells are shipped loose or in bundles, even though 
they do weigh less than 25 pounds each. 

Someone will ask why any provision is made for shipping 
articles of this kind on a weight less than 25 pounds. The 
answer is readily made by applying this item to a shipment 
of 20 gongs or bells weighing 5 pounds each. On such a ship- 
ment the first rating in item 26, page 83, provides a lower 
freight charge for the shipper than would rule 12, section 6, 
and the second rating in item 26. This would be true even 
after the rating has been set up on account of the small gongs 
not having been put up in barrels, boxes or crates. 

Please review your answer and, if you agree with us, we 
trust you will publish the results. 

Answer: As we understand, it is your view that gongs, 
weighing less than 25 pounds each, when not packed in barrels, 
boxes or crates, in accordance with item 26, page 83, of the 
classification, may be shipped at the second class rating ap- 
plying on gongs, weighing each 25 pounds or over and less 
than 50 pounds, loose or in bundles, under the provisions of 
section 6 of rule 12 of the classification. We, however, are 
not in accord with this view, it being our opinion that the pro- 
visions of section 6 of rule 12 were not designed to defeat the 
purpose of rule 5 of the classification, under which rule a 
penalty is imposed for a shipper’s failure to observe the pack- 
ing requirements of the classification ratings and rules, which 
result would follow were it possible to apply the provisions 
of section 6 of rule 12 to such a shipment. 

In our opinion, a carrier could, under rule 5 of the classifi- 
cation, refuse to receive for transportation gongs, weighing less 
than 25 pounds unless packed as specified in item 26, page 83, of 
the classification, and could, in the event such a shipment was 
accepted, apply the penalty rating provided for in rule 5. See, 
in this connection, our answer to “Tennessee,” on page 1300 
of the May 17, 1924, Traffic World, under the caption, ‘“Classifi- 
cation Rules, Application of Penalties, and Question Whether 
the Penalty Ratings Provided Constitute a Specific ‘Holding Out’ 
of Such Rates so as to Authorize Tender of Shipments Subject 
Thereto, and Whether Rule 5 Confers Upon the Shipper the 
Right to Demand Acceptance of Such Rates.” 


Routing and Misrouting—Conflicting Instructions in 
Lading—What Constitutes 


Louisiana.—Question: A car of lumber is shipped from 
point A to point B and original bill of lading carries routing 
instructions over a series of railroads which we will designate 
as route one with the provision “if rate applies.” There was 
no rate inserted in this bill of lading, and the rate from point 
A to point B via route one is 421% cents, whereas shipment 
could have moved to B over another route, which we will call 
route two, at a rate of 41% cents. 


Without consulting the shippers, the initial carrier routed 
shipments via route two, but before shipment reached destina- 
tion B, shippers reconsigned shipment to point C, to which 
point there was a through rate in connection with route one, 
but no through rate in connection with route two. As the car 
was already moving route two, it was delivered at destination 
on a combination of locals over B, and shippers are filing claim 
for overcharge. 

The initial carrier claims that it did not misroute shipment, 
as it was their duty to route same over the lowest rate route 
to point B, and it was under no legal obligation to notify ship- 
pers of this change in routing. 

Will you please advise if carriers can be held for over- 
charge based on the through rate from A to C via route one 
and, if possible, will you please give me reference to I. C. C. 
decisions covering? 

Answer: Section 15 of the act gives to the shipper the 
right to designate in writing the route over which he desires 
his shipment to move. 

Generally speaking, it is the duty of the carrier to transport 
a shipment via the route specified by the shipper; and, if the 
shpper designates the routing, the carrier cannot be held re- 
sponsible for misrouting because of the existence of a lower 
rate via another available route which might have been used. 
Bergman & Co. vs. P. Co., 15 I. C. C. 487; Duluth Log Co. vs. 
Mm. @ &: Ry. Co., 15 L. CGC. C. 627. 

In our opinion, the above principles are applicable in the 
instant case, for the reason that the statement “If rate applies” 
in the bilk of lading, in addition to the designated route did 
not create a conflict within the meaning of Conference Ruling 
No. 474-C, as would have been the case had the shipper in- 
serted a rate in the bill of lading. There being no indication 
of what rate the shipper had in mind, the amount thereof not 
being stated, there is, as we see it, no conflict in the bill of 
lading instructions. 


Bill of 
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Rebilling to Defeat Through Interstate Rate 

Canada.—Question: In the Sabine Tram Company and in 
the Kanotex case, the United States Supreme Court and the 
Interstate Commerce Commission held that it was unlawful for 
a shipper to ship intentionally to a given point and reship in 
order to defeat through interstate rate or rates that would hava 
applied on through shipment; in the case of W. H. Settle et a] 
vs. B. & O., the United States Circuit Court of Appeals, Sixth 
Circuit, case 3083, decided on May 7, 1918, that the right of 
shipper should be sustained to make bona fide shipments of 
interstate traffic to an intermediate point, assume custody 
thereof and reship under a new bill of lading for the purpose 
of defeating the higher through rate. Will you kindly advise 
if this last decision referred to, case number 3083, is the latest 
interpretation of the law in this respect, and if it is now legal 
for a shipper to ship interstate traffic to an intermediate point, 
assume custody and reship under a new Dill of lading purely 
for the purpose of defeating a higher through rate? 

Answer: The decision of the Circuit Court of Appeals in 
the Settle case, to which you refer, was reversed by the Supreme 
Court of the United States in B. & O. vs. Settle, 260 U. S. 166, 
In the course of its decision the Supreme Court said: 


If the intention with which the shipment was made had been 
actually in issue, the fact that possession of the cars was taken by 
the shipper at Oakley and that they were not rebilled for several days, 
would have justified the jury in finding that it was originally the 
intention to end the movement at Oakley and that the rebilling to 
Madisonville was an afterthought. But the defendant Clephane 
admitted at the trial that it was intended from the beginning that the 
cars should go to Madisonville; and this fact was assumed in the 
instructions complained of. In other words, Madisonville was at all 
times the destination of the cars; Oakley was to be merely an inter- 
mediate stopping place; and the original intention persisted in was 
earried out. That the interstate journey might end at Oakley was 
never more than a possibility. Under these circumstances the inten- 
tion as it was carried out determined, as a matter of law, the essen- 
tial nature of the movement; and hence that the movement through 
to Madisonville was an interstate shipment. For neither through 
billing, uninterrupted movement, continuous possession by the carrier, 
or unbroken bulk, is an essential of a through interstate shipment, 
These are common incidents of a through shipment; and when the 
intention with which a shipment was made is in issue, the presence, 
or absence, of one or all of these incidents may be important evidence 
bearing upon that question. But where it is admitted that the ship- 
ment made to the ultimate destination had at all times been intended, 
these incidents are without legal significance as bearing on the char- 
acter of the traffic. For instance, in many cases involving transit or 
reconsignment privileges in blanket territory, most or all of these 
incidents are absent, and yet the through interstate tariffs apply. 
See Atchison, Topeka & Santa Fe Ry. Co. vs. Harold, 241 U. S. 371; 
St. Louis Southwestern Ry. Co. vs. United States, 245 U. S. ; 
Central Railroad Co. of New Jersey vs. United States, 257 U. S. 247. 
Compare Philadelphia & Reading Ry. Co. vs. Hancock, 253 U. S. 284. 


The Supreme Court, while apparently recognizing the fact 
that it is possible to so handle a shipment as to defeat the 
through interstate rate, did not approve of this practice, but 
based its decision in that case on the admission of the defend- 
ant that a shipment to the ultimate destination was intended 
at the time the shipment was delivered to the carrier at the 
original point of shipment. 


Interstate Traffic—State Rate Not Applicable Thereon 


Canada.—Question: On an interstate shipment where no 
through rates are published, is it legal to use a combination 
rate based on an intrastate commodity rate to the first junction 
point when such intrastate rate is plainly marked “Applies on 
intrastate traffic only,” while, at the same time, a class rate 
is in effect from the point of shipment to the first junction 
point, the said class rate being filed with the Interstate Com- 
merce Commission? In your reply, we would appreciate it if 
you would quote the latest decisions of the Interstate Com- 
merce Commission or federal courts in which this question has 
been decided. 

Answer: In Unreported Opinion 466, Thorp Co. vs. C. B. 
& Q., the Commission held that a state rate, not filed with the 
Interstate Commerce Commission, is not applicable to inter- 
state traffic. See also Young & Vann Supply Co. vs. L. & N., 
Unreported Opinion 480; Lipman vs. A. C. L., Unreported Opin- 
ion A-896; Mayer Fertilizer Co. vs. W. R. R. Co., Unreported 
Opinion 472; Timpton Brokerage Co. vs. A. E. R. R., Unre- 
ported Opinion 1863; Frank De Bary & Co. vs. D. W., 18 I. C. C. 
327, and McCaull-Dinsmore Co. vs. N. P., 38 I. C. C. 305. 

Where a rate, published in a tariff filed with the Interstate 
Commerce Commission is restricted to apply on intrastate traffic 
only, such a rate is, in our opinion, in the same category as 
one published in a tariff which is not filed with the Interstate 
Commerce Commission. 

Deviation—Liability of Carrier for Damages in Form of Addi- 
tional Freight Charges Resulting Therefrom 

Ilinois.—Question: We would like your opinion regarding 
the proper rate to apply on shipments which originate in in- 
terior Florida intended for delivery to Philadelphia, Pa. 

It has been our policy in the past in order to protect the 
lowest published rate to route these shipments .in care of 4 
certain steamship line at Jacksonville that names a thorough 
rate from Jacksonville to Philadelphia, and also protects de- 
livery at that point. Through error our people in the South 
delivered the last five cars to another steamship line that does 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 















A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 














A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 










A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 











An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 


tion for the 


ULLSTIN —— 
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which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 
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A Splendid Port 


into a 


Wonderful Region 


Los s An geles 
ARBOR 


Look at Los Angeles purely from the stand- 
point of the navigator—its deep broad chan- 
nels, miles of dockage, modern loading and 
unloading facilities, copious warehousing, and 
convenient rail connections. 


You will find that it measures up fully to the 
standards of the greatest world ports. 


Then raise your eyes. Look beyond the water- 
line. If you have the vision and the penetra- 
tion which make great world traders, you will 
recognize a back-country with the most mar- 
velous possibilities of any region in the United 
States. 


Proof of that brings you back to the harbor 
itself. It has grown 1700% in a quarter of a 
century—from a jog in the coastline to the 
second largest port in the United States. 


Nothing can be more obvious than the advisa- 
bility of getting a foothold in this wonderful 
commercial center now, 


Write us for ‘‘The Port of Los Angeles’’ 
a booklet full of valuable facts 
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Board of Harbor Commissioners 


City of Los Angeles 


“Port of the Pacific Southwest”’ 
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not move into Philadelphia direct. These people took these 
shipments into New York City and delivered same to the Penn- 
sylvania Railroad and back hauled to Philadelphia. 

This involved an additional expense and we believe we 
are entitled to secure refund, due to the fact that these people 
could not handle shipments on a direct line into Philadelphia; 
also due to the fact that shipments were routed A. C. L. to 
Jacksonville steamship line to Philadelphia delivery shown. 
We believe that, inasmuch as shipments were not routed via 
New York, they should have declined to accept without consult- 
ing the shippers. 

Answer: We do not locate cases specifically in point, the 
cases which deal with the question of deviation covering the 
matter of the carrier's liability for loss, damage or delay to the 
goods, 


The following statement is, however, made in section 450, 
24 Ruling Case Law: 


Deviation does not forfeit frelght In case the goods arrive safely, 
especially where the poods are accepted by the consignee; but the ship 
novertheless cannot charge additional compensation or expenses, and 


remains liable for any damage that the deviation may actually have 
occasioned, Note: 2 British Rel, Cas, 611 et seq. 


Whether or not the movement of the shipment by rail was 
consistent with the contract, is a question for determination by 
the court, 

Limitations—Misrouting vs. Overcharge 


Washington.—Question: We made a shipment via the North- 
ern Pacific, care of the C. @& N. W., care of the N. Y. C., to 
a point in Central Freight Association territory. We showed 
no specific junction point, nor did we indicate any particular 
route with the C. & N. W. It transpires that the cheapest rate 
is a combination on Oshkosh, Wis., which is located on the 
Cc. & N. W. But it likewise transpires that the shipment in 
question moved via Wryeville and consequently did not move 
through Oshkosh. Is this a misrouting claim or is it a straight 
overcharge, since we did show the C. & N. W. on our Dill of 
lading’? If it is purely misrouting, the two-year statute applies, 
as we understand it, while if it is straight overcharge the 
three year statute at present applies, and we have until De- 
cember 7 to file claims on all overcharges since the end of 
federal control, 

We have the claim in question filed with the Commission, 
but the shipment moved more than two years prior to the 
filing. It might be said that we did show a specific route, al- 
though we did not go to the extent of showing that the ship- 
ment must move through Oshkosh, 
We have the same question involved with shipments over 
the C. M, & St. P. care of some eastern connection. We did not 
show Oshkosh on shipments that were delivered over two 
years prior to our recording them with the Commission. Osh- 
kosh is, however, located on the C. M. & St. P. but for ship- 
ments to move via that point would require out of line haul. 
We suppose this would be a misrouting claim although there is 
a question in our mind whether routing via that line is not 
sulliciently explicit to make it a straight overcharge which 
would not be subject to the two year limitation. 

Answer. In Conference Ruling 214 (c) the Commission 
holds that in the absence of specific through routing by the 
shipper it is the carrier's duty to forward a shipment via the 
cheapest reasonable available route of the class designated 
by the shipper, that is, all-rail or rail-and-water. 

This rule is subject to the limitation that the carrier is not 
required to use an unreasonable. route, Northern Pacific Ry. 
Co. vs, Solum, 247, nor is the carrier obligated to hunt up un- 
natural connections of practically unknown gateways. Goodman 
Mfg. Co, vs. P. R. R. Co. 26 1. C. C. 428. Whether or not the 
carriers performed their duty to route the shipment via the 
route affording the cheapest rate, when taking into considera- 
tion the above referred to limitations, is a question of routing, 
as to which the limitation period is, as you state, two years. 
See Brown Coal Co. vs. Director General, 87 LC. C. 1380. 

If, however, the question involved is whether or not more 
than the legally published rate, applicable via the route the 
shipment actually moved, has been collected, the three year 
limitation governs. 

Bills of Lading—Necessity for Indorsement by Party as Shown 
as Shipper Where Goods Consigned to Order of Another 
Party. 

Pennsylvania.—Question: Sometime ago one of our plants 
made shipment consigned to order of one of our customers, 
notify their customer and our order bill of lading was mailed to 
our customer for his endorsement and was then sent to the bank 
with the draft, which draft was paid and order Dill of lading 
turned over to consignee. When this indorsed order bill of 
lading was presented to the freight agent at destination the 
agent at that station refused to make delivery of shipment, stat- 
ing that bill of lading would require our endorsement over the 
endorsement of the party having drawn the draft. 

We have no interest in the shipment further than that it 
Was made by us and the order bill of lading bears our ink 
signature as shipper and what we would like to know is where 
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a freight agent would get his authority for insisting on our 
endorsement when we are not a party to the draft. 

Can you find any decision of the Interstate Commerce Con. 
mission from which we can determine if these bills of lading 
should or should not bear our endorsement before being maileg 
to other party for additional endorsement. 

Answer: We can locate no decision of the courts in point, 
It is our opinion that the indorsement of the party shown jp 
the bill of lading as the shipper is not necessary. See, in this 
connection, section 27 and 28 of the Bills of Lading Act, which 
read as follows: 


That an order bill may be negotiated by delivery where, by the 
terms of the bill, the carrier undertakes to deliver the goods : 
order of a specified person, and such person, and such 
subsequent endorsee of the bill had endorsed it in blank, 

That an order bill may be negotiated by the indorsement of the 
person to whose order the goods are deliverable by the tenor of the 
bill. Such indorsement may be in blank or to a specifled person, If 
indorsed to a specified person, it may be negotiated again by the 
indorsement of such person in bank or to another specitied 
Subsequent negotiations may be made in like manner. 


lo the 
person or a 


person, 


See also in our answer to “North Carolina,” on page 820 
of the October 6, 19238, Traffle World, under the caption “Action 
for Loss of or Injury to Goods—Proper Parties Plaintiff,” and to 
“New York,” on page 1026 of the October 27, 1923, Traffic 
World, under the caption “Bills of Lading Use of Factor’s Name 
as Consignor.” 


Delay—Liability of Carrier Where Special Service and Regular 
Service Rates are Published 


Ohio.—Question: The “X” Railroad publishes rates on 
strawberries from A to B, their tariff reading, when handled 
in regular service, the rate will be 58 cents per cwt. and when 
handled in special service, the rate will be 69 cents per ewt. 

The special service provides, that the train affording this 
service is scheduled to leave A, at 6 p. m. and scheduled to 
arrive at B, not later than 12 noon the following day,, and if 
the train reaches B, more than one hour late, after the sche- 
duled arrival, the regular service rate will be applied. 

There has been several instances, when the train known 
as the Strawberry Special arrived at B, later than the pre- 
scribed schedule called for, with the regular one hour allow- 
ance, and in fact, in some instances, arrived four hours late, 
and in other instances, almost twenty-four hours late, the 
last delay being caused, on account of a wreck to the train in 
question. 

Claims have been filed for these delays, account missing the 
regular connection, which the train would have made, had it 
maintained its schedule, and thereby made more distant mar- 
kets of the following day. 

The “X” Railroad, against whom these claims were filed, 
decline to entertain the claims, basing their contentions, that 
the special service was requested, and since they failed to fur- 
nish this special service, and had given the shipment regular 
service handling, and only the regular service freight being 
collected, they consider themselves not negligent in the han- 
dling of these particular cars. 

Our contention on these claims is, since the bills of lading 
issued, to cover the cars handled in the special service train, 
carried the notation that same were to move in the special serv- 
ice train, that that part of the tariff providing for time limita- 
tion, becomes a part and parcel of the contract, and makes 
“Time” a very essential feature of this contract. 

We now ask your views on this case, and if you have 


any decision at hand, covering this point, would thank you to 
quote same. 


Answer: Inasmuch as, according to our understanding, the 
tariff in question provides that the regular service rate will be 
applied when the train is more than one hour late when the 
special service is contracted for, we do not believe that the 
carrier can be held liable for damage for delay, unless the 
delay is such as to make the carrier liable under its common- 
law liability to transport goods with such dispatch as is 
reasonable, when taking into consideration the nature of the 
commodity, the state of the weather, the facilities of the carrier 
and such other factors as affect the carrier's liability for delay. 

It does not appear from your statement that the carrier con- 
tracts, under the special service rate, to absolutely make de- 
livery within the specified time, but only that, unless it does 
make delivery within specified time the regular service rate and 
not the special service rate will be charged. 

Of course, if the goods are delayed in transit for an un- 
reasonable length of time, the determination of which is 4 
question of fact. the carrier is liable in damages. 

We know of no decisions of the courts covering the ques 
tion. 

Tariff interpretation—Application of Rating on Nails Under 
Heading of “Iron and Steel Articles” to Nails with Lead Heads. 

New York.—Question: In a certain tariff, under the gen- 
eral heading of “Iron and Steel Articles” there is an item 
carrying rates on certain wire commodities, included in which 
is “Nails.” Is it your opinion that this rate could be applied 
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Minneapolis & St. Louis Railroad Company 


ww. H. BREMNER, Receiver 


THE PEORIA GATEWAY ee 


During periods of heavy traffic movements when other 
gateways were congested traffic moved without delay 
through the Peoria gateway. A delay of one day as a 
result of routing your freight through large congested 
terminals may result in the loss of a customer. 


FOR EFFICIENT AND DEPENDABLE FREIGHT 
SERVICE BETWEEN EAST AND WEST, ROUTE 4 






NO,0AK, 


CHICAGO, ILL., 201 Marquette Bidg., J. R. Shannon, General Agent, 

CINCINNATI, OHIO, 909 Neave Bidg., J. B. Helwig, General Agent, 

CLEVELAND, OHIO, 508 Park Bidg., E. G. Gustafson, General Agent, 

DETROIT, MICH., 514 Free Press Bldg., 1. L. Colborn, General Agent, 

DES MOINES, IA., 4th & Market Sts., G. C. Houwk, General Agent. 

INDIANAPOLIS, IND., 526 Merchants Bank Bldg., C. F. Hayes, General Agent, 
KANSAS CITY, — 322 Railway Exchange Bidg., J. W. Hannum, General Agent, 
MINNEAPOLIS, MINN., Trans. Bidg., J. C. Glenn, General Agent, 

ag TRANSFER, a. 739 Pillsbury Ave., T. J. —t T -uaaaaaee Agent. 
NEW YORK » 25 Broad St., C. E. Harris, General Eastern A 

PITTSBURGH, Non. ” 403 Park Bldg., H. M. Corbett, General Agent, Srreiht Dept. 
PEORIA, ILL., 306 Lehmann Bldg., J. T. Redmon, "General Agent. 

ST. Louis, Mo., 426 Pierce Bidg., H. Hy Koch, General Agent. 

ST. PAUL, MINN., 612 Pioneer Bidg., . C. Davis, General Agent 

SAN FRANCISCO, 'CAL., 1054 A. By Bldg., E. L. Jones, nl Agent, 
SEATTLE, WASH., 752° Stuart Bldg., A. C. Herron, General Agent, 

SPOKANE, WASH., 508 Sherwood Bldg., D. C. Spoor, General Agent, 


‘“‘BETWEEN EAST AND WEST—PEORIA GATEWAY BEST’’ 
For your convenience the M. & St. L. R. R. maintains offices listed above 


—_——_—— 
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WAREHOUSING 
STORAGE 
DISTRIBUTION 


Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, ton, Mass. 








Total General Storage Capacity 
9,706,000 Cubic Feet 


*f 


Wharfage and Dockage 


Free Stores Has seed 
Customs Bonded Stores With Union 
Internal Revenue Bonded Stores i me 


BATTERY 
WHARF 
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on Lead-Headed Roofing Nails which are described in Item 9, 
page 299 of Consolidated Classification No. 3 as follows: 

“Nails, Roofing—Iron or Steel with Lead Heads.” 

What I would like to determine: Does the fact that these 
nails have lead heads take them out of the description of Iron 
and Steel Articles. 

Answer: We cannot locate an opinion of the Commission 
which relates specifically to the question. 

The fact that, on page 299 of the Clasification, there is a 
specific rating on iron or steel roofing nails with lead heads, 
in addition to the rating on iron or steel nails, plain, and that 
Note 20, in Item 7, on page 286 of the Classification provision 
is made for the application of the rating applicable on machines 
and machinery parts made of a combination of iron and steel 
and other metal when the weight of the other metals does not 
exceed a certain per cent of the total weight of the party, leads 
us to believe that it would be held that the rate on nails under 
the heading “Iron or Steel Articles” can not be applied on nails, 
with lead heads. 

See, however, Decker & Son vs. Director General, 55 I. C. C. 
433, on page 440 of which opinion the Commission said: 


We find that the application of a small quantity of salt did not 
change the character of these hog meats; they were still fresh, and 
that rates applicable to fresh meats from Mason City to Chicago 
and St. Louis should have been applied. 


Weights and Weighing—Carrier May Not Provide that Weight 
Found by Particular Scale Shall Govern 

New York.—Question: There was incorporated in a tariff 
a provision to the effect that charges would be computed on 
the basis of scale weights obtained over a specified scale. In 
your opinion, was this proviso reasonable? 

Answer: With respect to this question, the Commission, 
in its report in Docket 4631, in re weighing of freight by car- 
rier, 28 I. C. C. 7, on page 30, said: 


One instance has come to the attention of the Commission where 
the tariff of the carrier provided that the weight ascertained upon 
a particular scale should govern, and it is frequently provided that 
weights at points of origin will govern. 

Tariffs of this character are unreasonable. The shipper should 
be required to pay upon the actual weight. To assess freight charges 
upon any other than the actual weight is to impose a rate either too 
high or too low and to discriminate between different shippers. A 
carrier may not provide that the weight of a particular scale shali 
govern, whether that scale be accurate or inaccurate, for the question 
is always, What is the actual weight of this shipment within reason- 
able limits as above indicated? 


Neither is it proper to provide that weights at either the point 


of origin or the point of destination shall govern, unless those weights 
are correctly taken; that is, such a tariff would be unreasonable 
unless the shipper were permitted to show by reweighing or by other 
means that the weights at the point of origin were inaccurate. 


See, however, Adamson vs. A. B. & A. Ry. Co., 49 I. C. C. 
415 (418), and Romann & Bush Pig Iron & Coke Co. vs. L. & 
m., oo & ©. G. Te. 

Carload vs. L. C. L. Shipments 


Ohio.—Question: Please advise what represents the facts or 
essentials covering application of carload and less-carload ship- 
ments, both as to manner of loading and accomplishing bill 
of lading by shipper and interpretation and construction placed 
thereon by carriers against loading and billing of shipper. 

The concrete facts of the particular case are: Empty 
acid glass carboys in boxes are loaded by us into box car 
equipment, the actual weight being 12,594 pounds; the visible 
space of the car is occupied; shipper makes out bill of lading 
showing 125 empty glass carboys in boxes, weight 12,594 pounds, 
and also indicates on bill of lading the dunnage or blocking 
weight used, as well as the stenciled weight of the car. No 
notation is made on bill of lading as to tender of shipment as 
carload or less carload by shipper. Cars are loaded by us on 
our private tracks, sealed and switched to the road-haul carrier 
by connecting line; each carboy or box is plainly marked. 

Carrier has applied minimum 24,000 pounds, fifth class 
rating, claiming same was tendered as a carload. We contend 
it was not and that the proper interpretation and application 
of charges is on the basis of actual weight and L. C. L. rate 
on account of car being loaded to visible capacity and under 
classification rule stating that where visible capacity of car 
is used the charges shall be based either as a carload at mini- 
mum and carload rate or actual weight L. C. L. rate, whichever 
figures cheapest, and, furthermore, the shipment was actually 
tendered by us as a less-carload in that each and every box 
was individually marked, complying with the L. C. L. rules as 
to marking, whereas the carriers contend that the notation on 
our bill of lading showing the weight of dunnage or blocking 
used in bracing in the car and the stenciled light weight of 
the car, as well as the sealing and loading on private siding, 
makes the car represent a carload. 

Answer: The shipment in questign appears to have been 
tendered as a carload shipment, notwithstanding the fact that 
each carboy or box was marked, such marking not being re- 
quired, under the provisions of section 2 (b) of rule 6, of the 
Consolidated Classification, where the shipment occupies the 
visible capacity of the car. 

However, see our answer to “Delaware,” on page 1298 of 
the May 15, 1924, Traffic World, under the capition, “Carload 
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vs. L. C. L. Shipment,” in which the Commission’s opinion jn 
Rockwood Sprinkler Co. vs. Director-General, 73 I. C. ©. 277, 
is referred to and commented upon. 

Reparation—Legally Published Rate Must Be Collected 

Ilinois—Question: An error is made by the carriers jp 
publishing a specific commodity in their tariff, in that the rate 
is stated as so much per cwt. instead of per net ton. In addi. 
tion, a shipment has been undercharged, as the old rate was 
assessed. The question now arises as to how to dispose of 
the matter. ‘ 

The carriers insist that it will be necessary that charges 
be paid based on the tariff published rate of so much per evt, 
and the matter will then be presented by them to the Inter. 
state Commerce Commission on the informal docket. Cannot 
the carriers legally dispose of the matter by applying to the 
Commission to waive the undercharge under the circumstances? 

Kindly let us hear from you, with citation as to the proper 
procedure in the matter. 

Answer: The Commission holds that proof of an error 
in the publication of rates does not justify a departure from 
the published rates, and that the intention of the tariff framers 
is not controlling. Seaboard By-Products Co. vs. Director- 
General, 62 I. C. C. 317 (329); Lehigh Portland Cement Co. ys. 
Director-General, 55 I. C. C. 615. 

The rate legally in effect at the time the shipments moved 
must be charged thereon and no refund of any part thereof 
may be made by a carrier without authorization by the Inter- 
state Commerce Commission—Conference Ruling 220 (D). 

Intrastate Traffic—Jurisdiction of Interstate Commerce 

Commission 

Maryland.—Question: A shipment moves wholly within 
the state of X from point A to point B, on which the rate 
legally applicable is 20 cents per 100 pounds. At the same 
time a rate of 15 cents per 100 pounds was applicable from 
point A to point C, the latter point being without the state of 
X, and to which point B is directly intermediate. The shipper 
wishes to attack the 20-cent rate as being unreasonable to the 
extent it exceeded the 15-cent rate and asks for reparation. 
Will you kindly advise as to who would have jurisdiction in 
the premises, the Interstate Commerce Commission or the 
state commission? If possible, please cite authorities for con- 
clusion. 

A shipment moves via railroad Y wholly within the state 
of X from point A to point B and the rate legally applicable 
is $1 per 100 pounds. The shipment was unrouted, that is, 
it was tendered to the carrier without any routing instructions 
from the shipper. At the same time a rate of 70 cents per 
100 pounds applied from and to these points via railroads Y 
and Z, which route would take the shipment out of the state 
so as to make it interstate commerce. Will you kindly advis+ 
as to the jurisdiction of the Interstate Commerce Commission 
and the state commission on a claim for refund for the difference 
between the two rates? 

Answer: The jurisdiction of the Interstate Commerce Com- 
mission over intrastate rates is confined to instances where 
such rates are prejudicial or preferential or unjustly discrimi- 
natory in their relation to interstate rates. M. E. Case Coal 
Co. vs. C. B. & @., 74 1..C. €.. SS. 


On intrastate traffic the Interstate Comnierce Commission 
is without jurisdiction to prescribe rates for the future or to 
award reparation on shipments moving prior to federal control. 
Chesebrough Mfg. Co. vs. Director-General, 68 I. C. C. 555. 

In both the instances outlined by you the remedy lies with 
the state authorities, the Interstate, Commerce Commission hav- 
ing no jurisdiction in the matter. 


See also Ohio Iron & Metal Co. vs. C. M. & St. P., Unre- 
ported Opinion 2079. and R. R. Commission of La. vs. A. H. T. 
Ry. Co., 64 I. C. C. 248. 


Seal Records—Duty of Carrier to Furnish to Shipper 

New York—Question: Is a carrier within its legal right 
in declining to furnish the consignee with seal records of a 
car without formal claim being entered with said carrier? 

The facts are as follows: Tank car of liquid freight is 
delivered to consignee, seal records taken by railroad rep- 
resentative; upon completing unloading consignee discovers 
that 700 pounds of liquid freight are short and requests of the 
carrier the seal records in order that it may be ascertained 
whether the car has been tampered with in transit. Carrier, 
however, declines to furnish consignee with seal records unless 
formal claim is presented for shortage. We maintain that 
under section 14 of the interstate commerce act the carrier 
is required to furnish the shipper with such information as 
he needs provided he does not jeopardize either the consignee’s 
or shipper’s interest. 

Answer: We know of no means by which a carrier can 
be compelled ‘to furnish its seal records, if at all, except by 
an order of a court of competent jurisdiction. 

The privisions of sections 14 or 15 of the act do not in 
our opinion relate to this matter. 

Routing and Misrouting—Shipper Should Specify Carrier Afford- 
ing Desired Delivery in Routing Instructions 

Georgia.—Question: We have before us a bill of lading 
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MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 


Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 
STORAGE - MERCHANDISE - HAY - GRAIN 


POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance 





AUTOMOBILES 


Prompt Service 


Your warehousing and distribution 


M Yr. M anufe acturer:- problems made easy in our Warehouses 





MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 


General Offices :—15th Floor, Central Bank Building 
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covering shipment of lumber from station A on C Railroad 

to station B, which is served by X and Y railroads, at a rate 

of 38 cents per cwt. The shipper routed the shipment via X 

Railroad, but the consignee had a private siding on Y Rail- 

road; therefore Y Railroad delivery was required and, as X 

Railroad did not absorb switching charges for Y Railroad, there 

was an additional charge of 3% cents per cwt. to obtain the 

required delivery. Our contention is that the shippers are 
responsible for the excess freight charges, as they did not show 

Y Railroad delivery. Please advise your opinion. 

Answer: Generally speaking, it is the duty of the carrier 
to transport a shipment via the route designated by the con- 
signor and, if this causes additional expense to the shipper, the 
carrier incurs no liability therefor. Bergman & Co. vs. P. Co., 
15 1. C. C. 487. 

In Hooven, Owens, Rentchler Co. vs. C. H. & D. R. R. Co., 
31 I. C. C. 550, in accordance with the shipper’s routing in- 
structions, a shipment reached destination via the P. & R. 
R. R. and switching charges for delivery to the consignee’s 
plant on the P. R. R. were assessed. The shipment could have 
been routed via the P. R. R. without such charges. It was held 
that the shipper was bound by his instructions. 

However, as in the above referred to case, it is possible 
that the shipper can show that the charge assessed for switch- 
ing was unreasonable. 

Routing and Misrouting—Liability of Carrier Where Shipper 
Shows Rate and Route Inconsistent with Destination Named 
in Bill of Lading 
Indiana.—Question: We will appreciate your advice as to 

whether we are correct in the following case: 

We made a carload shipment to South Schenectady, N. Y., 
routed N. Y. C.-West Shore delivery, but we omitted to show 
the word “South” on the bill of lading. Schenectady, N. Y., 
is on the New York Central and the car was delivered there, 
but had to be reconsigned to South Schenectady, and the car- 
rier assessed the local rate between these points. We showed 
the rate on the bill of lading, which is the same to both points. 

We contend that the instructions on the bill of lading 
were contradictory, as the car could not have been delivered 
to Schenectady on the West Shore Railroad. 

Kindly advise whether we are entitled to collect the extra 


charges from Schenectady to South Schenectady from the 
carrier. 


Answer: In Hutton & Bourbonnais Co. vs. Southern Ry. 
Co., 50 I. C. C. 434, the Interstate Commerce Commission had 
before it an instance in which the facts were entirely similar 
to those in the instant case. The Commission held that the 
initial carrier had misrouted the shipment in forwarding it to 
the destination named in the bill of lading, it having executed 
a bill of lading which contained provisions which were con- 


tradictory and therefore impossible of execution, citing Con- 
ference Ruling 474 (c). 


COAL RATES TO NORTHEAST 


The Trafic World Washington Bureau 


The plan for simplification of the fight over coal rates to 
the northeast (Traffic World, November 29), which had to be 
abandoned because the railroads got into a fight at Chicago 
December 2, has been reinstated. It provided for checking in 
rates from C. & O. and N. & W. points as proposed and in- 
creasing rates from points on the L. & N. to that level and 
then the publication of a fifteen cent reduction by the L. & N. 
from the inflated Jelico field rates. Reinstatement is the result 
of representations to the railroads that use of that plan would 
bring about a quicker disposition of the matter. 


UNABLE TO AGREE 


The Trafic World Washington Burcau 

An ineffectual effort was made by carriers and shippers, at 
a conference in the Commission’s Bureau of Traffic, December 
16, to come to an agreement as to the basis of class rates to 
be put into effect from Indiana points to the Twin Cities’ ter- 
ritory and from St. Louis and Illinois points to the same des- 
tination territory to comply with the Commission’s decision 
on the complaint of the Indiana State Chamber of Commerce 
against the Santa Fe and other western carriers that the ex- 
isting rates unduly prejudiced Indiana shippers. The Com- 
mission, in its decision indicated, said the rates were unduly 
prejudicial and said they should be made certain amounts over 
contemporaneous rates from Chicago and St. Louis. 

No order, however, was issued. The complainants recently 
filed a motion asking the Commission to issue a definite order. 
With a view to avoiding an argument on that motion, a con- 
ference was suggested. The railroads have proposed to meet 
the decision of the Commission by raising rates from Chicago 
and St. Louis and then making the rates from Indiana the 
arbitraries over indicated by the Commission. Indiana inter- 
ests, however, at the conference, objected to a raising of the 
rates from Chicago and St. Louis and then making the rates 
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from Indiana as much higher as indicated in the decision 
The Indiana complainants prefer that the present Chicago rates 
be used as a foundation for making the new rates from Indiana 
The carriers objected to that. They said that to use the pre 
ent Chicago basis, held by the Commission to be depressed, 
would unduly deplete their revenues. 

Inability to come to an agreement will make it necessary 
for the Commission to indicate the specific rates that shal] be 
checked in. Whether that can be done on the present state 
of the record is one of the points that could not be answer 
with certainty at the time the conference was held. Most og 
the testimony went to the point that the Indiana shippers wer 
being unduly prejudiced by the rates against which they con. 
plained rather than that they were unreasonably high. 


—— ed 


ABANDONMENT OF LINES 


In a proposed report by Examiner Boles in Finance Docket 
No. 3376, abandonment of parts of lines by Central New Eng. 
land Railway Company, a finding has been recommended that 
present and future public convenience and necessity permit the 
abandonment of a part of each of two lines of railroad, one jy 
Dutchess county and the other in Columbia county, New York 
The parts of the applicant’s railroad involved are betwee 
Shekomeko and Millerton, N. Y., and between Anoram Lead 
Mines and Boston Corner, N. Y. The first line embraces about 


seven miles of main track and the second about six miles of 
main track. 


CONSTRUCTION OF LINE 


_ The Los Angeles Junction Railway Company has applied 
for authority to operate an industrial railroad to be built by 
the Central Manufacturing District, Inc., also an applicant, in 
Los Angeles county, California. It will embrace approximately 
seven miles of main track. The area to be served, the ap 


plicants said, will be occupied by stockyards, packing houses, 
manufacturing and industrial plants. 


DOCKET OF THE COMMISSION 


Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel. 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


December 22—Boston, Mass.—Public Utilities of Massachusetts: 

* Finance No, 4353—In the matter of the application of the Boston & 
Maine _R. R. for a certificate of public convenience and necessity 
authorizing the abandonment by it of portions of its Lowell & 
Lawrence and Salem & Lowell branches and its line extending 
from Salem Junction to Lawrence Junction. 

December 22—Argument at Washington, D. C.: 

13158—Nelson Fuel Company et al. vs. C. & O. Ry. et al. 

* 11388—Public Service Commission of Indiana et al. vs. Santa Fe et al. 

* ba a aoe Service Commission of Indiana et al. vs. Santa Fe 
et al. 

(In re petitions of defendants and motions of complainants.) 

December 23—Argument at Washington, D. C.: 

15164—Winding Gulf Colliery Company vs. Virginian Ry. et al. 

January 3—St. Louis, Mo.—Examiner Disque: , 

* 1. and S. No, 2285—Demurrage rules on coke in connection with 
Missouri Pacific Railroad. i 

January 5—Washington, D. C.—Examiner Gibson: 

Val. Dkt. No. 351—In re tentative valuations of the properties of 


Grand Rapids & Indiana Ry. Co. and Cincinnati, Richmond and 
Fort Wayne R. R. Co. 


January 5—St. Louis, Mo.—Examiner Disque: 

* 1, and S. No, 2279—Fencing material from St. Louis, Mo., to St. 
Paul, Minn., Peoria and Chicago, Ill., to Kansas. 

January 5—Washington, D. C.—Examiner Cummings: 

Fourth Section Application Nos. 351 et al. filed by Agent R. H 
Countiss, et al., sking for authority to continue to charge greater 
compensation as through rate than the aggregate of the inter- 
mediate rates. (This hearing will cover approximately a hun- 
dred various applications). 

January 6—St. Louis, Mo.—Examiner Disque: . 

* 1. and S. No. 2281 (first supplemental order)—Grain and grain prod- 
ucts from Western points to Mississippi River crossings and 
southern points. 

January 6—St. Louis, Mo.—Examiner Disque: 

* I. and S, No. 2281—Grain and grain products from western points to 
Mississippi River crossings and southern points. 

January 7—Washington, D. C.—Examiner Koebel: ’ 

* I, and S. No. 2284—Switching of cotton and cotton linters at Nor- 
folk, Va. 

January 7—Argument at Washington, D. C.: : 

13721—International Harvester Company vs. N. Y. C. R. R., Dire 
tor General et al. 

15199 (and Sub. No. 1)—Washington Publishers’ Association et a 
ve. &. @& ©. B.. R. et al. 

15228—The Evening’ Star Newspaper Company vs. Canadian P: 
cific Ry. et al. 

Fourth Section App. No. 12378—Filed by Florida East Coast Ry., j 
re commodity rates from Jacksonville to Miami, Fla. 

January 8—Washington, D. C.—Examiner Wagner: 

16170—Eastern Lime Manufacturers’ Traffic Bureau et al. vs. Akron 
& Barberton Belt R. R. et al. (Adjourned hearing.) 

January 8—Argument at Washington, D. C.: 

11980—Michigan Railroad Company vs. Pere Marquette R. R. et al. 

13313—Michigan Traffic League vs. Ann Arbor R. R. et al. 

January 9—Argument at Washington, D. C.: 

13668—In the matter of divisions of joint rates, fares and _ charges 
of traffic interchange between the Kansas City, Mexico & Orient 
R. R. (Wm. T. Kemper, Receiver) and the Kansas City, Mexico 
& Orient Ry. Co. of Texas and their connections. 
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THE ABOLITION 
OF 
“THE PITTSBURGH PLUS” 


Since the recent ruling of the Federal Trade Commission 
bringing about the abolition of the “Pittsburgh Plus” 
basis of sales for products of the country’s great iron and 
steel industry, many steel men believe that it indicates 
some of the interests will build plants at other advan- 
tageous points. 


The section traversed by The Chesapeake and Ohio 
Railway Company from Charleston, W. Va. to Ports- 
mouth, Ohio, affords incomparable plant sites for the 
industry, with unexcelled advantages for assembling of 
the essential raw materials and the distribution of the 
finished products. 


Attention is called to the proximity of the lake ore 
regions, the section in question already enjoying an 
established basis for the drawing in of this, the chief raw 
material; with coke, both by-product and bee hive, flux- 
ing materials, cheap high grade fuel and power at its 
door, balanced by a good labor supply. 


With its system of carriers for distribution in all direc- 
tions to immediate large consuming territory, supple- 
mented by the great Southern territory lying adjacent 
thereto, the section holds out advantages well worthy of 
study and the consideration of the iron and steel industry. 


The Industrial Department of The Chesapeake ¢& Ohio 
Railway Company offers its services in furnishing infor- 
mation and finding of locations in the section in question. 


ADDRESS 


Agricultural and Industrial Department, Chesapeake & Ohio Railway 
Company, Richmond, Virginia 
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January 10—Alexandria, La.—Examiner Disque: 
Finance No. 4297—In the matter of the application of the Alexandria 
& Western Railroad Company for abandonment of its line of road. 


conuery 12—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 343—In re tentative valuation of the properties ef the 
Norfolk & Western Railway Co. 
January 12—Washington, D. C.—Ass’t Director Burnside: 
Finance No. 3689—Excess income of the Dayton-Goose Creek Rail- 
way Company. 
January 14—Houston, Texas—Examiner Disque: 
10049—In re Sugar Land Railway Company. 
January 14—Washington, D. C.—Commissioner Aitchison: 
Val. Dkt. No. 377—In re the tentative valuation of the property of 
the Carolina, Clinchfield & Ohio Ry. of South Carolina. 
Val. Dkt. No. 381—In re tentative valuation of the property of 
the Black Mountain Railway Company. 








Santa Fe Helps Shipper 


Record-breaking freight traffic handled 


THE TRAFFIC WORLD 







Vol. XXXIV, No. § 


January 14—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No, 364—In re tentative valuations of the propert; 
Carolina Clinchfield and Ohio Railway, and Clinchfield Northe” 
Railway of Kentucky. era 


January 14 to 16—Argument at Washington, D. C.: 
13494—-Southern class rate investigation. 

January 15—Washington, D. C.—Examiner Law: 
Finance No. 3701—Excess income of Detroit Terminal Railroad 

January 15—Chicago, IIl—Examiner Faul: ' 
13272—Boston Wool Trade Association vs. Arizona 

Ry. et al. (further hearing). 

January 19—Argument at.Washington, D. C.: 
14725—W. H. Barber Company vs. C. & N. W. Ry. et al. 
15345—Tidewater Portland Cement Company et al. vs. @, & P 


& New Mexico 


‘ » tad. 
15742—Indian Creek Coal and Coke Company vs. Atlantic 


Ci 
et al. ity RR 


—_—_—— 
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without congestion or serious delay 


Since January Ist, 1923, the Santa Fe has pur- 
chased new equipment costing over $50,000,000, 
including 13,750 freight cars and 146 locomo- 
tives. It has spent $43,000,000 additional on 


new shops, terminals, double track, etc. 


As a result from August Ist to Novem- 
ber Ist, the Santa Fe Railway handled 
48,395 cars of commercial freight in excess 
of any previous year—an increase of 9.7%— 
without congestion or any material delay. 
Notwithstanding the heavy calls, cars have 
been furnished practically on demand. In the 
few cases of local shortage, due to excessive 
local demand, cars have been furnished with 
such slight delay as to be negligible. 


Four years of legislative peace and fair 
treatment under the Transportation Act have 
been a vital factor in its ability to meet satisfac- 
torily the record-breaking freight traffic of the 
past two years and maintain a surplus of cars at 
all times, barring Jocal temporary shortages. 


Good service to the farmer is of the ut 
most importance when prices and crops in the 
aggregate are good. Inadequate railroad facili- 
ties cause freight congestion, delays, waste, and 
loss to everyone. The wholesaler, jobber, and 
retailer must carry heavy stocks and place 
orders well in advance, to make sure their 
shelves do not become bare. The farmer must 
store his grain and hold his livestock waiting 
for cars to ship to market. 


In a country growing like ours it is not 
easy to keep pace with such growth. During the 
war the railroads fell behind, as their expansion 
had to be deferred for more pressing matters. 
Today they are fairly abreast of the procession. 
They are pressing forward on a continued pro- 
gram of improvement which, with a continuance 
of present general conditions, will steadily ex- 
tend their ability to serve.. 


W. B. STOREY, President 


The Atchison, Topeka and Santa Fe Railway System 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


INDUSTRIAL SHIPPERS SERVICE, INC. 


TRAFFIC SPECIALISTS 


Complete Traffic Service. Rate and Classi- 
fication Cases. Overcharge, Loss and Damage 
Claims. Auditing and Routing. 

Car Tracing Service That MOVES FREIGHT 


Fifth Floor, Lincoln Bldg., Detroit a ion 


GEORGE W. OLIVER 
Railroad Analyst 


1814 Harris Trust Building 
CHICAGO + #£«JILLINOI 
Specialising in Transportation Costs and Statistics. 

’ experience 


Visualized Demurrage 
J. HUNTER ROSS 
(Formerly Demurrage Specialist for Railroad 


Administration) 
Sit E Street N. W., Washington, D. C. 
A new and workable plan that visualizes just Whea, 


in cases before the 
and the 





you pay consult 
THE ROSS DEMURRAGE BUREAU, ING. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 


MILLS BUILDING 418-430 &. MARKET STREET 
Phone, Main 3840 Telephone, State 8635 
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American __ 
Oulsctcclan\ Elia Dele 


President Grant—One of the five sister ships—showing cargo handling facilities 
especially designed for rapid handling from lighters on both sides of vessel. 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 


Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT JACKSON .................. January 3 
PRESIDENT McKINLEY................. January 27 
PRESIDENT JEFFERSON............... February 8 
PRESIDENT GRANT ................... February 20 
PRESIDENT MADISON................... March 4 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 


RR ET ec ee January 15 
WHEATLAND MONTANA ............... January 20 
ye a eee ree February 20 


Also Regular Sailings Direct to Foochow, 
Amoy, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 
Randolph 7739. 


New York—32 Broadway, Phone Broad 0580. 
Boston—177 State Street. 

Philadelphia—101 Bourse Building. 
Detroit—Dime Bank Building. 





Portland—101 Third St., Cor. Stark. 
Seattle—409 L. C. Smith Building. 


L. L. BATES, General Freight Agent, Seattle, Wash. 






yAN eels wlertel 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by y-Neleobte-ta@sal-sehel! Line, WY, EVor-t-sb eta @) ol a-teeh a) 
L. C. Smith Bldg., Seattle 
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—— ORIENT LINE 
pur: ing ~ Between 


5 “Sqj_\, SAN FRANCISCO 


and the 
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Fastest Steamers 
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ORIENT 


via 


HONOLULU 


Unexcelled Passenger Freight Service 


Passengers and Express-Freight NEXT SAILINGS Passengers and Express-Freight 












From San Francisco to Honolulu, Yokohama, Kobe, 













Highest Shanghai, Hongkong and Manila Lowest 
i S. S. President Lincoln sails............ Dec. 27 
Marine = Ase se Cleveland sails.......... Jan. 10 Insurance 
ope ae . 5S. President Pierce sails ............. Jan. 24 
Classification $$" president oS See Feb. 7 Rates 


eeoeaeoanceaea eoeeve6 


and every ] 4 days thereafter 





Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


CALIFORNIA ORIENT LINE 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, New York City 


142 South Clark Street, Chicago, III. 


E. L. Mayo, 613 Engineers’ Bldg., Cleveland, O. Horace W. Cross, 410 State Theatre Bldg., Pittsburgh, Pa. 
South Gate Forwarding & Storage Co., South Gate Terminal, Norfolk, W. Va. 
Norton, Lilly & Company, Equitable Bldg., Baltimore, Md. 


UNITED STATES SHIPPING BOARD 


By Pacific Mail Steamship Co., Managing Operators 
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MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO. 





POOLE BROS 


VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS ww tHe EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA | 
NORTH PACIFIC COAST 


To avold delay, shipments for Canadian destinations must be acoompanied by SHIPPERS' EXPORT DECLARATION MADE IN TRIPLICATE. 
(This document must be delivered railroad agent at initial point with the shipment and accompany same to Canadian port of wae) 








AGENCIES 
Boston, Mass., 40 Central St. Pittsburgh, Pa., 340 Sixth Ave. 
Chicage i Yor Gees Lon wt Bldg Mer his, Te Porter Bide “4 Be Louis, Me., 2050 Railway Exch Bldg 
cago, er. DB . emp enn., ° 5 a 

940 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. St. Paul, Minn., 1112 M ts National 
Gitopewe Falls, Wis. 918 Majestic Bldg. Bank Bidg. 
Cin ti, O., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. San Francisco, Cal., 675 Market St. 
Cleveland, O., 1040 Prospect Ave. and Ave. Sault Ste. Mich. 
Detroit, Mich., 311 Free Press Bldg. Neensh, Wis. Seattle, Wash., 608 2nd Ave. 
Duluth, Minn., 320 West Superior St. New York, N. Y., Woolworth Bldg. Spokane, Wash., 1006 Old Nat’l Bank Bldg. 
Grand ids, Mich., 414 Linquist Bldg. Omaha, Neb., 1 - O . Bldg. , Superior, Wis. 

nd., Merch. Bank Bldg. Philadelphia, Pa., Cross Bidg., Locust St. at Waukesha, Wis. 
Kansas City, Mo., 738 Railway Ex. Bldg. 15th. Winnipeg, Man., 606-604 Lombard Bldg 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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Mr. Edison thus expressed himself after a ride to the 


Pacific Coast on the San Francisco Overland Limited. 


Traffic Agencies 





Complete information regarding passenger and freight service 
cheerfully furnished by any Union Pacific representative. Offices 


ATLANTA, GA.w.....ecceees 1232 Healey Bldg. 
BIRMINGHAM, ALA. ....ist Ave. & 20th St. 
BOISE, IDAHO........ .. 8th & Bannock Sts. 
BOSTON, MASS.......... 294 Washington St. 
Sires Soy 48S. Main St. 
CHEYENNE, WYO........ 1605 Central Ave. 
CHICAGO, ILL......... 58 E. Washington St. 
CIICINMATL, OG. ccccecec coed 4th & Vine Sts. 
CLEVELAND. O. ...Euclid Ave. & E. 9th St. 
COUNCIL BLUFFS, IA......... 37 Pearl St- 
DALLAS, TEX...... Commerce & Akard Sts. 
DENVER, COLO........ 601 Seventeenth St. 
DES MOINES, IA.......... 6th & Locust Sts. 


DETROIT, MICH. .. 127 Lafayette Bivd., W. 
FRESNO, CAL., Tulare St. & Van Ness Ave. 





W. H. MURRAY, General Passenger Agent, Omaha, Nebraska 
D. S. SPENCER, General Pass. Agent, Salt Lake City, Utah 
WM. McMURRAY, Gen’! Passenger Agent, Portland, Oregon 
T. C, PECK, Gen’! Passenger Agent, Los Angeles, California 


are maintained at principal cities throughout the country. 





KANSAS CITY, MO........... 805 Walnut St. 
LINCOLN, NEB. ........--000- 204 N. lith St: 
LONG BEACH, CAL., ...120 W. Ocean Blvd. 


LOS ANGELES, CAL.... .. .221 S. Broadway 
MILWAUKEE, WIS. ....... 221 Grand Ave. 
MINNEAPOLIS, MINN... ...125 S. Third St. 
NEW ORLEANS, LA.....226 Carondelet St. 


NEW YORK, N.Y. .......... 280 Broadway 
OAKLAND, CAL.......... 433 Fourteenth St. 
OCEAN PARK, CAL............ 149 Pier Ave. 
GORE, WERE occcctevescccceces 390 24th St. 


PASADENA, CAL........403 E. Colorado St. 
PHILADELPHIA, PA.....15th & Market Sts. 
PITTSBURGH, PA. Smithfield St. & 6th Ave. 
PORTLAND, ORE........... .. Pittock Block 








C. J. LANE, General Freight Agent, Omaha, Nebraska : 
H. E. GODWIN, General Freight Agent, Salt Lake City, Utah 
H. E. LOUNSBURY, General Freight Agent, Portland, Oregon 
W. F. LINCOLN, General Freight Agent, Los Angeles, Cal. 





REDLANDS, CAL......ecec...- 14 Cajon St. 
RENO, NEVADA....Second and Center Sts. 


RIVERSIDE, CAL........ ....-. 680 Main St 
SACRAMENTO, CAL......... 1006 Fourth St. 
SAN PEDRO, CAL............ 521 Beacon St. 
SALT LAKE CITY, UTAH.... 10 S. Main St. 
SAN DIEGO, CAL......... 4th and Plaza Sts. 
SAN FRANCISCO, CAL....... 673 Market St. 
SEATTLE, WASH.......... 1405 Fourth Ave. 
SIOUX CITY, IOWA,,....... 520 Nebraska St. 
SPOKANE, WASH ........ 727 Sprague Ave. 
ST. JOSEPH, MO., Frederick Ave. & Felix St, 
BE EAT, Te ccd ccvcccccceced 611 Olive St. 
TACOMA, WASH............ 106 S. Tenth St. 
TORONTO, Ga E oc cccccccscctacd 69 Yonge St. 
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| United StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 


AMERICAN ANTILLES LINE} AMERICAN DELTA LINE} AMERICAN DIAMOND LINE | AMERICAN DISPATCH LINE 



































Philadelphia R rdam 
New York to Trinidad, sated yee ne a New York a to al Amsterdam Gulf Ports (except New Orleans) 
° ailing every lays t 
the Guianas and (except Mobile) sa, a a to Antwerp - ‘ 
Virgin Islands ies Aico, tie East Coast of South America 











Baltimore 
Rotterdam 
——_ Roads to fuouts 


2 Sailings a month 

BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICAN FRANCE LINE 


Baltimore to Havre and Dunkirk 
Monthly Sailings 


Fortnightly Sailings Brazil and River Plate Ports 


Fortnightly Sailings 


MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 






A Sailing Every 3 Weeks 






COLOMBIAN STEAMSHIP CO., (inc.) 


MUNSON STEAMSHIP LINE 
17 Battery Place New York City 


67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 


New York to India 













Managing Operators Managing Operators 


AMERICAN DIXIE LINE|AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom | North Atlantic Ports to all Mediterran- 
West Coast Ports and — eanPortsincluding Adriatic,Black Sea 


A Sail E 20 Day - a 
New Culeonstelivecpent and eanhester and Levant Ports, French Mediterran 

























































Pp Philadelphia Havre — 
PetarrpendManchener| So ean eatngatins | Reinet wo Bist | Monthy Suiting 
——— | eee! meses C  Besd 
t ree! ck Sea Ports, eiphia ordeaux 
Ho aa ee to Contention Monthi hly Sailings Malta, New York to St. Nazaire ROOSEVELT STEAMSHIP 


Greek Syrian Coast Ports and Alex- 






t 
A Sailing Every 20 Days 














oo ee, andria. 3 Sailings a Month COMPANY, (Inc.) 
A Saili FS 0 COSMOPOLITAN SHIPPING CO., (Inc.) 

THE EXPORT STEAMSHIP CORP. ’ ' N Youk 
UNITED G GULF §. CO. Gee) is Eoonien New York Cit 12 Broad New York Cit 44 Beaver St ew Yor 








Whitney Comment Bidg.. \¢. New 0 rleans, La Managing Operators Managing Operators Managing Operators 


AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE | AMERICAN PREMIER LINE 


New York to London South Atlantic Ports to 
















: North Atlantic Ports to Gulf and S. Atlantic Ports to 
Weekly Sailings | ondon Liverpool and Manchester China and Japan French Mediterranean, 
Baltimore to Hull Monthly Sailings Monthly Sailin West Coast of Italy 
Hampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 
Philadelphi London London, Rotterdam and Gulf Ports to Far East Constantinople, Malta 
— Hull Antwerp (China, Japan and Philippines) | North Africa, (East of Bizerta) 
Boston Leith Monthly Sailings Monthly Sailings Monthly Sailings 
2 Sailings a Month ATLANTIC GULF AND 
THE CAROLINA COMPANY UNITED GULF S. S.CO., (Inc.) 
. H. WINCHESTER & CO., (Inc. ORIENTAL S. S. CO., (Inc.) i he 
izBattery Place New York City Charleston, S. C. 17 Battery Place, New York City Whitney Central Bids 
Managing Operators Managing Operators Managing Operators Managing Operators 


AMERICAN REPUBLICS LINE |AMERICAN SCANTIC LINE AMERICAN AMERICAN 
Seztork to BiverPlate New York, Boston, SOUTH AFRICAN LINE | WEST AFRICAN LINE 













: Monthly Sailings Baltimore New York 
Ko gga Brazil and to oe (Gulf via New York as offers) 
Jacksonville & — Plate Scandinavian and , 7” 4 to ’ 
Savannah or as Baltic Ports South and East African Ports | Azores, Canary Islands, Madeira 
: onthly Sailings AF d West Africa 
Philadelphia River Plate hi Monthly Sailings an 
oe vo _" to Foues 2 Sailings a Month 





Monthly Sailings 
Monthly Sailings A. H. BULL & COMPANY, (inc.) 
MOORE & McCORMACK CO..,(Inc.) 3 A. H. BULL & COMPANY (Inc.) 
INTERNATIONAL FREIGHTING CORP. 40 West Street New York City 
14 Whitehall Street New York City 5 Broadway New York City 40 West Street New York City 



















Managing Operators Managing Operators Managing Operators 


ATLANTIC GULF-WEST 
AUSTRALIAN LINE 













Managing Operators 


MISSISSIPPI VALLEY/MOBILE OCEANIC LINEJKORIOLE LINES 
EUROPEAN LINE Boston, Baltimore, Hampton Roads to 


rpool. Fortnightly Saili 
Philadelphia, Boston to Liverpool, Man- 


































Mobile, Pensacola, 















































New Orleans — chester. uf reat Se Sailin 

New York to Australi ee Liv LM a — lampton Roads “ 
alan erpoo anchester, ester, Avonmou Cardiff 
and New Ze id Ports Havre— Antwerp London, Havre, Antwerp, B , = Soe every 10 deus ‘Phil. 
Monthly Sailings 2 Sailings a Month Rotterdam, Hamburg, to Glasgow. Fortnightly Sailings 
UNITED STATES & Mediterran “ an Bremen Bakimere, Philadelphia, ‘New York to 

~ African Po Wi t of Bizerta.) 
sosmansas sco. | Hishey MARES | mansaum sure |sresman ss con jer tebe pre 
8-10 Bridge St., New York City) TAMPA INTEROCEAN S. S. CO. sis Sleun Bs Mobile, Ala. , 
614 Whitney Cent’! Bldg., New Orl’s, La 


Cork Sailin, 
CONSOLIDATED NAVIGATION. CO. 


Managin Ooerators 


TEXAS STAR LINE|UNITED STATES LINES YANKEE LINE 


New York to Southampton | Baltimore, Hampton Roads, 
A Sailing every 3 Weeks Philadelphia, Boston 


Managing Operators Managing Operators Managing Operators 


SOUTHERN STATES LINE 


New Orleans toRotterdam, Am 
sterdam. 2 Sailings a Mont 
New Orleans to Bremen 
Hamburg. 2 Sailings a Mont 
Galveston to Bremen and Ham 


Managing Operators 























PAN AMERICA LIN 


New York to 
Rio de Janeiro, Santos, 















Houston and Galveston 
to 













































New York to 
Montevideo and burg. 2 Sailings a Mont Havre and Antwerp t Hamb 4B 
i Houston and Galveston to Weekly Sailings ° amburg an remen 
Buenos Aires Bremen and Rotte Bremen 










2 Sailings a Month 








2 Sailings a Month 









Fortnightly Sailings DANIEL RIPLEY & CO Weekly Sailings 


(Inc.) 
Houston, Texas 


Houston to Bremen and Ham 
burg. 2 Sailings a Mont. 
LYKES BROS. S. S. CO., (Inc. 
925 Whitney Central Bldg. 
New Orleans, 
Managing Operators * 

















MUNSON STEAMSHIP 
67 Wall Street New York Ci 
Managing Operators 


UNITED STATES LINES ROGERS & WEBB 
45 Broadway New York City}|110 State Street Boston, Mass. 


















Managing Operators Managing Operators Managing Operators 
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SOUTHERN PACIFIC LINES 
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Where they reach 


Weel may we a’ be, 

Ill may we never see, 
Here’s to the King 

And the gude companie ! 


greetings. 


no place like the good old U.S. A. 


We wish you one and all— 








NN “Ni <r “Ai “Nf oN oN oe oe te ee 


—Old Scotch song sung around the 
wassail bowl on New Year’s Eve. 


A Happy and Prosperous New Year 
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Where to reach them 





A®* we again close the records of a passing year the Officers and 
Employees of the Southern Pacific send you the season’s 


Our Nation happily at peace and our country at home tranquil 
and encouraged at the rising tide of activity and prosperity are 


considerations furnishing just occasion for rejoicing and felicita- i 


tion and for repeating to one another our conviction that there is 
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